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TAPPING A“HEAT" 
OF STEEL. Combined 
metals are melted in 
thirty-five hundred de- 
grees heat, and cooled 
into ingots that are 
kneaded into “blooms” 
which are ‘‘guillotined"” 
into billets. 


A WIRE DRAWING 
OPERATION. Hun- 
dreds of whirling wheels 
spin the rods down 
ever smaller and smaller. 
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A METHOD OF CLOSING WIRE ROPE. Usually six 
strands, each composed of from four to thirty-seven wires, 
are pulled from bobbins and twisted around a hemp core 
to create our wire rope. 
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This issue of THE TRAFFIC WORLD consists of two parts 
of which this is part I. Part II is the semi-annual index. . 
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COMMERCE 


Who kngls the romence behind. the wire that makes 
possiblefourtrains, ouf_airplanes, telephones, even our 
pocket Watches, the huge cables that suspend our ele- 
vators, our great Broaklyn and Golden Gate Bridges? 
Egyptians and Romans hatfimered and hammered to knead 
the crudest wire. , Nowefust the propet combinations of 
chemicablytested metals. pass through countless opere- 
tions to ~provide the billets, Or raw materials alone. 
Numerous Steps change*billetsito rods. Hundreds of 
whirling wheels spin the rods down! ever smaller and 
smaller tifwhat was onée a stddgy four-foot billet is 
perhaps a thousandth of an inch'thick, fifteen thousand 
miles long, weighs less thamse quarter.of an ounce to 
the mile, and has to be looked for with your best read- 
ing glasses. 

The McCormick Steamship C&iapany transports hundreds 
of tons of wire hd wire rope from the Bast to the West 
Coast, and between, Pacifice€oast Ports. We are 
equipped to handle’ yous pro@ucts, too, regardless of 
type or size, with Care“and dispatch. 


A HOT ROLLING OPERATION. Jammed by 
hydraulic force into big reheating furnaces the billets 
are then shot through the rolling mill and squeezed 
—first square, then oval, then square again—and 
passed on as rods. 


SHIPPING WIRE. Wire is nor- 
mally shipped in coils. Even 
though rough and tough in make- 
up, wire requires careful, experi- 
enced handling. 


STEAMSHIP 
COMPANY 
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Traffic Management Opportunities 
are Speeding YOUR 
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yours mighty lucky if you’re a traffic man these days. Even 
a beginner. You’ve got a rreat chance—far better than most— 
to get a bigger job. . . draw a bigger pay-check. 


So important, so exvanding is this field of Traffic Management 
that many concerns simply can’t find trained men to help them out. 


And that’s where you come in. If you have the ambition to get 
ahead . . . and the backbone to spend a few hours in study each 


week . . . you may easily get a one-way ticket to a responsible, 
worthwhile position. 


For modern business knows that expert Traffic Management 
increases efficiency and reduces costs. Many vital changes in both 
the legislation and equipment affecting transportation are con- 
stantly taking place . .. speedy streamlined trains are cutting hours 
off runs... . freight schedules are being speeded up . . . trucks are 
being used for hauling because they do away with double loading 
... even air-lines are cutting in for a fair share of transport busi- 


ness. Changing methods of distribution are making transportation 
the very life-blood of trade. 


And that’s why so many business firms badly need trained traf- 
fic men—why they are willing to pay from $3,000 to $7,000 salary 
per year for them—or even more! 

What are you going to do about it—about getting the better job 
you want in this new age of Traffic Management? Of course, you 
could depend on years of experience to pull you through . . . yet, 
by itself, even that might not work. New methods and ideas in 
transportation might tear down in months all you could learn in 


years. No, there isn’t time for long routes provided there’s a 
short cut at hand. 


Are You One of the Lucky Men in a Position 
To Grasp and Profit by These Opportunities? 


What Men Can Best Capitalize 
On This Training? 


Shipping clerks, traffic clerks, rate clerks, railroad agents, truck 
operators, steamship men, solicitors, traffic managers . . . in 
fact, anyone in the field of transportation who really wants a 
better job with more money. Executives, too, will find it valu- 
able, if their jobs have tied them down too closely to permit 
keeping up with modern methods. 


Is there a short cut? Yes! There is one nationally recog- 
nized method whereby you can train yourself...in a prac- 
tical way . . . in a fascinating way ... without waste of 
time, effort, or money. That way is through LaSalle’s 
Problem Method of traffic study—tright in your own home, 


By the Problem Method you learn to think as a traffic executive 
thinks. You learn the basic principles, but, what’s most important, 
you use them—constantly. You're given problems you are certain 
to meet .. . and you learn to solve them correctly—profitably. As 
you can see, the training is thorough... and so practical that by the 
time you complete it you’ll be fitted for the jobs that pay really 
good money. 

Complete, boiled down, expert—this training has been moulded 
by 175 top-notch executives in the field . . . men who have spent 
years on the firing line . . . men who already know all that you 
need to know! 

And when you’re a LaSalle man, you can go into the traffic world 
with confidence—knowing you can handle the job you’ve always 
wanted—knowing that, like thousands of LaSalle men all over 
the country, you’ll succeed. 


Write for this Booklet 
— It’s Free 


If you think you have the stuff it takes to hold down a real traffic 
position ...if you feel you can stick with the training and prepare 
yourself for such a position . . . then get ail the facts. You'll find 
them in our remarkably interesting free 64-page booklet on Traffic 
Management. Write for it today. Once 

you discover just what the transporta- 

tion field has to offer an expert — 

you'll want to get your own share of 

its opportunities. 


LASALLE EXTENSION, bept.195-1, chicago, I 


Please send me, free of all cost or obligation, your 64-page illustrated book, “The World of Transportation Could N 
: : . , ot 
Operate Profitably Without Traffic Management,” and the facts about your training for success in that field. 


Published weekly by THe Trrric Service Corp., 418 S. Market St.. 


Chicago, Ill. Entered as 


second class matter January 1, 1913 at the postoflice at Chicago, Ill., under tne Act of March 3, 1879. 
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Route LCL shipments via 


UNION INLAND 
FREIGHT STATION No. | 


Located in New York's omen 
new distribution G. H. Q. 


THE PORT AUTHORITY 
COMMERCE BUILDING 


15th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated b 
trunk line railroads serving the Port of 
York, has already at pemnce sensational acute 
in trucking time and 7 wage not only for the 
tenants a occupy the remarkable space in 
the building itself but for all other shippers —_ 
consignees who have been far-si  eruay enough 
to form the economical habit of using Union 
Inland Station No. 1 for both inbound and 
outbound L.C.L. freight shipments. 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 


Traffic Manager 
111 Elghth Ave., 
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Ps exving 2 Important Gateways é 


Chicago - Council Bluffs (omaha) - Kansas City 
St. Joseph - Minnesota Transfer {Ff r2"' L: 


Look at the map—see how advantageously Great 
Western can serve you—not only with splendid 
facilities, but with the highest standards of | 
efficiency, speed and service. 


Your nearest Great Western representative is at 
your service. He has a wealth of information as 


to how you can use the facilities of this railroad | 
to advantage. 


B. F. PARSONS, Traffic Manager 
309 West Jackson Blvd., Chicago, Illinois 


} 

} 

Traffic Offices in the Larger Cities | 
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CHICAGO GREAT WESTERN RAILROAD 


The Corn Belt Route 
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A for every man who wants to work —a 
time when every farm and factory and mine 


will be busy producing things which people need— 


That’s not impossible in the nation that has made 
the most spectacular growth in history. Every 
reason argues the nation will continue to go ahead. 


Sure of this, the American railroads have, even in 
lean and trying times, steadily built toward the day 
when increased commerce will need and profit by 
finer transportation than it has ever had before. 


So the railroads have doggedly pressed for better 
service, laying heavier rails, straightening curves, 
cutting down grades, increasing the average speed 
of freight trains almost fifty per cent — producing 
transportation more cheaply and more efficiently 
year by year. 


The record of the past decade clearly demonstrates 
the determination of the railroads to keep their 
service abreast of America’s needs — and their 
ability as well. 


But if America is to have the tools she needs 
to prosper, railroads must earn enough to 
continue this progress. 


Since 1933, prices of the things railroads buy 
have gone up; wages have increased ; taxes have 
risen—while the average level of railroad freight 
and passenger charges has steadily declined. 









FUTURE 
AS WELL AS OURS 


Advancing production costs in other industries 
have been accompanied by increased con- 
sumer prices. 


The average charge by the railroads for haul- 
ing a ton of freight one mile was, on the 
contrary, actually 10 per cent less in 1937 
than in 1932 —26% per cent less than in 1921, 
shortly after the end of government operation, 
when the downward trend of rates began. 


As a result, they have been compelled to cut down 
forces and curtail purchases of the 70,000 differ- 
ent items which railroads buy. That means less 
work, less business, less prosperity in industries 
and communities in every corner of the land. 


And that’s what we mean when we say it’s your 
future as well as ours—that’s why you have a vital 
interest in seeing that the railroads earn enough to 
help bring about increased employment and a 
broader prosperity. 
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Southern Pacific 
announces the 


outheaster 


— swift, improved perishable and manifest 
freight service from California 


to the Southeast 




































The 
Southeaster 


Improved perishable and mani- 
fest freight service from Port- 
land, Roseville, Sacramento, San 
Francisco, Watsonville, Los An- 
geles, Colton, San Diego and other 
Pacific Coast points to 


EL PASO 
SAN ANTONIO 
HOUSTON 
GALVESTON 
SHREVEPORT 
BEAUMONT 
LAKE CHARLES 
NEW ORLEANS 
ATLANTA, GA. 
AUGUSTA, GA. 
ASHEVILLE, N.C. 
BIRMINGHAM, ALA. 
CHATTANOOGA, TENN. 
CHARLOTTE, N.C. 
COLUMBIA, S.C. 
COLUMBUS, GA. 
DURHAM, N.C. 
GREENSBORO, N.C. 
JACKSONVILLE, FLA. 
KNOXVILLE, TENN. 
MACON, GA. 
MIAMI, FLA. 
MONTGOMERY, ALA. 
MORRISTOWN, TENN. 
PENSACOLA, FLA. 
RALEIGH, N.C. 
SAVANNAH, GA. 
TAMPA, FLA. 
THOMASVILLE, GA. 










To open the new year, Southern Pacific reports its new freight 
Ss *P service for Pacific Coast shippers: a swift, daily perishable and 


JOB OF THE :; : : 
MONTH manifest freight, speeding across the Southwest and South, pro- 


viding efficient on-time delivery to principal stations in the 
South and along the Southeastern seaboard. 





It’s called the Southeaster. From freight gathered on the Pacific Coast (see 
map), the train is made up at Colton, whisked to New Orleans, thence trans- 
ferred to other lines for quick delivery at Birmingham, Atlanta, Jacksonville, 
Miami, Savannah, and many other stations in the Southeast. (Complete list of 
terminal points shown at right.) 


Thus, as the Job of the Month for January, we point to the fast, dependable, 
day-after-day operation of the Southeaster. It’s just another indication of Southern 
Pacific’s policy of constant improvement and of keeping pace with the demands 
of shippers everywhere. What's your freight problem? 


A Coast to Coast Transportation Service 











_ TO ATLANTA 
. AUGUSTA - 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 


Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
hy the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





RAILROAD ECONOMIES 


E HAVE had much to say in this column—and 

we keep standing in our “platform” a paragraph 
about it—of the necessity for group economies on the 
part of the railroads and their aversion to such con- 
siderations, even though the accomplishment of them 
was one of the avowed objects for setting up the Asso- 
ciation of American Railroads. What we have said has 
not met with the favor of rail executives, for the most 
part. Perhaps they will pay a little more attention 
now that the Interstate Commerce Commission, in its 
annual report, calls attention to their delinquencies in 
this respect—not, perhaps, because they think any more 





of the Commission’s opinion, on its merits, than they do 
of ours, but because the Commission has before it their 
petition for a fifteen per cent increase in freight rates 
and its comments on their failure to adopt economical 
methods is an indication of how its mind is working. 

So it is a practical question that confronts them. 
Even though they may think the Commission as fool- 
ish as some of them think us, does it not behoove them 
to make at least some gesture in the matter of group 
economies? We think these economies ought to be 
adopted for their own sake as a railroad contribution 
to getting the industry out of the dumps, but, certainly, 
whether we thought that or not, if we were controlling 
railroad strategy, we would now, as a matter of policy, 
if for no other reason, get into the advanced rate case 
record at once evidence of a well considered plan to 
bring about group operating economies. 

The A. A. R. was set up for that purpose, avowedly; 
either it was merely camouflaging or it has failed in its 
purpose. Now is the time to remedy the fault. Who 
knows but that the Commission’s evident conviction 
that the railroads have not done what they should for 
themselves may be a bar to its granting, at least in 
part, their application for higher rates? Certainly, it 
would be a reason for its granting the increases condi- 
tionally, if at all—the condition being a realization by 
the railroads that they have a duty to perform and 
evidence that they are performing or intend to per- 
form it. 

We have had more or less to say also about the 
failure of the Association of American Railroads to 
accomplish anything of moment—or even to try to do 
so, so far as we know. It has not set very well with 
railroad men, though none has come forward with facts 
to prove us wrong. Now we have confirmation from a 
high quarter. 

The Interstate Commerce Commission, to be sure, 
is not the gospel, but it keeps in touch pretty well with 
what is going on in transportation and at least is not 
just trying to “write a piece’ when it criticizes this 
railroad association. In its annual report to Congress 
it says that, if there have been important accomplish- 
ments by the A. A. R., they have not been brought to 
its attention. It said this in the course of a discussion 
of the need for railroad operating economies, pointing 
out that one of the avowed objects of the A. A. R., 
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when it was organized, was to bring about such econ- 
omies by voluntary action. It has failed to do so and 
we regard as significant the Commission’s public state- 


ment to that effect, made in a formal report to Con- 
gress. 


FREE TRANSPORTATION 


N ITS annual report to Congress, there is an inter- 
esting discussion by the Interstate Commerce Com- 
mission of free passenger transportation. For the first 
half of 1937, it shows, the railroads carried free over 
3,200,000 persons, other than employes of the roads re- 
porting, with an estimated value for such transporta- 
tion of over $11,333,000, or 5.36 per cent of the actual 
passenger revenue for the period. For certain railroads, 
the value of this free transportation was over 10 per 
cent of their passenger revenue. 

Of course, as the Commission points out, it is not 
to be inferred that, if the passes had not been issued, 
the railroads would have profited to this extent, for 
much of the traveling represented would not have been 
done. Also, the Commission points out, about nine- 
tenths of the estimated value of this free transporta- 
tion, if it had been paid for, would represent payments 
by one company to another. Nevertheless, it is beyond 
a Coubt that free transportation is an important drain 
on many of the railroads—not the small lines that give 
little of it, of course, but the larger ones on which the 
demand for free transportation is greatest. 


The Commission has at least not gone beyond the 
limits of good sense when it suggests that the situa- 
tion is such as to warrant careful study by manage- 
ment. That it thinks it important enough to lay before 
Congress is significant. We have said many times that, 
if the railroads did not reform their practices in this 
respect, some one would do it for them. The report by 
the Commission to Congress may be the first step in 
such a procedure. If it materializes, the railroads will 
probably fare worse than if they took the situation into 
their own hands and dealt with it sensibly. 


We suggest that railroad men traveling on busi- 
ness over their own lines should, of course have free 
transportation. The Commission has not taken such 
travelers into its reckoning. When they or members of 
their families travel for pleasure over their own lines 
that is a different matter; they should pay something 
or the amount of such travel should be restricted. But 
we have never seen the sense in one railroad giving a 
pass to the representative of another line to travel 
over its line either on business or pleasure. There 
might, perhaps, be a reduction in fare as a “courtesy 
to the trade.” And there should certainly be a reduc- 
tion in the amount of free transportation to others 
than active railroad men—to their families, to their 
heirs, to representatives of other forms of transporta- 
tion, to so-called educators, and to the so-called clergy 
and other such persons. We say “so-called,” not be- 
cause they are not what they are alleged to be, but 
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because many times they are not traveling as such but 
purely on pleasure bent. Incidentally, we know of noth- 
ing so ridiculous as General Ashburn traveling free on 
the railroads. 

The railroads make light of the situation; they say 
the trains are running anyhow and that free trans- 
portation cancels itself. But go through a train headed 
for some big traffic club meeting or dinner, or some 
convention where shippers gather, or even to some big 
pleasure event where the attendance is pretty much 
confined to railroad men, and see how many “pay pas- 
sengers” there are on it in comparison with the “dead 
heads.” Is the cost of carrying them nothing to the 
road or roads that happen to lead to the point of desti- 
nation? Of course it is not? Is that expense warranted? 
We do not think so. But whether one is disposed to go 
as far as we do or not, everyone must admit that there 
is room for reform in the matter of free railroad trans- 
portation, and everyone ought to be able to see the 
likelihood that reform will come from the outside if 
the railroads do not do something about it themselves. 


Perhaps this is a field into which the A. A. R. might 
venture. 


THE ATTACK ON BUSINESS 


N HIS oration to Congress this week, President 

Roosevelt explained that the “overwhelming major- 
ity of business men and bankers intend to be good 
citizens. Only a small minority have displayed poor 
citizenship by engaging in practices which are di.- 
honest or definitely harmful to society.” 

Now, that’s just fine, but what, then, is all the 
shooting about, by him and his Charlie McCarthys, 
the simpleton, Jackson, and the mad dog, Ickes? 

One knows, for instance, that there are immoral 
members of the clergy, but one does not hire a hall, 
on that account, to castigate the church; one knows that 
there are criminal lawyers, in league with racketeers 
and other crooks, but one does not go on the radio to 
indict the bar, unless one thinks the condition is gen- 
eral; and, surely, labor is at least as guilty as “busi- 
ness” in violating the law and in tactics of sabotage, 
and many of its leaders are plain racketeers, but one 
hears no criticism of it or them either from Roosevelt 
or his stooges. The fact that business, as such, is under 
attack by the administration cannot be concealed by 
suave words from Bergen, who pulls the string for 
Ickes and Jackson and who is behind the push for ad- 
verse legislation. No sane and well-intentioned person 
broadcasts the sentiments that are issuing from the 
White House unless he believes or would have his audi- 
ence believe that the condition he alleges is general. 

But, if the President really means what he says— 
that his attack is confined to a comparative few— 
though we do not see, if that is the case, why there 
should be such a wicked drive, why does he not name 
the guilty persons and tell us what they have done? He 

(Continued on page 56) 
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It is suspected’ that over- 

No Comfort for Holders anxiety on the part of a 
; : newspaper writers to overloo 

of Pet Valuation Theories no news value in the Railroad 
in Pacific Gas Case Commission of California vs. Pa- 
cific Gas and Electric Company 
case, decided by the Supreme Court, January 4, caused over- 
statements. That over-anxiety, it might be suggested, caused 
them without warrant to suggest that the decision, announced 
by Chief Jusice Hughes, was a New Deal victory and a squint 
toward approval of the prudent investment theory of valuation. 

The court decided only two points—that the complaining 
company had received procedural due process in that the Cali- 
fornia commission had given the company a hearing in the 
law sense of the word, and that the lower court should have 
decided whether the rates prescribed were confiscatory. The 
latter point, the Supreme Court said, was the main issue. 
Since the lower court had not made a decision on that point, 
the highest tribunal reversed its decree and remanded the case 
for further proceedings on that point. The Supreme Court 
could not make a decision on that point, since the evidence 
was not before it. 

The words “prudent investment” were spoken in the,Chief 
Justice’s opinion in a recital of the procedure used by the 
California body in making valuations as rate foundations. It 
uses the historical method—that is, it used the actual or esii- 
mated historical costs of the properties, undepreciated, with 
land at the present market value on which a “return may 
be allowed to reimburse the owner for his enterprise and insure 
the integrity of his capital, honestly and prudently invested.” 

The quoted words are those of the California commission, 
not of the U. S. Supreme Court. 


It would not be a proper mes- 
sage for the President of the United 
States to deliver if it did not call 
forth both praise and howls of 
anguish. In that respect the one 
delivered to Congress this week was 
cut true to the pattern. Those who believed that Secretary 
Ickes, in his recent speech about control of the country by 
sixty families, foreshadowed what was to come from his supe- 
rior felt a bit disappointed. There was neither fire nor brim- 
stone in the utterances of the Chief Executive. 

Naturally, Washington buzzed, not exactly with exc'te- 
ment, but about the message. It did so because that is the 
proper way for Washington to react to anything said by its 
most conspicuous inhabitant. 

Those having a fondness for painting historic backgrounds 
for present day utterances could not ignore the fact that the 
President cut loose from the past when he said, ‘We cannot 
conduct a national government after the practice of 1787, or 
1837, or 1887, for the obvious reasen that human needs and 
human desires are infinitely greater, infinitely more difficult to 
meet than in any previous period in the life of our republic.” 

That, some suspect, will make a great emotional appeal 
to the weeping seekers for symptoms of ill treatment from 
their fellow citizens, and evoke sympathy from many others. 
They will be able to excuse their own shortcomings, their 
failure to work, or, if working, doing no more than enough 
to “get by,” on the ground of the vast change in conditions 
since some fairly notorious if not famous American said rugged 
things that appealed to the citizenry of their days—for instance, 
Grover Cleveland, who was president in 1887, one of the years 
mentioned by President Roosevelt. 


“Hitherto,” said President Roosevelt, “it has been an ac- 
knowledged duty of the government to meet these desires and 
needs. Nothing has occurred of late to absolve the Congress, 
the courts, or the President from that task. It faces us— 
squarely—as insistently, as in March, 1933.” 

It is regarded as not at all unlikely that a few men will 
pick up, with hostility, the broad statement that “hitherto it 
has been an acknowledged duty of the government to meet 
these desires and needs.” The weight of thought, it may be 


As Usual the Presi- 
dent’s Message Pleases 
and Disappoints 
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suggested, has been the other way about. To Jefferson has 
been attributed the declaration that that government is best 
that governs least. Of course, Jefferson lived before 1787. 
Therefore, he may be ruled out, as a possible giver of light 
today, because he lived too long ago, though he did live until 
1826. If the quoted sentence beginning with “hitherto” does 
not imply a duty on the part of the government to support 
the people, then, it might be submitted, it means nothing. 


Undoubtedly, President Roosevelt wholeheartedly sub- 
scribes to the Latin saying, “times are changed and we are 
changed with them,” in one version, and, “all things are in 
course of change, we also are in course of change among them,” 
in the other. Therefore, anything Grover Cleveland may have 
said almost as far back as 1887, may be regarded by those 
who, liked this week’s speech, as worthless. This is what 
Grover Cleveland said in his second inaugural address, March 
4, 1893: 


The lessons of paternalism ought to be unlearned and the better 
lesson taught that, while the people should patriotically and cheerfully 
support the government, its functions do not include the support of 
the people. 


The paternalism of which Grover Cleveland was speaking 
was that of the protective tariff, which sought the increase of 
the purchasing power of American farmers and manufacturers 
by putting protective duties on competitive products coming 
from abroad, so that manufacturers, in particular, might pay 
higher wages. The last protective tariff law enacted by a 
Republican congress, it has been tearfully pointed out by old- 
fashioned low tariff Democrats, has been on the statute books 
throughout the five years of the office-holding by President 
Roosevelt. But, as before pointed out, all things change—-so 
that may not be much of a fact. 

In addition to the praise and the anguish, one fact in 
connection with the speech is wonder why that part pertain- 
ing to foreign affairs was translated and broadcast over short 
waves. Those who paid for the translation may think they 
got the worth of their money. Perhaps the expenditure was 
made as a fee assuring that, if the President made a sizzling 
utterance about foreign affairs, those interested would be sure 
to get it in their own idiom as and when made instead of 
waiting for the slower processes of the newspapers. 


Thirty or more years ago Sen- 
ator Pettus, of Alabama, he who had 
a beard like that of Confucius and a 
homely wisdom almost as great as 
that of the Chinese teacher,. threw 
into confusion a number of White 
House newspaper correspondents whose knowledge of law 
Latin seemed a bit hazy, by saying something was “damnum 
absque injuria.” 

This week Justice Sutherland, who served in the Senate 
with the wise Pettus, said the ruin claimed to be staring the 
Alabama Power Company and other utility companies in the 
face because the government, through WPA loans or grants, 
was enabling municipalities to establish electric plants, pre- 
sented a clear case of damnum absque injuria. But Sutherland 
did not create the confusion nor the amusement that followed 
the Pettus declaration, made as he was leaving the White 
House after a talk with “Teddy” Roosevelt. Press men who 
haunt the Supreme Court chambers, even if they don’t know 


all the law Latin there may be, can keep their faces com- 
posed. 


The court threw the public utility suits out of the win- 
dow on the ground that no legal or equitable right of the 
power company had been invaded. The company, the court 
said, was, therefore, without standing to challenge the validity 
of Administrator Ickes’ acts in lending or giving money to 
towns in southern states for erecting electric plants. The 


appellate court below so held and the highest court affirmed 
its decrees. 


In substance, the court said the municipalities had the 
legal right to erect electric plants. The power companies have 
no exclusive franchise. Having no exclusive franchise, they 
have no standing in court to challenge the validity of Admin- 
istrator Ickes’ acts in lending or giving money to establish 
competitive plants. 

The lower appellate court found no reason to consider the 
constitutionality of the statute which is Title II of the national 
industrial recovery act. Title I of that act was declared un- 
constitutional in the Schecter sick chicken case, killing the 
NRA and its blue eagle. The power companies suffer damage, 
of course, but do not suffer injury by reason of an invasion 
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of a legal right, not having an exclusive right to furnish elec- 
tricity in the town about to compete with them. 





No man’s memory, it is believed, 
will be able to go into its depths and 
fish up a more violent rate ‘“crack- 
down” than the one the Commission 
bopped on the heads of truck car- 
riers in the middle Atlantic states in 
Ex Parte MC-14 and I. and S. M-205, this week. The theo- 
retically subordinate proceeding, Ex Parte MC-14 is placed 
at the head of the procession. That is where it should be. 
The suspension proceeding, it is believed every traffic and 
tariff man will agree, is a subordinate matter. 

There is nothing milk-soppish about the report. In sub- 
stance, the Commission found the rates of the non-conference 
carriers to be destructive of the motor vehicle industry in 
the territory typified by the New York-Philadelphia and Balti- 
more-Washington groups. Lady Macbeth, it might be sug- 
gested, was no more incisive in her out damned spot order 
than was the Commission in directing the substitution of the 
conference for the non-conference rates. The Commission was 
careful, of course, to say the conference rates should be the 
basis for the condemned rates, without obligation on the part 
of any carriers to join in the Waring or conference tariffs. 
They are free to hire any publishing agent for whom they have 
a pining, but the Waring rates are to be the pattern. 

In the older days, the railroads sometimes criticized the 
Commission because, when it condemned their rates, it failed 
to say what rates they might or should publish in their place. 
No such criticism can be accurately laid against its work in 
this motor rate case. It specifies the basis by giving the num- 
ber of the Waring tariff. 

Whether the report and order are within the scope of the 
Commission’s power may be a law question to be mulled over 
by those hauled up to the line and told to walk thereon. They 
have able lawyers to fight for them if they think they should 
go to court.—A. E. H. 


Commission’s Action 
Against Motor Rate 
Cutting Emphatic 





THE ATTACK ON BUSINESS 

(Continued from page 54) 
has a Department of Justice to enforce the law against 
them and a Congress to make new laws if the present 
ones do not suffice. If the things he condemns can- 
not be reached by law at all, he can still name the 
offenders and the offenses; he and his fellow office- 
holders who speak his mind are pretty generally im- 
mune from the consequences of such charges, even if 
they be slander. We unfrock the cheating priest—we do 
not damn the church; we disbar the crooked attorney 
—we do not indict the bar; we condemn the labor 
racketeers—we do not pillory “labor.” 


Of course, the answer is that business men who 
agree, or say they agree, with Roosevelt’s views are 
good citizens; those who disagree with him and venture 
to fight for what they consider their rights are public 
enemies. 

There are, to be sure, faults in business and busi- 
ness men who are greedy to the point of ignoring the 
rights of others, just as there are the same kind of 
men to be found in the church, in the law, and even 
among the demagogues who are now trying to regi- 
ment us according to their own misguided ideas; but 
the greatest fault of business men today is that they 
do not see the danger that confronts them or, seeing it, 
have not the courage to fight it as it should be fought. 
We have no doubt that Mr. Roosevelt, surrounded as 
he is by sycophants, and fawned upon as he is by busi- 
ness men when he does, perchance, call them in for con- 
sultation, would be utterly surprised if he could hear 
these same business men talk about him behind his 
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back. They should say it to his face. They might, in 
some instances, be taking some risk in doing it, but 
they are taking a greater risk in restraining themselves. 
There is, among sensible, thinking persons, a great 
wave of indignation against the President and his 
administration. It should become vocal. 


WHEELER RAIL CONFERENCE 


The Traffic World Washington Bureau 


Senator Wheeler, chairman of the Senate interstate com- 
merce committee, said January 4 he had not finally deter- 
mined just how he would proceed with his plans for a 
conference to consider the railroad problem (see Traffic World, 
January 1, p. 4). 


Whether he would call a public conference of representa- 
tives of the interested groups such as the railroad executives, 
rail labor leaders, investors, and shippers, or proceed by infor- 
mal discussions with these representatives had not been de- 
cided, he said. 

The country needs a real national policy toward the rail- 
roads, according to the chairman, and it is his objective to try 
to bring about the formulation of such a policy. 

Legislation giving the Commission as complete control as 
possible over acquisition of railroad stocks by railroad com- 
panies and revision of the bankruptcy law provisions govern- 
ing the reorganization of railroads probably will be proposed 
by Chairman Wheeler as the initial product of the committee’s 
investigation of railroads. 


Chairman Wheeler has suggested to J. J. Pelley, president 
of the Association of American Railroads, that the association 
prepare a constructive program for improving the condition 
of the railroads for consideration in connection with the pro- 
posal for a conference on the railroad problem. The senator 
also has conferred with Commissioner Eastman. He said he 
also would see Chairman Jones, of the Reconstruction Finance 
Corporation. 

Commissioner Eastman said January 7 that it was not 
true, as reported, that the President had asked him to prepare 
transportation legislation. He said the President had not 
asked him, either directly or indirectly. 


THE PRESIDENT’S MESSAGE 


No recommendations with respect to transportation were 
made by President Roosevelt in his message to Congress Jan- 
uary 3. Incidental references were made to transportation and 
distribution. 

“Our national life rests on two nearly equal producing 
forces, agriculture and industry, each employing one-third of 
our citizens,” said he. “The other third transports and dis- 
tributes the products of the first two, or performs special serv- 
ices for the whole.” 


The President renewed his recommendation, made to the 
extraordinary session which came to a close December 21 with- 
out favorable action thereon, that legislation be enacted pro- 
viding minimum wage and maximum hour standards. 

“Again I revert to the increase of naticnal purchasing 
power as an underlying necessity of the day,” said he. “If you 
increase that purchasing power for the farmers and for the 
industrial workers—especially for those in both groups who 
have least of it today—you will increase the purchasing power 
of the final third of our population—those who transport and 
distribute the products of farm and factory, and those of the 
professions who serve all groups.” 

The President also renewed his recommendation, which 
was not acted on at the special session, for legislation reor- 
ganizing the government departments. 


RAILROADS BUY TOO MUCH? 


The suggestion that the railroads in the early part of 
1937 had placed orders for too many rails and therefore had 
contributed to the business activity.in the fore part of that 
year and likewise had been a factor in the recession setting in 
later in the year because they were placing no more rail 
orders was seen in remarks made by President Roosevelt in 
his press conference this week in which he discussed the prob- 
lem of control of industry production. A steel man had told 
him, said the President, that one of the causes for a reduction 
in production at his plant was that the railroads had placed 
orders anticipating their need of steel rails to avoid possible 
price advances. The plant did not have any rail business after 
the orders had been filled, for the rest of the year, it was stated. 
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Decisions of Interstate Commerce Commission 





TRUCK RATES ORDERED UP 


ITH a view to bringing about greater stability in the 

motor industry, the Commission, division 5, by exercising its 
minimum rate power, in I. and S. No. M-205, rates over Freight 
Forwarders, Inc., and Ex Parte No. MC-14, motor carrier rates 
in middle Atlantic states, has directed the respondents to bring 
their rates between New York and Philadelphia as one group, 
and Baltimore and Washington as another group, to the level 
of rates in D. T. Waring’s class and commodity tariff MF- 
I. C. C. No. 96 and supplements thereto and publications relat- 
ing thereto. The bringing up is to be done within 40 days of 
the service of the order in the cases mentioned. The report was 
made public by the Commission on January 3. Ex Parte No. 
MC-14 was instituted by the Commission on its own volition. 
(See Traffic World, November 13, p. 1063.) 

Schedules to which Freight Forwarders, Inc., was a party, 
suspended in the suspension proceedings, proposing modifica- 
tions of motor carrier rates, chiefly between territory A, center- 
ing on New York, N. Y., and Philadelphia, Pa., on the north, 
and territory B, centering on Washington, D. C., and Baltimore, 
Md., on the south, were found not justified. The schedules were 
ordered to be cancelled within 10 days from the date of the 
service of the order. 

Motor carrier rates of the respondents between the terri- 
tories mentioned were found unjust and unreasonable and the 
Waring tariff basis of rates was prescribed instead. The fact 
that the Commission had used the Waring tariffs as a means 
of specifying the rates prescribed in the report, nothing said in 
the report, the Commission said, should be taken to mean that 
any respondent should necessarily participate in those tariffs 
or join the Middle Atlantic States Motor Carrier Conference, 
Inc. Waring is the tariff publishing agent for that conference. 
That organization was referred to as the protestant in the 
report, it having protested the tariffs filed in behalf of Freight 
Forwarders, Inc. 

The tariff to be used as the basis for making rates in 
accordance with the Commission’s order is the outcome of con- 
ferences among the carriers in the affected territory. Freight 
Forwarders, Inc., and some others did not agree with other 
members of the Middle Atlantic States Motor Carrier Confer- 
ence, Inc. Freight Forwarders, Inc., called the respondent and 
some other motor carriers did not agree with the conference. 
The respondent was then a member of the conference, com- 
prising, as the report said, about 550 carriers. The respondent 
withdrew from the conference and had rates differing from the 
conference rates published by it in A. W. Lowe’s tariff MC- 
I. C. C. No. 1, filed to become effective September 30, 1937. 
That publication, according to the Commission’s report, con- 
tained many exceptions to the National Motor Freight Classifi- 
cation, specific and distance class rates, and specific commodity 
rates. Some rates, it was testified at the hearing, were as much 
as 30 per cent lower than the rates filed by Waring for the 
conference. The report referred to the rates in the Waring 
publication as “the new rates.” They were published to take 
the place of rates which had been published, prior to the rate 
conferences in the spring and summer of 1937, as a result of 
keen competition rising to the dignity, in the eyes of some 
interested, to a “rate war” status. As an incident to the dis- 
agreement after the withdrawal of Freight Forwarders, Inc., 
from the conference, revocation of powers of attorney for the 
publication of rates was proposed. 


Protesting motor carriers testified in the hearing in the 
suspension case and Ex Parte No. MC-14 that because of its 
present somewhat lower level of rates, the respondent was 
making serious inroads on their traffic and that the situation 
would be much worse if the Lowe tariff under suspension 
should become effective. They regarded such a difference in 
rates, said the report, involving a large competitor capable of 
rapid expension, as intolerable and asserted that if no relief 
could be obtained through this proceeding, they would be forced, 
in self-defense, to reduce their own rates and precipitate a rate 
war. It would not be sufficient, they said, in such a contest, for 
them to reduce their rates to the level maintained by the 
respondent, but to recapture traffic which had been lost it 
would be necessary to cut below that level. 

At the opening of the hearing, the presiding commissioner 
said that the purpose of the Commission, in instituting the 
investigation in Ex Parte MC-14 and consolidating it with I. 
and S. No. M-205, was to consider, in view of the language of 
the motor carrier act, with reference to unfair or destructive 
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competitive practices, whether a situation existed here which 
warranted action by the Commission with a view to averting a 
destructive rate war between the competing motor carriers and 
that it was not the desire to go exhaustively into questions of 
classification or the individual rates. The report said the evi- 
dence introduced was directed to the issue so presented. 

_ The report said the respondent undertook no extensive 
justification of its present or proposed rates. It said that no 
users of motor carrier service appeared at the hearing to 
present evidence with respect to any of the rates in issue. 

The Commission, having used its power to fix minimum 
rates, devoted part of its report to a review of cases in courts 
in which the validity of decisions had been raised of the power 
of the Commission to make decisions and orders intended to 
carry out policies declared in statutes. The report mentions as 
such, Increases in Intrastate Freight Rates, 180 I. C. C. 615; 
New England Divisions Case, 261 U. S. 184; Brimstone Railroad 
Co. vs. United States, 276 U. S. 104; Increased Rates, 1920, 
58 I. C. C. 220; Reduced Rates, 1922, 68 I. C. C. 676; Wisconsin 
Railroad Commission vs. C. B. & Q., 257 U. S. 563, and Trunk 
Line and ExLake Iron Ore Rates, 69 I. C. C. 589. In discussing 
the policy of the law and in disposing of the case, the Commis- 
sion, in part, said: 


It is made clear in the act, as well as by its legislative history, 
that one of the principal purposes is to bring greater stability to the 
motor carrier industry and to prevent the demoralization which flows 
from unrestrbained and unreasonable competition. It was realized that 
in an industry where there are so many thousands of individual oper- 
ators of all kinds and descriptions and in most localities such an 
excess of competitors for the same traffic, competition of this character 
and with such results is inevitable in the absence of governmental 
control. At the very beginning of the act it is declared to be the 
policy of Congress, among other things, to ‘‘foster sound economic 
conditions’’ in the industry and among motor carriers in the public 
interest, and to avoid ‘‘unfair or destructive competitive practices.’’ 
In section 216 (i) we are required, in the exercise of the power to 
prescribe just and reasonable rates for motor carriers to give due 
consideration, among other factors, ‘‘to the need, in the public inter- 
est, of adequate and efficient transportation service by such carriers’ 
and ‘‘to the need of revenues sufficient to enable such carriers, under 
honest, economical, and efficient management, to provide such service.’ 

In its decisions the Supreme Court has kept in the forefront the 
accomplishment of the paramount purposes which the acts which we 
administer were designed to accomplish and, to this end, the need to 
give weight to practical considerations in such administration and to 
avoid meticulous differentiations. ... 


In this proceeding it is altogether impracticable to give considera- 
tion to individual rates or to the individual provisions of the governing 
classification. Motor carrier rates and motor carrier regulaton are 
both in their infancy and thus in the early period of rapid development. 
It is realized that the rates and the classifications and incongruities 
and are otherwise imperfect. In due course, both the carriers and our- 
selves will have to deal with these matters in detail and effect improve- 
ments, but it is obvious that we cannot undertake thus to deal with 


them here. The essential issue by which we are confronted is of quite 
a different character. 


The record shows plainly that the motor carriers here concerned 
found themselves in a competitive struggle which was undermining 
their rates and depleting their revenues at a time when costs of 
operation were rising rapidly. Their reserves, to the extent that they 
had any, were nearing exhaustion and financial ruin loomed ahead. 
In this situation they sought, with our encouragement, to confer over 
their difficulties, reach some common understanding of their problems, 
and take definite steps to improve their rate and revenue conditions. 
Taking up different territories and situations one by one, they were 
successful in accomplishing some improvement, until they came to the 
revision of the important rates between territories A and B. Those 
attending the meetings reached what appeared to be a general agree- 
ment and the revised rates were accordingly published, when respond- 
ent withdrew its cooperation and sought instead to reduce many of the 
rates which were being revised. Other carriers took no part in the 
meetings and made no changes in their rates. 


Respondent is a comparatively large operator, and its operations, 
as has been seen, are capable of rapid expansion. The defection of 
respondent was, therefore, not an inconsequential, but a very serious, 
matter and one that tended inevitably, if it were continued, to precipi- 
tate a rate war in which only the fittest could survive. Faced by this 
situation, the conference members sought from us the relief and pro- 
a which, as they saw it, the act was intended and designed to 
afford. 

Respondent’s justification or explanation of its action is not con- 
vincing. With respect to certain individual rates or phases of the rate 
structure, it entertained different views from those which prevailed in 
the revsion, and some of these objections seem to have had merit or, 
at least, to be capable of logical support. However, these were matters 
which could later have been taken up separately and, if need be, by 
recourse to our powers under the act. They did not constitute a reason 
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for abandoning the entire revision, and still less for many of the rate 
changes in the opposite direction proposed in the tariff of Agent Lowe 
which is under suspension. The conclusion is warranted that what 
respondent was chiefly seeking to do was to curry favor with shippers 
and build up its business at the expense of its competitors by rate 
advantages, in the hope that the necessities of the owner-operators 
whom it employs might enable it to do this without disaster. 

We believe that our power to prescribe minimum reasonable rates 
for motor carriers was given us for the primary purpose of preventing 
just such results as the evidence indicates will flow from the action 
which respondent has already taken, to say nothing of that which it 
proposes to take, and that this power can properly be exercised in 
the instant case. - 

The rate structure here under consideration has not been estab- 
lished by the Commission. It has been shown, however, that it has 
been greatly affected by competition with the railroads and among 
the motor carriers. that the latter are not making exorbitant profits 
but on the contrary are quite generally in precarious financial condi- 
tion. and that the rates established in the revised Waring tariffs com- 
pare favorably with corresponding rates in adjacent sections of the 
country. Shipping interests were represented at the hearing but offered 
no evidence. The conclusion is justified that the class rates, exceptions 
to the classification, and commodity rates published in the revised 
Waring tariffs are, by and large, not in excess of a maximum reason- 
able level and in many instances below such a level. It is, in short, 
a rate structure which is quite as much entitled to protection against 
disrupting attacks as that which was under consideration in the case 
last above cited. 

We find that many of the rates named in the suspended schedules 
would be less than minimum reasonable rates and therefore unlawful, 
that it is impracticable to single out and specify such rates. and that 
the suspended schedules as a whole have not been justified. An order 
will be entered requiring their cancellation and discontinuing that part 
of this proceeding which concerns I. & S. No. M-205. We further find 
that the present rates of respondent Freight Forwarders, Inc., and of 
all respondents in Ex Parte No. MC-14, between all points located, 
respectively, in territories A and B, as those territories are described 
in the order instituting Ex Parte No. MC-14, are, and for the future 
will be, unjust and unreasonable to the extent that they are less than 
the rates published in Agent D. T. Waring’s Class and Commodity 
Tariff MF-I. C. C. No. 96, and supplements thereto to and including 
No. 19, governed by (a) National Motor Freight Classification No. 2, 
C. F. Jackson, agent, MF-I. C. C. No. 4, and supplements thereto to 
and ineluding No. 11, (b) Agent D. T. Waring’s freight tariff MF- 
I. C. C. No. 95, General Rules, Regulations and Exceptions, and supple- 
ments thereto to and including No. 14, and (c) Agent D. T. Waring’s 
local freight tariff MF-I. C. C. No. 104, governing consolidation of ship- 
ments. An appropriate order is entered herewith. 

It is to be understood that, while we have used the Waring tariffs 
as a means of specifying the rates herein prescribed, nothing said in 
this report shall be taken to mean that any respondent shall necessarily 
participate in those tariffs or join the conference. And, of course, we 
do not intend to require any respondent to publish rates on com- 
modities which it does not transport. We do mean to make it clear 
that, however established, the rates of each respondent on the traffic 
which it transports between the points considered shall be no less than 
the prescribed rates. 

While our order, as entered, runs until the further order of the 
Commission, we do not thereby intend to ‘‘freeze’’ the rates of respond- 
ents for any long period of time. The existing differences of opinion 
between respondents are quite capable of reasonable adjustment. In 
the event that such an adjustment is reached as to any or all of the 
considered rates we shall be prepared at any time to vacate the order 
in part or in whole upon application and a sufficient showing. Stated 
differently, and as the matter has been stated in somewhat similar 
proceedings in the past, our findings and order are without prejudice 
to the right of respondents or any of them or any other interested 
party to apply in the proper manner for a modification thereof as to 
any specified rate or classification provision or exception. 


BAR APPLICATIONS DENIED 


The Commission, by division 1, in Ex Parte No. 121, in the 
matter of the application of Robert Guy Carter, an attorney at 
Dallas, Tex., has denied an application for admission to prac- 
tice before it, with leave, however, for the filing of a new appli- 
cation after three months from the date of the order, which is 
December 29. The Commission said the occasion for the filing 
of the application was that Carter had been engaged to renre- 
sent two motor truck operators in whose behalf he had filed 
applications for permits to continue operation under the motor 
carrier act. He was permitted to appear while his application 
was pending. 

According to the Commission’s report Carter had a hear- 
ing at Houston, Tex., before a Commission examiner post- 
poned on account of illness, his claim of illness being supported 
by a telegraphic certificate from a doctor. The Commission’s 
recital said that Carter considered himself sufficiently recov- 
ered to conduct the trial of a case in court at Dallas on March 
17, the date on which the hearings in Houston before the 
Commission’s examiner were assigned. 

The Commission said that the telegram which Carter had 
sent to the examiner at Houston did not disclose that Carter 
was in his office at that time, that he was attending to business 
matters, or that he proposed to participate in a case at Dallas 
on the same day. The evidence also showed, said the Com- 
mission, a definite intent by the applicant to delay the pro- 
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ceedings before the examiner and an attempt to restrict the 
wy in such manner as to prevent a full disclosure of the 
acts. 

The Commission, division 1, in Ex Parte No. 124, in the 
matter of the application of Raine Ewell, has denied Ewell’s 
application for admission to practice before it. Ewell, who 
had been admitted to practice in the courts of California in 
1918, applied for admission to the Commission’s bar. Accord- 
ing to the Commission’s report, Ewell said he had never been 
suspended or disbarred from practice before any court, except 
that on December 29, 1934, he was suspended for a period of 
90 days from practicing law in the state courts for an alleged 
violation of one of the rules of professional conduct of the 
state bar of California. 

The Commission’s report said it appeared, however, from 
a certified copy of an order of the federal court for the south- 
ern division of the northern district of California made in 
June, 1926, in a proceeding entitled the United States of 
America vs John L. Hicks, that Raine Ewell was disbarred 
and dropped as an attorney, counselor, solicitor, proctor and 
advocate of that court and that his name was stricken from 
the roll of attorneys of that court. The Commission’s report 
said that that transaction was not the same as that which led 
to the order of suspension in the state courts, to which refer- 
ence was made in the application. Ewell obtained a reversal 
of the disbarment order made by the district court when he 
appealed to the Circuit Court of Appeals. Ewell contended 
that the district court’s order never became a final order and 
that it was reversed in the Circuit Court of Appeals. The Com- 
mission’s report said the applicant’s testimony as to the want 
of a final order of disbarment was negatived by the record of 
the judgment of the district court, and by the record of the 
judgment of the Circuit Court of Appeals. 

The report also recited that Ewell, on January 29, 1935. 
was arrested on criminal charges in the Municipal Court of 
San Francisco, tried, convicted and fined $500 and sentenced 
to 6 months imprisonment in the county jail. His sentence 
as a whole, the report said, was suspended on condition that 
there would be no repetition of the acts comnvlained of. Other 
matters discussed in the record, the report said, tended to show 
that the applicant had been a defendant in a number of crimi- 
nal cases and that he had been “the subiect of numerous inves- 
tigations by the state bar of California.” 


COMMISSION REPORTS 
Phosphatic Sand and Clay 


No. 27262, American Agricultural Chemical Co. et al. vs. 
A. & R. et al. By division 4. Dismissed. Rates, phosphatic 
sand and clay, origins in Florida to destinations in the south- 
ern states, not unduly preferential of those commodities or 
of shippers thereof or unduly prejudicial to phosphate rock, 
superphosphate or mixed fertilizers or to shippers thereof. 
The complainants. manufacturers of fertilizers, alleged that 
the rates were unduly prejudicial and preferential in the man- 
ner indicated. No allegation was made that any of the rates 
vere unreasonable, said the report. 





Transit Iron and Steel 


No. 27471, Parkersburg Rig & Reel Co. vs. B. & O. et al. 
By division 3. Rates, iron and steel articles. Weirton, W. Va., 
fabricated in transit at Parkersburg, W. Va., and forwarded 
to Philadelphia, Pa., for further processing and movement be- 
yond found inapplicable. Combinations were charged. Issues 
raised by the complaint, the report said, were based on de- 
fendants’ failure and refusal to accord complainant transit 
at Parkersburg on eastbound shinments of iron and _ steel 
originating at Weirton. The complaint was filed July 9, 1936. 
The Commission found that the applicable rates were 35.5 
cents, plus transit and emergency charges, on the shipments 
which moved over the route through Shippensburg, Pa., and 
36.75 cents, plus transit and emergency charges on_ those 
which moved over the route through Park Junction, Pa. Ap- 
plicable rates, the report said, were not shown to be unreason- 
able or unduly prejudicial. Reparation awarded. 


Machinery 


No. 27343, Stevens Brothers vs. Northern Pacific. By 
division 2. Dismissed. On reconsideration, finding in 219 
I. C. C. 481, that the rate charged on a carload of sand and 
gravel crushing and screening machinery, Minneapolis, Minn., 
to Gardiner, Mont., was applicable and not shown to have been 
unreasonable, affirmed. 

Pine Piling 

No. 27659, Manassa Timber Co. vs. Warren & Saline River 
et al. By division 4. Dismissed. Track scale weights applied 
on a shipment, shortleaf pine piling, loaded on two cars, Fuller- 
ton, Ark., to Omaha, Neb., not shown to have been inaccurate 
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and charges based thereon not shown to have been inapplic- 
able. Shipment was delivered November 18, 1933. 


COMMISSION MOTOR REPORTS 


In MC F-284, Washington Motor Coach Co., Inc., issuance 
of note, the Commission, by division 5, in a supplemental 
report, has modified findings in a prior report 5 M. C. C. 148, 
so as to authorize issuance of two or more notes of an aggre- 
gate principal amount not exceeding $60,000. The modifica- 
tion was made so as to make regular the covering of a note 
for $40,000 issued by the applicant in payment for a station at 
Wenatchee, Wash. without the authority of the Commission. 
The present authorization makes provision for that note. 

in MC F-225, Gateway City Transfer Co., purchase, Lester 
H. Stevens, the Commission, by division 5, has approved and 
authorized purchase by the applicant of operating rights and 
property of Lester H. Stevens doing business as Stevens For- 
warding Co. 

In MC F-186, Tri-State Transit Co. of Louisiana, Inc., pur- 
chase Dixie Coaches, Inc., Tom B. Ward, trustee, the Commis- 
sion, by division 5, has approved and authorized purchase by 
Tri-State Transit Co. of Louisiana, Inc., of certain operating 
rights of Dixie Coaches, Inc., Tom B. Ward, trustee. 

In MC F-185 L. & L. Freight Lines, Inc., purchase, Plennie 
and J. P. Upchurch, the Commission, by division 5, has ap- 
proved and authorized purchase by the applicant of operating 
rights of Plennie and J. P. Upchurch. Georgia Motor Express, 
Inc., and southern rail lines opposed the application. This 
acquisition will extend applicant’s operations from Atlanta, 
Ga., to Memphis, Tenn., a distance of 440 miles without neces- 
sity for interchange at the latter’s Atlanta terminal. Delays, 
duplicate billing, and expenses incident to such interchange, 
the report said, would be eliminated. Applicant proposes to 
render through service between Jacksonville or Miami, Fla. 
and Memphis and intermediate points, if traffic warrants. The 
vendors propose to continue operating in intrastate commerce 
over irregular routes in Georgia under authority of the Georgia 
commission. ‘The question arose, said the Commission, whether, 
in these circumstances vendors could subsequently claim a 
right to operate in interstate or foreign commerce over some 
portion of the route here involved, under the second proviso 
of section 206(a). The Commission said it was of the opinion 
that, having disposed of all such rights over this route, they 
could not be revived, in whole or in part, under that proviso 
and by reason of an intrastate right which they now had. 

In MC-F-90, J. A. Gritsch, purchase, Gilber Stewart, the 
Commission, by division 5, has authorized the purchase by 
the applicant, doing business as Oregon California Fast Freight 
and Nevada Caiifornia Fast Freight, of operating rights and 
property of Gilbert Stewart, doing business as Stewart Trans- 
portation, for $12,000. The application was opposed by United 
Motor Transport Co., Pacific Motor Trucking Co., and Southern 
Pacific Co. The two last named urged the Commission not to 
grant the authority sought prior to determination of vendor’s 
grandfather application. The Commission said it had rejected 
a similar plea in other cases and did so here, referring to 
Brooks Transportation Co. Inc., purchase, Jacobs Transfer, 
5 M. C. C. 85. The Commission said that while the cash con- 
sideration proposed to be paid, seemed, on the evidence, to be 
rather high, it was not on that account disposed to disapprove 
the purchase. It said there were reasons for believing that the 
property and operating rights would be worth more to appli- 
cant than they had been to the vendor. 

In MC F-362, Santa Fe Trail Transportation Co., merger, 
Santa Fe Trail Stages, Inc., et al., the Commission, by division 
5, has approved and authorized acquisition by the Santa Fe 
Trail Transportation Co. from Santa Fe Trail Stages, Inc., of 
control of Central Arizona Transportation Lines, Inc., and Rio 
Grande Stages, Inc., by purchase of capital stock, and merger 
in the Santa Fe Trail Transportation Co. of the operating 
rights and properties of Santa Fe Trail Stages, Inc., Central 
Arizona Transportation Lines, Inc., Rio Grande Stages, Inc., 
the Cardinal Stage Lines Co., and Western Transit Co. The 
proceeding resulted, said the report, from Santa Fe Trails 
Stages, Inc., Acquisition of Control, 1 M. C. C. 225, Santa Fe 
Trail Stages, Inc., control, Rio Grande, 5 M. C. C. 17, and 
Santa Fe Trail Transportation Co., control, Western Transit, 
5 M. C. C. 81, in which the Commission authorized acquisition 
by Santa Fe of control of Central, Arizona-Utah Stages, Inc., 
and Rio Grande and by Transportation Company of control of 
Western by purchase of capital stock, subject to certain con- 
ditions. The instant application, the Commission said, were 
responsive to conditions, adding that there was pending MC 
F-238, Atchison, Topeka & Santa Fe Railway Co., control, 
Santa Fe Trails Transportation Co., Santa Fe Trails of Illinois, 
Inc.,:and Central Illinois Bus ‘Co., controlled directly or indi- 
rectly by Santa Fe Trail Transportation Co., the Commission 
said, were to be maintained separately to comply with the 
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laws of Illinois. Other companies are to be liquidated. The 
aggregate consideration was $150,000, payment of which was 
to be made by cancellation of evidences of indebtedness for 
capital advances. The Commission said no study had been 
made of actual savings which would be effected by the merger, 
but that it was believed that they would be large in aggregate 
amount. It was represented that had the merger been made 
in 1935 or 1936, savings in federal taxes alone would have 
approximated $30,000 each year. 

In MC-F-165, Puget Sound-Portland Lines, Inc., merger, 
General Motor Freight, Inc., the Commission, by division 5, 
has approved and authorized the merger of the companies 
mentioned. The merger was sought with the view to econo- 
mies enabling the combined companies to make a living. In 
the first six months of 1936, it was estimated that the two 
companies had lost a little more than $6,000. It was estimated 
that under the merged operation there would be a 5 per cent 
increase in revenues through rendition of through service and 
a saving of approximately 8 per cent in operating expenses, 
through the elimination of duplicate records and terminals, 
and through quantity buying of insurance, tires, and other 
necessities. On that basis the operating deficit, the report said, 
would be converted into a net operating income of $3,788, 
making a return of about 9.9 on a stock liability of $74,706. 
The new company would be the Puget Sound-Portland Lines, 
Inc. The Commission said it could not be found that the sur- 
viving corporation had no reasonable prospect of success, and 
even if the venture should prove a failure, the public would 
not be deprived of service, because there was substantial and 
active competition throughout the entire area. Commissioner 
Caskie noted a concurrence in the result. 

In MC-F-102, D. P. Daum, purchase, Ralph A. Shinkle, the 
Commission, by division 5, has approved and authorized pur- 
chase by Daum doing business as Daum Over-Nite Express, 
of operating rights and property of Ralph A. Shinkle, doing 
business as Louisville and Indianapolis Transit Co. 

In MC-F-141, Airline Motor Coaches, Inc., purchase, W. S. 
Mahan, the Commission, by division 5, has authorized purchase 
by Airline Motor Coaches, Inc., of operating rights and prop- 
erty of W. S. Mahan, doing business as Red Star Bus Line, 
for $50,000. 

In MC F-204, Washington Motor Coach Co., Inc., merzer, 
Yakima Motor Coach Co., Inc., et al., the Commission, by 
division 5, has approved and authorized merger of operating 
rights and properties of Yakima Motor Coach Co., Inc., Olympic 
Peninsula Motor Coach Co., Inc., and Spokane-Butte Motor 
Coach Co., Inc., into Washington Motor Coach Co., Ine. All 
stock of the liquidating companies, according to the report, 
is owned by the surviving company, the Washington Motor 
Coach Co., Inc., and operation has been under management 
contract. In view of the present common ownership and man- 
agement of the companies, maintenance of separate corporate 
entities served no useful purpose, said the report. 

In MC 2868, M. C. Foster, extension of operations, the 
Commission, by division 5, has granted a certificate authoriz- 
ing operation of the applicant as a common carrier of pas- 
sengers and their baggage, over a specified route between 
Keokuk and Cedar Rapids, Ia. It has denied a certificate 
authorizing the applicant to transport express and newspapers 
between those points finding that public convenience and 
necessity did not require such transportation. 


COMMISSION ORDERS 


No. 27746, State of Alabama et al. vs. N. Y. C. et al. 
Chamber of Commerce permitted to intervene. 

No. 27747, Mississippi Cotton Seed Crushers Association vs. A. B. 
& C. et al. Hartsville Oil Mill; Caldwell & Co.; Pendleton Oil Mill; 
Kershaw Oil Mill; Greer Oil Mill & Feed Co.; and Victor Cotton Oil 
Co. permitted to intervene. 

No. 27888, Butler Bros. et al. vs. B. & O. et al. 
and Co. permitted to intervene. 

Finance No. 10992, N. Y. N. H. & H. reorgan‘zation. Oscar Lasdon 
et al., owners cf bonds of the Housatonic Railroad Co., permitted to 
intervene. 

Finance No. 11844, application (1) of Louisiana & Arkansas Railway 
Co. for authority to acquire control of Louisiana, Arkansas & Texas 
Railway Co. through stock acquisition and (2) of Louisiana & Arkansas 
Railway Co. and Louisiana, Arkansas & Texas Railway Co. for au- 
thority to merge their properties into the former company. The City 
of Greenville, Tex., county of Hunt and the Chamber of Agriculture, 
Industry and Commerce permitted to intervene. 

MC 33386, application of Prettyman’s Motor Express Co., Inc., 
Exmore, Va. Order of November 11 vacated and. set aside. 

MC 60111, application of Lester L. Kaplan, Toledo, O. Orders of 
October 23 and November 20 vacated and set aside. 

MC 45227, Harry L. Meyer, common ecarrier application; MC 45227, 
Harry L. Meyer, extension of operations. Matter reopened for further 
hearing at a time and place to be hereafter fixed by the Commission. 

MC 1631, application of William Walsh and Mary Walsh, dba Walsh 


Auto Transportation, Cleveland, O. Order of November 6 vacated and 
set aside. 


Manitowoc 
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MC 19156, application of Hugh McCann, Janesville, Wis. 
November 6, vacated and set aside. 

MC 20177, application of O. W. Borud and Arthur Borud, dba Borud 
Trucking Service, Winger, Minn. Order of September 1 vacated and 
set aside. 

MC 30138, application of A. C. E. Transportation Co., Inc., 
O. Order of October 22 vacated and set aside. 

MC 35840, application of August Dinova, Salvatore Dinovo and Rus- 
sell Dinovo, dba Arrow Motor Transit, Chicago, Ill. Orders of Novem- 
ber 3 vacated and set aside. 

MC 40543, application of George Hermann, Cleveland, O. Order of 
October 14 vacated and set aside. 

Finance No. 8480, Kansas City Terminal Railway Co., construction. 
Time within which the Kansas City Terminal Railway Co. shall com- 
plete the construction of a line in Jackson County, Mo., extended to 
June 30, 1938. 

Finance No. 11709, Atlantic Coast Line Railroad Co. construction. 
Time in which the Atlantic Coast Line shall commence and complete 
the construction of an extension of its railroad in Columbus county, 
N. C., extended to January 1, 1939, and March 31, 1939, respectively. 

MC 66573, application of Edward McLaughlin, Philadelphia, Pa. 
Order of October 8 (together with subsequent order of November 6) 
vacated and set aside. 

MC 33165, application of Ray W. Dick & Lester R. Dick, dba Ray 
W. Dick & Son, Casper, Wyo. Order of September 4, together with 
subsequent orders of October 2 and November 2 vacated and set aside. 

MC 20393, application of Myron R. Schulte, dba Schulte Transfer, 
Cumberland, Wis. Order of October 14 vacated and set aside. 

MC 2836 (corrected), application of Johnson Storage & Distributing 
Co., Inc., Brownwood, Tex. Order of April 21 staying the effective date 
of the certificate issued in the above-entitled proceeding vacated and 
set aside, and that the said certificate from the effective date specified 
therein shall be in full force and effect. 

MC 29451, application of George D. Lett, Knoxville, Tenn. Order 
of October 30, together with subsequent order of November 27 vacated 
and set aside. Application dismissed. 

MC 29577, application of H. D. Thorn, Memphis, Tenn. Order of 
October 28 together with subsequent order of November 26 vacated 
and set aside. Application dismissed. 

No. 27908, Milwaukee Grain and Stock Exchange vs. A. & W. et al. 
Minneapolis Traffic Association, Omaha Grain Exchange of Omaha, 
Neb., and Sioux City Grain Exchange permitted to intervene. 

No. 27909, Milwaukee Grain and Stock Exchange vs. A. & W. et al. 
Omaha Grain Exchange of Omaha, Neb., permitted to intervene. 

No. 27913, Baltimore Association of Commerce vs. A. C. & Y. et 
al. The Port of New York permitted to intervene. 


Order of 


Akron, 


MC 9936, Haverhill & Lawrence Transportation Co., Inc., common 
carrier application. Petition for further hearing, denied. 
MC 50928, John Gronewald, contract carrier application. Petition 


for rehearing and reopening, denied. 

MC 59874, Sooner Distributing Co., Inc., common carrier applica- 
tion. Proceeds reopened for further hearing at a time and place to be 
fixed by the Commission. Petition of intervention granted. 

MC 71325, Eli Gurman, common carrier application. 
further hearing, denied. 

MC 74244, Clair A. Kepler. Order of November 9 referring pro- 
ceeding to Examiner W. A. Maindens for hearing and for the recom- 
mendation of an appropriate order thereon and assigning matter for 
hearing vacated, and application dismissed. 

MC 86052, Walter Johnson, common carrier application. Matter 
reopened for further hearing at a time and place to be hereafter 
fixed by the Commission. 

MC 86488, Pete L. Salemi, contract carrier application. Proceed- 
ing reopened for further hearing at a time and place to be fixed by 
the Commission. 

MC 43670, application of Delcher Brothers Storage Co., Jackson- 
ville, Fla. Order of October 29 vacated and set aside. 

MC 39537, application of A. & N. Transportation Co., Inc., South 
Portland, Me. Order of October 28, postponed to December 27, vacated 
and set aside. 


Petition for 


MC 60451, application of Hoover Lines, Inc., Knoxville, Tenn. 
Order of November 30 vacated and set aside. 
MC 63217, application of E. A. Ladwig, Moscow, Ida. Order of 


November 3, vacated and set aside. 


MC 15183, application of Bradford Film Transit Co., Inc., Indian- 
apolis, Ind. Order of September 2 vacated and set aside and appli- 
cation dismissed. 


PETITIONS FOR REHEARING, ETC. 


1. & S. No. 4220 (also FSA 16464 and 16496), bags and bagging from 
New Orleans, La., to Oklahoma. Texas City Board of Trade, the 
Galveston Chamber of Commerce, and the Galveston Cotton Exchange 
and Board of Trade, protestants, ask reopening, reargument and re- 
consideration on the present record before the entire Commission. 

No. 27612, intrastate rates on whiting in New Jersey, and No. 25220 
and related cases, American Lime & Stone Co. et al. vs. Pennsylvania 
et al. Respondents in No. 27612 ask reopening for further hearing, 
reconsideration and modification of order of October 5, 1937; defendants 
in No. 25220; No. 24757, Limestone Products Corporation of America vs. 
Lehigh & Hudson River Ry. Co. et al.; No. 24432, Washington Building 
Lime Co. et al. vs. Atlantic City Railroad Co. et al.; No. 24432, sub. 1, 
Same vs. Baltimore & Eastern Railroad Co. et al.; and No. 24432, 
sub. 2, Warner Co. et al. vs. Atlantic City Railroad Co. et al. ask 
reopening for further hearing and reconsideration with respect to rates 
on finely ground or pulverized limestone known and used as whiting 
substitute, and for modification of order of June 12, 1934, in so far as 
it relates to rates thereon; also for consolidation of said further hear- 
ings in all six proceedings with hearing to be held in complaints of 
Southwark Manufacturing Co. vs. Pennsylvania-Reading Seashore Lines 
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et al., docket No. 27921, and United States Rubber Products, Inc., vs. 
Pennsylvania-Reading Seashore Lines et al., docket No. 27921, sub. 1. 

1. & S. No. 4400, Soapstone and tale between southern and official 
points. Trunk Line and New England carriers ask the record in I. 
& S. 4139, soapstone and tale from and to southern points, 216 I. C. C. 
446, be incorporated and made a part of the record in the instant pro- 
ceeding. 

MC 1014, Forrest E. Miller, dba Eck Miller Transfer Co., extension 
of operation. Applicant asks further hearing. 

MC 14321, application of William H. Engel, dba Engel Brothers, 
Elizabeth, N. J. Applicant asks staying of effective date or order and 
rehearing. 

MC 36521, application of C. E. Kirksey, dba C. E. Kirksey Motor 
Freight, East Lansing, Mich. Rail carriers in Central Freight As- 
sociation territory ask staying of order granting certificate. 

MC 65916, application of William W. Ward and Dorothy C. Ward, 
dba Ward Trucking Co., Altoona, Pa. Trunk Line rail carriers ask 
reopening of proceeding for purpose of having a hearing. 

1. & S. No. 4203, Shrimp from the south to eastern cities. Re- 
spondents ask reopening of proceedings for purpose of reconsideration 
of finding 1 of the report made and filed January 8, 1937. 

1. & S. No. 4122, Automobiles to southern ports for export; and 
1. & S. No. 4252, Automobiles to southern and Canadian ports. New 
Orleans Joint Traffic Bureau, the Board of Commissioners, Port of 
New Orleans, and the Louisiana Public Service Commission, protestants, 
ask reconsideration of its report on further hearing, decided October 
11, 1937. 

No. 23914, The O. A. Smith Agency, Inc., vs. B. & A. et al. 
fendants ask modification of order dated April 18, 1932. 

No. 27766, Alden Coal Co. et al. vs. Cent. of N. J. et al. Defendants 
ask modification of order of December 4, 1937, with respect to para- 
graphs 4 and 5 thereof. 

MC 200, Riss & Co., Inc., common carrier application. 
asks for further hearing. 

MC 8119, Clark Han, common carrier application. 
rehearing. 


De- 


Applicant 


Applicant asks 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 11881, Pittsburgh & West Virginia 
Railway Company notes, granting authority to issue two promissory 
notes, one for $1,050,000, and one for $261,314.53, in renewal or exten- 
sion of existing notes of like face amounts and to pledge as collateral 
security for the last named note applicant’s equity in $1,788,000 of 
first-mortgage 4% per cent gold bonds, series D. and in $8,047,000 of 
general mortgage 6 per cent gold bonds, now pledged with the Re- 
construction Finance Corporation, approved. 

Report and certificate in F. D. No. 11859, Willamina & Grand 
Ronde Railway Company operation, authorizing operation in interstate 
and foreign commerce by the Willamina and Grand Ronde Ry. Co. 
of its line of railroad in Yamhill and Polk counties, Ore., approved. 


FINANCE APPLICATIONS 

Finance No. 11898. Illinois Central asks authority to abandon opera- 
tions of passenger trains over the tracks and bridge of the Union 
Pacific between a connection of the tracks of the Union Pacific and 
applicant in Council Bluffs, Ia., and a connection of those tracks of 
the Union Pacific and tracks serving the Union Pacific Railroad Co’s 
Union Passenger Station in Omaha, Neb.; and extension of operations 
of applicant’s passenger trains between Council Bluffs and Omaha 
over the tracks of the applicant and of the Omaha Bridge and Ter- 
minal Railway Co. to a connection in Carter Lake, Ia., between such 
tracks and tracks of the Union Pacific, thence over the tracks of the 
Union Pacific to a connection between such tracks serving the Union 
Pacific Railroad Co’s union passenger station in Omaha, Neb. The 
purpose of the application is to enable the Illinois Central to change 
the route for operation of its passenger trains between Council Bluffs 


and Omaha. About 3.85 miles of track are involved in the abandon- 
ment. 


MC-F 484. Columbia Terminals Co., St. Louis, Mo., asks au- 
thority to purchase the properties of G. P. Inman Trucking Co., Inc. 

MC-F 485. Maine Central Transportation Co., Portland, Me., asks 
authority to purchase Maine-New Hampshire Stakes, Turner, Me. 


CONSOLIDATED SOUTHWESTERN CASES 

The Commission, by division 4, by order, not a report and 
order, in No. 13535 et al., Consolidated Southwestern Cases, 
has further modified its order of April 5, 1927, by eliminating 
from the requirements thereof and from the proceedings, iron 
or steel wire rods, rolled (not drawn through a die), 8 gauge 
or over but not exceeding 14 inches in diameter, in coils (not 
in straight lengths), suitable for drawing into wire, and which 
may be transported on open cars without damage from 
weather. 

In I. and S. No. 3130, Southwestern Rates, and I. and S. 
No. 3130, Consolidated Stone Cases, it has amended orders 
heretofore entered in these proceedings by eliminating there- 
from the requirements thereof for the application to the trans- 
portation of commodities affected thereby of prescribed maxi- 
mum rates on prescribed percentages of class rates, applicable 
from and to points designated, in effect next prior to the 
twenty-first supplemental report of the Commission made in 
No. 13535 et al. on November 22, 1934. The amendments per- 
tained particularly to the Consolidated Stone Cases, 200 I. C.C. 
65 et seq. The elimination was made on petition of the south- 
western lines and the Wichita, Kan., Chamber of Commerce. 
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Proposed Reports in I. C. C. Cases 





BEER FROM NEW ORLEANS 


N a proposed report in I. and S. No. 4384, malt liquors from 

New Orleans to Texas points, Examiner H. W. Archer, 
has recommended that the Commission find proposed rail rates 
on beer in carloads, from New Orleans, La. to Corpus Christi 
and Brownsville, Tex., and on returned empty containers, un- 
necessarily low legitimately to meet the steamship rates, as 
well as the barge-truck rates, between those points, and that 
such rates would result in undue prejudice to Galveston and 
Houston, Tex., and breweries and distributors at those points. 
He said the Commission should find that on this record the 
respondents, the Missouri Pacific and its receivers, and the 
Texas & New Orleans, had failed to justify the proposed rates 
and that the suspended schedules should be cancelled. 

The respondents, with a view of obtaining a greater share 
of the beer traffic, proposed to establish rates of 28.5 cents and 
32 cents from New Orleans, to Corpus Christi and Browns- 
ville, respectively, with a minimum carload weight of 50,000 
pounds, and rates of 25 cents from Corpus Christi and 28 
cents from Brownsville on returned empty containers, mini- 
mum 20,000 pounds. The proposed rates on beer were to apply 
as maximum at intermediate destinations. The present rail 
rates are 48 cents and 43 cents from New Orleans to Corpus 
Christi, with carload minimum of 24,000 pounds and 40,000 
pounds, respectively. To Brownsville, the rail rates are 55 
cents and 50 cents on the same respective minimum weights. 
The rates on empty containers, returned from Corpus Christi, 
are 31 cents and 27 cents, and from Brownsville 35 cents and 
31 cents, with minimum weights of 10,000 pounds and 16,000 
pounds, respectively. 

Steamship service was inaugurated between Corpus Christi 
and New Orleans in August, 1933, by what is now known as 
the Mooremack Gulf Lines, Inc., but due to labor troubles, 
the examiner said, this service was discontinued in October, 
1934. It was again resumed in February, 1936, and soon there- 
after the service was extended to Brownsville and Port Isabel. 
The steamship rate then charged on beer, and which continued 
in effect until July 22, 1937, the examiner said, was 25 cents 
both to Corpus Christi and Brownsville, and on the returned 
empty containers as well. 

The examiner said that it appeared that while the rail- 
roads were contemplating the reduction of their rates, the 
Mooremack Line was considering an increase in its charges, 
and effective July 22, 1937, or nine days prior to the effective 
date of the suspended rail rates, the charges via the Moore- 
mack Lines became 35 cents to Corpus Christi and 44 cents to 
Brownsville, with a minimum of 30,000 pounds. It thus trans- 
pired, said the examiner, that at the present time the water 
rates were substantially higher than the proposed rail rates. 

But respondents claimed, said the examiner, that since the 
water rates were increased there had developed another com- 
petitive route, namely, by barge from New Orleans, to Houston, 
Tex., through the intercoastal canal, and thence by truck to 
Corpus Christi and the Brownsville district, and that regard- 
less of the rates via the Mooremack Line, the barge-truck 
charges amply justify the proposed rail rates. 


Galveston interests contended that the proposed rates 
would be prejudicial to brewers and distributors at that point 
as well as to the port as a locality, and preferential of New 
Orleans and shippers thereat. 


Section 500 of the transportation act requiring the Com- 
mission to have regard for both rail and water transportation 
was brought into the proceedings. In disposing of the case, 
the examiner said: 


We do not put so narrow a construction on section 500 of the 
transportation act, 1920, as do respondents, but interpret it as con- 
gressional direction to prevent, so far as possible, destructive com- 
petition between these transportation agencies. (See Bituminous Coal 
to Youngstown, 197 I. C. C. 617, 633; Consolidated Southwestern Cases, 
211 I. C. C. 601, 621.) And it is not to be overlooked that during that 
period when the steamship rate was 25 cents to Corpus Christi, and 
the rate of the rail lines was 43 cents, the latter handled 62 carloads 
of beer from New Orleans to that port, and the Mooremack Line 
handled approximately 135 carloads. This would indicate that no such 
drastic reduction in the rail rates as is here proposed is necessary 
even to meet a water line rate of 25 cents, as was in effect prior to 
July 22, 1937. Neither does this record support the conclusion, in 
view of the trucking costs indicated, that the proposed rates are 
necessary legitimately to meet the barge-truck service. Moreover, 
the proposed rates would unnecessarily rob Galveston and likewise 





Houston of the benefit of their respective locations, and unduly prejudice 
the breweries located at those points, as well as the distributors of 
other than New Orleans beer. 

The Commission should find that on this record respondents have 


failed to justify the proposed rates, and the suspended schedules 
should be ordered canceled. 





FRESH VEGETABLE ROUTING 


I. and S. No. 4364, routing vegetables from G. A. S. & C. 
Ry. via G. & F. R. R. By Examiner Morris H. Konigberg. 
Proposed cancellation of routing of fresh vegetables, carloads, 
from stations on Georgia, Ashburn, Sylvester & Camilla Rail- 
way so as not to apply through Moultrie, Ga., on traffic to 
the south and to official territory proposed to be found not 
justified. Recommended that the suspended schedules be can- 
celled and the proceeding discontinued. The Georgia & Floria, 
the examiner said, strenuously opposed the cancellation of the 
route by way of Moultrie and the joint rates presently in 
effect. The examiner said the restriction of the route by way 
of Moultrie in which the Georgia & Florida was interested, 
while continuing the route by way of Albany, Ga., as well as 
the continued maintenance of joint rates in connection with 
the Georgia Northern by the Flint River & Northeastern would 
appear to contravene the provisions of section 3 of the inter- 
state commerce act, which, the examiner said, prohibited the 
carriers from discriminating as between connecting lines in 
the interchange of traffic. The tariffs were suspended on pro- 
test of the Georgia & Florida. : 


SOUTHEASTERN GREYHOUND STOCK 


On a finding that the applicant has not capitalized assets 
sufficient to support the proposed issue of securities, Examiner 
William L. Fulton in a recommended report and order, served 
January 3, in MC-F 423, Southeastern Greyhound Lines, issu- 
ance of stock, has proposed denial of the application for au- 
thority to issue $2,939,690 par value of capital stock, in liqui- 
dation of present indebtedness and to provide additional work- 
ing capital. 

Authority was sought by applicant to issue 28,121 shares 
of 6 per cent convertible preferred stock having par value of 
$20 a share; 175,987 shares of common stock having par value 
of $10 a share, and to increase the par value of common stock 
issued and outstanding from $5 a share to $10. 

The examiner found that applicant had capitalizable assets 
of $1,378,872 after proposed merger of subsidiary companies. 
He said of $1,054,980 par value of capital stock heretofore au- 
thorized applicant had issued and outstanding $1,010,630. He 
said its proposed capitalization, $3,579,370, was more than 
three times the amount of the capital stock now outstanding, 
and was more than twice capitalizable assets of applicant after 
completion of the proposed merged. Those assets, said the 
examiner, would not support issuance of more than $324,000 
par value of additional stock. Continuing, the examiner said: 


From the above it is apparent that unless applicant’s investment 
in franchises, organization, and development be included in its capital- 
izable assets it has not sufficient of such assets to support the pro- 
posed issue of securities. Section 216(h) forbids the Commission, when 
determining the justness or reasonableness of any rate charged by a 
motor carrier, giving consideration to good will, earning power, or 
the certificate under which such carrier operates as evidence or 
elements of value of the property of the latter. Evidence presented at 
the hearing in the prior case establishes that in acquiring the several 
properties represented by said investment applicant paid more for 
intangible items than was paid for tangible items. Heretofore in- 
tangible assets have not been recognized as proper bases of capitaliza- 
tion. Maine Central R. Co. Securities, 199 I. C. C. 783, 793. There 
appears no valid reason which would justify any modification in favor 
of a motor carrier of the principles heretofore followed in administer- 
ing matters concerning issuance of securities arising under Part I 
of the interstate commerce act. Nor does there appear any warrant 
for permitting applicant to capitalize its investment in franchises, 
organization, and development. 

The Commission should find that applicant has not capitalizeable 
assets sufficient to support the proposed issues of securities and the 
application should be denied. 


NATIONAL FREIGHT APPLICATIONS 


In a recommended report in MC 3563, National Freight 
Lines, Inc., common carrier application, and same number, 
extension of operations, joint board No. 54, composed of Louis 
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J. Freehof of Illinois, and Mike P. Conway of Iowa, has pro- 
posed that the Commission grant a certificate authorizing Na- 
tional Freight Lines, Inc., as successor in interest to Charles 
T. Durand, doing business as National Transfer & Storage Co., 
to continue operations as a common carrier of general com- 
modities, with specified exceptions, between points in Iowa and 
between Points in Iowa and Moline and Rock Island, Ill., over 
specified routes, under the “grandfather” clause. ; 

The board further recommended grant of a certificate on 
a finding that public convenience and necessity required opera- 
tions by National Freight Lines, Inc., as successor in interest 
to Durand, as a common carrier of general commodities, with 
certain exceptions, between points in Iowa over specified routes. 
The report was served January 4. ; : 

Rail lines in western trunk line territory and various car- 
riers of property by motor vehicles made limited opposition to 
the application for operation over one of the routes. 

At the time of another hearing in this matter the report 
said there was pending before the Commission an application 
MF 11, filed by Keeshin Motor Express, Inc., referred to in 
the report as Keeshin of Illinois, to acquire the property and 
operating rights of the applicant and transfer them to National 
Freight Lines, Inc. By the same application, said the report, 
Keeshin Transcontinental Freight Lines, Inc. sought to acquire 
control of National Freight by purchase of its stock. In Kee- 
shin Transcontinental Freight Lines, Inc., acquisition of 
Durand, 1 M. C. C. 317, division 5 approved and authorized the 
purchase by National Freight of the property and operating 
rights of applicant, and the acquisition by Keeshin Transcon- 
tinental of control of National Freight by purchase of its capi- 
tal stock, but denied the application so far as authority was 
sought therein for control of National Freight by Keeshin of 
Illinois through purchase of its capital stock. m 

At this further hearing for the purpose of receiving evi- 
dence as to fitness and ability of National Freight to perform 
the service proposed by the applicant, some question was 
raised, said the report, as to whether the sale of applicant’s 
properties and rights to National Freight had been actually 
consummated, Durand being referred to in that statement as 
the applicant. At that time the transactions, said the report, 
had not been definitely completed, but full consideration had 
since been paid and that the Commission records so indicated. 

Much of the evidence offered in support of the application, 
the report said, was predicated on the operation of and ton- 
nage handled by Keeshin of Illinois to and from Cedar Rapids 
and points east of Clinton, Ia., while, as previously indicated 
in the report, the fitness and ability considered was that of 
National Freight. Any operation authorized the report said, 
would, because of the finding in Keeshin Transcontinental 
Freight Lines, Inc., Acquisition of Durand, supra, and the 
order for further hearing, be treated as having been begun or 
proposed by the latter. 


The only tangible opposition to the granting of the appli- 
cation, said the report, centered on the operation proposed 
over the route between Stanwood and Clinton. If the portion 
of the application respecting such route and the application 
of Keeshin of Illinois, were denied, said the report, traffic to 
and from interior Iowa would be hauled by National Freight 
from and to the so-called Tri Cities in Illinois in connection 
with Keeshin of Illinois each of those points, just as was done 
prior of June 1, 1935. The distance, the report said, however, 
would be greater. i 

As to the question of routes, the report said it was of the 
opinion of the board that applicant had failed to establish that 
service at the points intermediate between Stanwood and Clin- 
ton on route 3 was required by the present or future public 
convenience and necessity, and that the portion of the appli- 
cation, wherein authority was sought to serve such points, 
should be denied. 


WHOLESALE MOTOR DISMISSALS 


Examiner A. E. Later, in a recommended report has pro- 
posed the dismissal of a list of applications as contract carriers 
of general commodities in Indiana, Ohio, Illinois, Michigan and 
Wisconsin probably longer than any list contained in any rec- 
ommended report heretofore made. He has made that pro- 
posal in MC 4109, William B. Ayearst, contract carrier applica- 
tion. The examiner said the applications were identical and 
therefore they were disposed of in one report. Certain rail 
and motor carriers opposed the grant of the applications, said 
the examiner. 

Dismissals were made because there were no appearances 
at the time and places set for the hearings on the applications. 
The report was served January 6. This report also includes 
Nos. MC 4109, William B. Ayearst, contract carrier applica- 
tions; MC 8191, R. A. Rauhut, contract carrier application; MC 
8195, C. H. Ross, contract carrier application; MC 9200, Sche- 
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menaur Brothers, contract carrier application; MC 8207, Po- 
hette Senesac, contract carrier application; MC 8248, Chas. 
Wamboldt, contract carrier application; MC 8258, Frank Willis, 
contract carrier application; MC 8259, Alvis H. Wilson, con- 
tract carrier application; MC 9246, J. McClement, contract car- 
rier application; MC 9249, John A. Milligan, contract carrier 
application; MC 9250, Adolph Molgaard, contract carrier ap- 
plication; MC 18213, M. F. Bemis, contract carrier application; 
MC 18341, Mrs. Leroy N. Markham, contract carrier applica- 
tion; MC 19365, Libert deHertogh, contract carrier application; 
MC 19403, Lawrence J. Fitzgerald, contract carrier application; 
MC 19634, Walter E. Robbins, contract carrier application; MC 
42671, Earl Shuler, contract carrier application; MC 42674, 
August Sieg, contract carrier application; MC 42858, Edw. G. 
Stephens, contract carrier application; MC 63298, Ed. Gorski, 
contract carrier application; MC 63304, George J. Hayes, con- 
tract carrier application; MC 63305, Gustaf Hodlund, contract 
carrier application; MC 78183, J. R. Perkins, contract carrier 
application; MC 78187, B. A. Peters, contract carrier applica- 
tion; MC 78197, Glen L. Pierson, contract carrier application; 
MC 78207, E. R. Porter, contract carrier application; MC 78248, 
William McKinley, contract carrier application; MC 87378, 
George W. Huntress, contract carrier application; MC 87384, 
Fred H. Hill, contract carrier application; MC 87392, M. Han- 


son, contract carrier application; MC 87558, Ray Kuenzli, con- 
tract carrier application. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission.) 


MC 12033, Clara H. Mooney, broker application. By 
joint board No. 205. Served December 31. Denied for want 
of prosecution. 

MC 40223, Interstate Transit Lines, extension of opera- 
tions, Excelsior Springs, Mo. By joint board No. 179. Served 
December 31. Passengers, baggage of passengers, and in 
same vehicle with passengers light express, mail and news- 
papers, between Excelsior Springs, Mo., and Kansas City, 
Mo., over an alternate route. Certificate granted. 

MC 40223, Interstate Transit Lines, common carrier appli- 
cation; MC 40223, Sub. No. 7, Interstate Transit Lines, change 
in route. By Examiner F. W. McM. Woodrow. Served De- 
cember 31. Passengers and their baggage, and of light express, 
mail, and newspapers in same vehicle with passengers in Iowa, 
Missouri, Minnesota, South Dakota, Nebraska, Kansas, Colo- 
rado, Wyoming, Utah, Arizona, and Nevada. Certificates 
granted. 

MC 67643, Ray B. Wood, broker application. By joint 
board No. 205. Served December 31. Denied for want of 
prosecution. 

MC 86942, Lorene C. Bales, common carrier application 
By joint board No. 81. Served December 31. General com- 
modities between points in Idaho, Oregon and Washington. 
Certificate denied. Exceptions, if any, must be filed within 25 
days from date of service in this case. 

C 88474, Theodore Mitchell Decatur, common carrier 
application. By joint board No. 120. Served December 31. 
Passengers and their baggage, between Washington, D. C., and 
Glenn Dale Sanatorium, Md. Certificate granted. 

MC-F-174, Byers Transportation Co., Inc., merger B and 
H Transfer Co., Inc. By Examiner Robert R. Hendon. Served 
December 31. Merger of operating rights and properties of 
B and H transfer Co., Inc., into Byers Transportation Co., Inc., 
approved and authorized. 

MC-F-413, Major A. Riddle, control, Monark Motor Freight 
System, Inc. By Examiner Bruce W. Card. Served December 
31. Acquisition by Major A. Riddle of control of Monark Motor 
Freight System, Inc., by purchase of capital stock, approved 
and authorized. 

MC-F-267, Red Arrow Freight Lines, Inc., purchase, Archie 
Tyler; lease, Willie O. Brown. By joint board No. 77. Served 
December 31. Purchase of Red Arrow Freight Lines, Inc., of 
operating rights and property of Archie Tyler, dba Stephen- 
ville Motor Freight Line and Cleburne Motor Freight Line, 
and lease of operating rights of Willie O. Brown, approved, 
authorized, subject to conditions. 

MC 10325, George H. Carpenter, common carried applica- 
tion; MC 10325, Sub. No. 1, George H. Carpenter, extension of 
operations. By Examiner Paul R. Naefe. Served January 4. 
General commodities within the municipality of Providence, 
R. I., and contiguous municipalities. Beer from New York, 
N. Y., and West Haven, Conn., to Providence, and empty con- 
tainers from Providence and West Haven to New York. Gen- 
eral commodities between points in Massachusetts, Rhode 
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Island, Connecticut, and New York, and New Jersey. Certifi- 
cate ordered issued and applications denied in all other 
respects. 

MC 50026, Arkansas Motor Coaches, Ltd., common carrier 
application. By joint board No. 34. Served January 4. Pub- 
lic convenience and necessity found to require continuance of 
operation by Arkansas Motor Coaches Limited, Inc., applicant’s 
successor in interest, as a common carrier of passengers, their 
baggage, newspapers, and express between Memphis, Tenn., 
and Texarkana, Tex. Certificate which shall include authority 
to transport mail granted. 

MC 52111, Brady Transfer & Storage Co., contract carrier 
application. By joint board No. 92. Served January 4. Appli- 
cant’s operations found to be those of a common carrier as de- 
scribed in section 203 (a) (14) of the motor carrier act, 1935. 
Application for a permit to operate as a contract carrier of 
general commodities between points in Iowa denied. 

MC 61728, Bill Milligan, common carrier application. By 
joint board No. 33. Served January 4. Oil field equipment 
and supplies between points in Texas and New Mexico over 
irregular route. Certificate denied. 

MC 86074, Adams & Montgomery, common carrier appli- 
cation. By Examiner Alfred W. Booth. Served January 4. 
Denied for want of prosecution. 

MC 86355, Munyan Motor Freight, Inc., common carrier 
application. By Examiner A. J. Sullivan. Served January 4. 
General commodities between Gibbstown, N. J., on the one 
hand and Philadelphia, and Allentown, Pa., New York, N. Y., 
and Wilmington, Del., on the other. Certificate denied. 

MC 86626, Bradshaw B. Clarke, common carrier appli- 
cation. By joint board 64. Served January 4. Passengers 
and their baggage, and of mail and newspapers in the same 
vehicle with passengers, between Marianna, Fla., and Albany, 
Ga. Certificate granted. 

MC 1509, Sub No. 5, Northland Greyhound Lines, ,Inc., 
extension of operations. By joint board No. 96. Served January 
6. Passengers and their baggage and express, mail, and news- 
papers in same vehicle with passengers, between Milwaukee 
and Fond du Lac, Wis.; between Slinger, Wis., and intersection 
of Wisconsin Highway 83 and U. S. Highway 41, via Hartford, 
Wis.; between intersection of U. S. Highway 41 and Wisconsin 
Highway 165 and intersection of Wisconsin Highways 165 and 
55. Certificate granted. 


MC 6797, Lloyd Wesley Skeels, common or contract car- 
rier application. By Examiner W. T. Croft. Served January 6. 
Cattle and calves between certain points in California. Cer- 
tificate granted. Exceptions, if any, must be filed within 25 
days from date of service in this case. 


MC 14242, Henry W. Lester, common carrier application. 
By Examiner W. T. Croft. Served January 6. Applicant found 
to have failed to establish the right to a certificate as a com- 
mon carrier. Certificate denied. Exceptions, if any, must be 
filed within 25 days from date of service in this case. 

MC 40085, Cain’s Truck Lines, common carrier applica- 
tion: MC 40085, Cain’s Truck Lines, extension of operations. 
By Examiner P. S. Peyser. Served Jar sry 6. Oil-field equip- 
ment and supplies between Oklahoma City, Okla., and Los 
Angeles, Calif., and points in the area within a 30-mile radius 
thereof. Certificate granted and application denied in all other 
respects, and operations ordered discontinued. Oil field eauip- 
ment and supplies between Los Angeles and Houston, Tex. 
Certificate granted. Application denied in all other resnects. 

MC 46016, James Walter Huckabee, common carrier ap- 
plication. By Examiner W. W. McCaslin. Served January 6. 
General commodities, with exceptions, between specified points 
or within specified territory in Georgia, South Carolina, North 
Carolina, Virginia, Maryland, Delaware, Pennsylvania, New 
Jersey, and New York, and household goods between points in 
South Carolina, on the one hand, and Georgia, on the other; 
points in South Carolina, on the one hand, and North Caro- 
lina, on the other; and between New York, N. Y., and points 
in South Carolina. Certificate ordered issued. Application 
denied in all other respects. 

MC 47994, Lee Flynn, contract carrier application. By 
joint board No. 21. Served January 6. Denied for want of 
prosecution. 

MC 50234, Rosa C. Favreau, contract carrier application. 
By joint board No. 18. Served January 6. Petroleum products 
from Chelsea, Mass., and Tiverton and Providence, R. I., to 
Worcester, Mass. Permit granted. 

MC 50335, Bill Davidson, contract carrier application. By 
joint board No. 33. Served January 6. Oil field supplies and 
equipment. from Hobbs, N. M., to oil well locations in Monu- 
ment and Eunice Oil Fields, N. M. Permit authorizing such 
operation granted. Application in all other respects denied. 

MC 61599, Sub No. 9, Queen City Coach Co., extension of 
operations. By joint board No. 103. Served January 6. Dis- 
missed at request of applicant. 
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MC 67710, A. P. Muzingo and Robert Bartel, broker ap- 
plication. By joint board No. 47. Served January 6. Denied 
for want of prosecution. Exceptions, if any, must be filed within 
25 days from date of service in this case. 

MC 71378, Rapid Transit Co., common carrier application. 
By joint board No. 27. Served January 6. General commodi- 
ties between points in Pennsylvania, New York and Ohio. Cer- 
tificate denied. 

MC 86153, Joe Levine, contract carrier application. By 
joint board No. 134. Served January 6. Applicant’s transporta- 
tion of waste paper material from Quincy, Mass., to Union- 
ville, Conn., over specified routes, found to be performed as a 
private carrier and not subject to the motor carrier act, 1935, 
except as to the provisions of section 204 (a) (3). Boxboard 
over specified routes from Unionville, Conn., to Boston, Mass. 
Permit granted. Application denied in all other respects. 

MC 86663, Roger Watson Burgess, common carrier ap- 
plication. By joint board No. 7. Served January 6. General 
commodities, with exceptions, between points in North Carolina 
and points in Virginia. Certificate denied. 

MC 86669, Arthur T. Heath, common carrier application. 
By joint board No. 172. Served January 6. General commodi- 
ties between Portland and Molalla, Ore. Certificate granted. 
Exceptions, if any, must be filed within 25 days from date of 
service in this case. 

MC 86894, Sullivan Laffee, contract carrier application. By 
joint board No.73. Served January 6. Furnaces, furnace parts, 
and automobile parts between Chicago, Ill, and Coldwater, 
Mich. Permit granted. Application in all other respects denied. 

MC 68830, Roadway Transit Co., common carrier applica- 
tion. By Examiner William A. Maidens. Served January 6. 
General commodities, over specified routes in Michigan, Illinois, 
Indiana, Ohio, New York and Pennsylvania. Certificate granted. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 4452, the Commission has suspended 
from January 4 until August 4, schedules in supplements Nos. 
79 and 81 to Pennsylvania Railroad I. C. C. No. 1413. The 
suspended schedules propose to reduce the rate on sheet iron 
or steel cans, carloads, from 23.5 cents to 21 cents per 100 
pounds, from Baltimore, Md., to Bridgeton, N. J., and inter- 
mediate points, to meet motor-truck competition. 

In I. and S. No. M-280 the Commission has suspended 
from January 4 until April 4, the operation of certain sched- 
ules as published in tariff MF-I. C. C. No. 107 of D. T. Waring, 
agent. The suspended schedules propose to establish for the 
account of Messer Motor Express new allowances of 5 cents 
a 100 pounds to consignors or consignees who perform their 
own pick-up and/or delivery service. The proposed allow- 
ances are applicable only in connection with less truckload 
shipments moving single line over Messer Motor Express at 
Baltimore, Md., Hagerstown, Md., New York, N. Y., and Phila- 
delphia, Pa. 

In I. and S. No. M-281 the Commission has suspended 
from January 4 until April 4, the operation of certain sched- 
ules as published in supplement No. 11 to Agent T. D. Pratt’s 
Tariff MF-I.C.C. No. 25. The suspended schedules propose 
to establish ratings resulting in reductions and changes in 
rates on various commodities to, from and between points in 
Connecticut, Delaware, District of Columbia, Maryland, Massa- 
chusetts, New Jersey, New York, Pennsylvania and Rhode 
Island. The following is illustrative: On synthetic gums and 
resins, in cents a 100 pounds, between Philadelphia, Pa. and 
New York, N. Y., a rate of 35 cents in place of a rate of 56 
cents, on lots of 2,000 pounds or less. 

In I. and S. M-279 the Commission has suspended from 
January 1 until April 1 the operation of certain schedules as 
published in MF-I. C. C. 4 of H. D. Coffman and I. A. Coffman, 
dba Coffman Brothers. The suspended schedules propose to 
establish new and reduced rates on beer, canned goods, cheese, 
butter and sugar between points in Maryland, New York, 
Pennsylvania, Virginia and District of Columbia. The follow- 
ing is illustrative: 

From Baltimore, Md., to Fredericksburg, Va., beer, in half kegs, 
present 35, less truckload; proposed 17%, less truckload. Richmond, 
Va., canned goods, present 25, minimum weight 20,000 pounds; pro- 
posed 25, minimum weight 15,000 pounds. Staunton, Va., sugar, pres- 


ent 21, minimum weight 15,000 pounds; proposed 20, minimum weight 
10,000 pounds. 


In I. and S. No. M-273 the Commission has suspended 
from December 31 until March 31, the operation of certain 
schedules as published in supplements 69 and 76 to tariff MF- 
I. C. C. No. 75 of Agent W. M. Miller, and in supplements 33 
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to joint tariffs Agents W. M. Miller’s MF-I. C. C. No. 88, D. T. 
Waring’s MF-I. C. C. No. 74. The suspended schedules pro- 
pose to establish new commodity rates on petroleum and 
petroleum products from Pittsburgh, Pa., to points in Ga., N. C., 
S. C., and Va. and a new commodity rate on peanuts from 
Troy, Ala., to Pensacola, Fla. applicable only on traffic destined 
beyond by water to certain Texas ports and North Atlantic 
Seaboard, Norfolk, Va., and north. The following is illustra- 
tive, rates being in cents a 100 pounds: 


Petroleum, etc., minimum weight 15,000 pounds, from Pittsburgh, 
Pa., to Atlanta, Ga., present 114, proposed 59; Charleston, S. C., pres- 
ent 103, proposed 59. Peanuts, minimum weight 30,000 pounds, from 
Troy, Ala., to Pensacola, Fla., present 34, proposed 15. 


In I. and S. No. M-274 the Commission has suspended 
from December 31 until March 31, the operation of certain 
schedules as published in supplements 73 and 76 to tariff 
MF-I. C. C. No. 75 of Agent W. M. Miller. The suspended 
schedules propose to establish a new any-quantity proportional 
commodity rate of 40 cents applicable from Chattanooga, 
Tenn., to Birmingham, Ala., on shipments of oleomargarine 
originating at Cincinnati, O. The proposed rate is to apply in 
lieu of present rates of 77 cents, less truckload, and 46 cents 
minimum weight 15,000 pounds. 

In I. and S. No. M-275 the Commission has suspended 
from December 31 until March 31, the operation of certain 
schedules as published in supplement No. 9 to tariff MF-I. C. C. 
No. 4 of Joseph P. Story and Rose Messano, doing business 
as Carpet City Trucking. The suspended schedules propose 
to establish new and reduced commodity rates on various 
commodities from Fonda, Johnstown, Little Falls, N. Y. and 
nearby points to Brooklyn and New York, N. Y. The follow- 
ing is illustrative, rates being in cents a 100 pounds: ; 


Gloves, leather, wool or cotton, from Fonda, N. Y., to New York, 
N. Y., present, no rates; proposed, 55, L. T. L.—45, minimmum weight 
8,000 pounds. From Johnstown, N. Y., to New York, N. Y., present, 
75, A. Q.; proposed, 55, L. T. L.—45, minimum weight 8,000 pounds. 

In I. and S. No. 449, the Commission has suspended from 
January 1 until August 1, schedules in supplement No. 8 to 
Kipp’s I. C. C. No. A-2799. The suspended schedules propose 
to cancel arrangements permitting the stopping-in-transit to 
partially unload farm seeds, in carloads, at points in western 
trunk line territory, in connection with transited shipments 
moving from transit points on transit balances, which would 
result in increased charges. 

In I. and S. No. 4450, the Commission has suspended from 
January 1 until August 1, schedules in supplement No. 62 to 
Kipp’s I. C. C. No. A-2601. The suspended schedules propose 
to increase the class rates between Memphis, Tenn., and re- 
lated points, and Colorado common points and points taking 
the same rates, in amounts ranging from 1 cent to 16 cents 
a 100 pounds. 

In I. and S. No. 4451, the Commission has suspended from 
January 1 to August 1, schedules in supplement No. 42 to 
Kipp’s I. C. C. No. A-2710. The suspended schedules propose 
to establish a reduced classification rating of class 17% (17% 
percent of first-class), subject to a carload minimum weight 
of 40,000 pounds, on animal or poultry feed between points in 
western trunk line territory, except southern Kansas, to meet 
motor-truck competition. 

In I. and S. No. M-276 the Commission has suspended from 
January 1 until April 1, the operation of certain schedules as 
published in tariff MF-I. C. C. No. 1 of United Truck Lines, 
Inc., Spokane, Wash. The suspended schedules propose to 
establish new proportional class rates applicable on westbound 
traffic moving into Spokane, Wash., by rail and received by 
forwarding companies for destination in the state of Wash- 
ington as named in the tariff. The following is illustrative: 


From Spokane, Wash., to Leavenworth, Wash., present 103, ap- 
plies locally and proportionally; proposed 92. From Spokane, Wash., 
to Yakima, Wash., present 113, applies locally and proportionally; 
proposed 92. 


In I. and S. No. M-277 the Commission has suspended 
from January 3 until April 3, the operation of certain schedules 
as published in supplements No. 37 and 38 to joint tariff, 
Agents R. L. Weck’s MF-I. C. C. No. 19, W. M. Miller’s 
MF-I. C. C. No. 22, W. L. Meyers’ MF-I. C. C. No. 25 and 
C. M. Myers’ MF-I. C. C. No. 327. The suspended schedules 
propose to cancel present commodity rates on storage batteries 
from Indianapolis, Ind., to points in Georgia and Tennessee, 
allowing class rates to apply. The following is illustrative: 


Batteries, electric storage, from Indianapolis, Ind., to Memphis, 
Tenn., present 105, less truckload—95, minimum weight 2,000 pounds; 
proposed 97, less truckload—55, minimum weight 20,000 pounds. From 
Indianapolis, Ind., to Atlanta, Ga., present 125, less truckload—110, 
minimum weight 2,000 pounds; proposed 119, less truckload—68, mini- 
mum weight 20,000 pounds. 


In I. and S. No. M-282 the Commission has suspended 
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from January 5 until April 5, the operation of certain sched- 
ules as published in supplement No. 8 to Tariff MF-I. C. C. 
No. 2 of Agent D. C. Stone. The suspended schedules propose 
to establish new and reduced commodity rates on canned 
goods, pickles and hog hair from points in Colorado to points 
in Illinois and Indiana. An illustrative change is a reduction 
from 60 to 50 cents on canned goods, minimum weight 20,000 
pounds, from Denver to Chicago, applicable via the Denver- 
Chicago Trucking and Ringsby Truck Lines, Inc. 

In I. and S. M-283, the Commission has suspended from 
January 6 until April 6 the operation of certain schedules 
as published in supplement 10 to MF-I. C. C. 4 of Motor 
Express and Terminal Corporation. The suspended schedules 
propose to establish a commodity rate of 15 cents, minimum 
weight 30,000 pounds, applicable between Philadelphia, Pa., 
and Camden, N. J., on the one hand and New York, N. Y., on 
the other hand, on tin plate in straight truckloads or when 
in mixed truckloads with paper boxes, rubber cement, etc., 
such additional commodities not to exceed 10 per cent of the 
total weight of the shipment. Present rates are 15 cents, mini- 
mum weight 20,000 pounds applicable on straight shipments 
of tin plate. 


DROUGHT ORDERS EXTENDED 


The Commission, by Commissioner Aitchison, by amend- 
ment No. 4, to drought order No. 44, application of Northern 
Pacific, has extended the effective date of drought order No. 
44 to expire with March 31. The order authorized the North- 
ern Pacific, the Big Fork & International Falls, Milwaukee, 
and the Minnesota & International to make reduced rates on 
hay, feed and other forages from points in Iowa, Minnesota, 
Montana, North Dakota, South Dakota and Wisconsin to points 
in the drought striken areas of Montana and North Dakota. 

The Commission, by Commissioner Aitchison, by amend- 
ment No. 8 to drought order No. 42, on application of the 
Great Northern and Minneapolis, St. Paul & Sault Ste. Marie 
has extended the time in which the carriers mentioned may 
make reduced rates on hay and other forages from points on 
their lines in Iowa, Minnesota, Montana, the Dakotas, and 
Wisconsin, to points in the drought stricken areas of Montana 
and North Dakota so it will expire with March 31. 


SIGNAL SYSTEMS 


The Chicago & North Western, Missouri Pacific and Long 
Island have filed applications with the Commission for approval 
of proposed modification of signal systems or devices under 
paragraph (b) section 26 of the interstate commerce act. Any 
interested party desiring hearing should advise the Commission 
in writing within 15 days from December 31. 

The Southern Pacific has filed an application for approval 
of proposed modification of signal systems or devices under 
paragraph (b) section 26 of the interstate commerce act. Any 
interested party desiring hearing should advise the Commis- 
sion in writing within 15 days from January 4. 

The Louisville & Nashville has filed two applications with 
the Commission for approval of proposed modification of signal 
systems or devices under paragraph (b), section 26 of the 
interstate commerce act. Any interested party desiring hear- 
ing should advise the Commission in writing within 15 days 
from January 5. 

The Missouri Pacific, Chicago & North Western, have filed 
various applications with the Commission for approval of pro- 
posed modification of signal systems or devices under para- 
graph (b) section 26 of the interstate commerce act. Any in- 
terested party desiring hearing should advise the Commission 
in writing within 15 days from January 6. 


CONCESSIONS FINES 


The Courteous Transfer Lines and the Philadelphia Bone- 
less Beef Co., according to advices received by the Commission, 
have pleaded guilty to informations filed against them alleg- 
ing offering, granting, giving and accepting concessions from 
the published rates on shipments between Philadelphia and 
New York City. Each has been fined $500. The information 
against the carrier was in fifteen counts and against the shipper 
in twelve counts. The property transported was meat from 
Philadelphia to New York. 

Investigation disclosed, said a statement by Secretary 
Bartel, that the shipper knowingly represented the meat being 
transported as dry salted when in fact it was fresh and was 
sold as such to the consignee. Another device being used to 
obtain concessions, said Secretary Bartel, was transporting 
at net weight contrary to the tariff, which required that 
charges be assessed on the basis of gross weight rather than 
net weight. Investigation also disclosed, said the statement, 
that the carrier had knowledge of the fact that the meat was 
fresh and that the weight supplied by the shipper was on the 
basis of net rather than gross weight. 
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LOANS TO RAILROADS 


On a finding that the Pittsburgh & West Virginia Railway 
Co. is not in need of financial reorganization in the public 
interest at this time, the Commission, by division 4, in a fifth 
supplemental report in Finance No. 9174, Pittsburgh & West 
Virginia reconstruction loan, embracing also Finance 10661, 
Pittsburgh & West Virginia reconstruction loan, has extended 
the time of payment for a period ending not later than Decem- 
ber 31, 1938, of loans by the Reconstruction Finance Corpora- 
tion to the P. & W. Va. in the amount of $3,725,207, which 
matured December 31, 1937. The approval is subject to the 
condition that loans to the applicant from banks shall be 
extended to dates not earlier than the extended maturity of 
the RFC loans. The report stated that the total of applicant’s 
loans and bills payable as of September 30, 1937, was stated 
by the applicant as $1,067,499, of which $250,000 owed to a 
bank was due August 28, 1938, $340,000 owed to a bank was 
due January 19, 1939, $277,499 owed to the Railroad Credit 
Corporation was due November 28, 1937, and $200,000 owed 
to the Pennroad Corporation was due on demand. It said 
the Railroad Credit Corporation loan was to be extended to 
December 31, 1938. The report said that applicant’s net income 
for the first ten months of 1937 was $369,491, and applicant’s 
estimate for the entire year $363,885, as compared with 
$376,957 for 1936. 


On further consideration in Finance No. 10661, Pittsburgh 
& West Virginia reconstruction loan, embracing also Finance 
No. 9174, Pittsburgh & West Virginia reconstruction loan, 184 
I. C. C. 513, 189 I. C. C. 22, 207 I. C. C. 350 and 797, and 212 
I. C. C. 763, the Commission, by division 4, in a fifth report on 
further consideration has further modified orders of January 
9, 1935, March 22, 1935, May 8, 1936, and March 31, 1937, so 
as to permit the release and substitution of certain equipment 
under liens held by the RFC as part of the collateral for loans 
aggregating $3,725,207. This report is on an application of 
December 16, 1937, requesting the Commission’s approval of 
the release of the lien held by the RFC on 532 cars formerly 
owned by the West Side Belt Railroad Co., such lien being 
subordinate to the mortgages of that company. These cars, the 
report said, were retired and sold, although the release of the 
lien held by the RFC had not been obtained. In view of the 
sale of the cars the Commission said the indebtedness of the 
RFC should have additional collateral security. As modified, 
the Commission’s reports and orders provide that the appli- 
cant shall pledge in substitution for the cars that have been 
sold the applicant’s equity in 7 locomotives and 100 freight 
cars, the lien to be given on that equipment to be subordinate 
only to the equipment trusts on the locomotives and cars. 


Erie Bond Interest 


In connection with an announcement in New York that 
the Erie would not pay its bond interest due January 3, Chair- 
man Jones of the RFC made the following statement: 


Failure of the Erie Railroad Company to pay its bond interest 
of approximately $1,800,000 which matured today is due entirely to 
refusal by the Chesapeake & Ohio Railway Co. to assist the Erie by 
lending it securities to the value of 2,500,000 for deposit with the 
Reconstruction Finance Corporation to additionally secure a loan of 
$6,006,000 to the Erie which the Interstate Commerce Commission ap- 
proved upon the condition, and properly so, that because of the Chesa- 
peake & Ohio’s large ownership in the Erie, the C. & O. either guar- 
antee payment of the Erie loan or deposit collateral which, taken with 


the Erie collateral offered for the loan, would be acceptable to the RFC.., 


I have stated that the RFC was prepared to assist roads which 
find themselves short of cash, pending a decision by the Interstate 
Commerce Commission on the application for rate increases and a 
probable up-turn in traffic, my thought being that when the rate ques- 
tion has been decided we can all better determine the course to pursue 
with reference to those roads that are on the border line as to earning 
their charges. The Erie comes under this heading. It has earned its 
fixed charges for the period 1930 through 1937, but little more. 

When questioned at a recent press conference, President Roosevelt 
confirmed my statement and the situation so far as the RFC is con- 
cerned has not changed. 


It is well known that the Chesapeake & Ohio is easily able to 
assist the Erie in this small way, and its failure to do so brings into 
serious question its right to own control of the road. 

According to published reports the C. & O. has invested approxi- 
mately $45,000,000 in the capital stock of the Erie but is unwilling to 
lend it $2,500,000 or $3,000,000 in securities to protect its credit. This 
notwithstanding that in the 10-year period 1928 to 1937, inclusive, the 
C. & O. has paid dividends to its stockholders averaging more than 
$20,000,000 a year and had undistributed earnings in addition to these 
dividends, after all interest charges, of more than $10,000,000 a year 
during the same period. 

The chairman of the board of the Chesapeake & Ohio in a telegram 
to me declining to assist the Erie states that the board regards that its 
first and most important duty to the public and to its security holders 
is to maintain unimpaired the Chesapeake & Ohio’s resources, espe- 
cially in view of the uncertainties of business conditions and their rela- 
tion to the railroad situation. 
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During 1937 $29,000,000 cash dividends were paid by the Chesa- 
peake & Ohio, $13,000,000 of which was declared as late as November 
16. In addition to the cash dividends $15,000,000 in 4 per cent pre- 
ferred stock was declared in 1937. Probably if the directors of the 
C. & O. were as interested in protecting the Erie as they are the 
Alleghany Corporation, which receives a large part of the C. & O. 
dividends, their course might be different. 


The Erie filed a telegraphic request with the Commission 
asking that body to approve its application for a loan of 
$6,000,600 from the RFC without attaching the condition that 
the Chesapeake & Ohio assist it in the manner indicated by 
the Commission. 

President Denney of the Erie, January 4, made an effort 
at the RFC to remove obstacles in the way of that road obtain- 
ing the loan. 

President Roosevelt said at his press conference January 4 
that he agreed with the views expressed by Chairman Jones 
of the RFC in his statement on the Erie loan situation. 

Chairman Jones, of the RFC, said he had heard nothing 
further with respect to the Erie loan situation and regarded 
the matter as a closed incident. 


B. & O. Loan Approved 


Chairman Jones of the RFC made public a letter under 
date of January 5 to President Willard, of the B. & O., stating 
that, subject to prior approval of the Commission, the RFC 
would lend the B. & O. up to $6,000,000 for its current needs on 
collateral now held and such additional collateral “as we have 
discussed and which may be required by the I. C. C.” He said 
the RFC also would provide for the $2,223,000 of equipment 
trust certificates maturing February 1 and March 1. 

The letter referred to the application of the B. & O. for 
a loan of $8,233,000 of which $6,000,000 would be used for 
maintenance and purchase of equipment and $2,233,000 for the 
equipment trust maturities (see Traffic World, Jan. 1, p. 16). 

The Commission, by division 4, approved the application 
of the Baltimore and Ohio for a loan of $8,233,000. 


STEEL COMPANY RAIL MERGER 


Merger of railroads, subsidiaries of the United States Steel 
Corporation, is approved and authorized by the Commission, 
division 4, in Finance No. 11763, Duluth & Iron Range Rail 
Road Co. et al. control, embracing also Finance No. 11780, 
Duluth, Missabe & Iron Range Railway Co. bonds and assump- 
tion of obligation and liability. Lines of the applicant and 
lessor companies form through rates from the Mesabi and 
Vermilion iron ranges of northeastern Minnesota to the Lake 
Superior ports of Duluth and Two Harbors, Minn., and Supe- 
rior, Wis. In general, said the report, the lines formerly 
owned by the old Missabe Railroad extend northwest from 
Duluth and serve the western part of the Mesabi range. The 
Iron Range, the report says, owns a line extending eastward 
from Duluth to Two Harbors and thence north, across the 
Mesabi Range, to the Vermilion, and lines branching westward 
along the Mesabi range to connections with the lines now 
owned by the applicant. The merger was proposed with a 
view to more economical operation. 

A motion to dismiss, made by the Attorney General of 
Minnesota, was denied. Minnesota feared that its revenues 
would be lessened by a reduction of taxes payable by the 
applicant, that the state would or might be adversely affected 
by lessened jurisdiction over lines located wholly within its 
borders in the development of the substantial ore bodies owned 
by the state, or in other ways which could not now be foreseen, 
and that the applicant was operating in violation of section 
1(8) of the act, commonly known as the commodities clause. 

With respect to the tax issue, the Commission said, the 
record showed that the applicant’s amenability of state income- 
tax provisions was being tested in the courts. It did not defi- 
nitely appear, said the report, that the proposals herein would 
affect the calculation of such a tax if the litigation terminated 
in favor of the state’s contention. In any case, said the Com- 
mission, it thought that this tax question was not germane to 
the test of public interest prescribed in section 5(4), of the 
interstate commerce act as that term had been construed by 
the supreme court in New York Central Securities Corpora- 
tion vs. United States, 287 U. S. 12; and State of Texas vs. 
United States, 292 U. S. 522. 

Railroad brotherhoods also objected to the merger on ac- 
count of apprehension by them that there might be unemploy- 
ment of members because there had been, as they thought, 
no specific assumption by the old Missabe, as lessee of the 
Iron Range, or by the applicant, of contracts between employes 
and predecessor companies. That objection was parece. said 
the report, by the execution of agreements between the appli- 
cant and the labor organizations providing that the old con- 
tracts were effective and binding on the parties in accordance 
with the terms and conditions. 
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The merger was represented as another step in the unifi- 
cation of the properties of the steel corporation in accordance 
with the consolidation plan promulgated by the Commission in 
159 I. C. C. 522. The merger is to take the place of leasing 
arrangements under which the properties are operated at 
present. The report approves and authorizes acquisition by the 
Duluth, Missabe & Iron Range Railway Co. of control of the 
Duluth & Iron Range Rail Road Co., and the Interstate Trans- 
fer Railway Co., by purchase of stock. It grants authority to 
the Duluth, Missabe & Iron Range to issue not exceeding 
$30,000,000 of first-mortgage 342 per cent bonds, and to assume 
obligation and liability in respect of $8,151,000 of first mort- 
gage bonds of the Duluth & Iron Range and $1,000,000 of first 
mortgage 5 per cent gold bonds of the Interstate Transfer 
Railway; $20,000,000 of the 3% per cent bonds to be exchanged 
for all the outstanding capital stock of the Duluth & Iron 
Range and of the Interstate Transfer Railway and the sale of 
the remaining $10,000,000 of such bonds at not less than par 
and the proceeds to be used to pay and redeem, in part, the 
outstanding bonds of those companies and of the Spirit Lake 
Transfer Railway Co. 

The present proposals, the report said, were intended as 
a further step toward unification, for ownership, of railroad 
properties in the iron ore country that have been thus unified 
as to management and operation since 1930. The Iron Range, 
the report said, owned certain non-carrier lands. It was testi- 
fied that as soon as an election could be made among several 
alternative methods of proceeding, application would be made 
for authority for the applicant to acquire at least the railroad 
properties of both lessor companies. 


M. P. REORGANIZATION 


The Commission, by division 4, in Finance No. 9918, Mis- 
souri Pacific Railroad Co., reorganization, on further considera- 
tion of the petition of the “independent committee” for Mis- 
souri Pacific bondholders for leave to intervene in the reor- 
ganization proceeding has denied that application. The pre- 
siding commissioner at a hearing on September 27, 1937, in this 
proceeding, denied the petition of the committee to intervene. 
The petitioner requested further consideration and the matter 
was argued November 19, 1937. 

The committee is composed of Charles A. Beard, Mathew 
Josephson and James B. Murray. The petition, the report 
said, did not contain a statement of the manner of the organi- 
zation of the committee, or the amounts, the issue, or the 
owners of the Missouri Pacific bonds represented. At the 
hearing counsel for the petitioning committee, according to 
the report, stated that two of the members of the committee, 
Beard and Josephson, owned bonds of the Missouri Pacific 
which they had acquired a substantial length of time prior to 
the bankruptcy of the debtors. 

The debtors and others protested the intervention on the 
ground that the committee was not an interested party within 
the meaning of section 77 of the bankruptcy act, since it had 
not shown that it had authority to represent any holders of 
the debtor’s securities. 

Under the ruling of the presiding Commissioner, the report 
said, Beard and Josephson would be permitted to intervene if 
they sought to do so as individual creditors and not as mem- 
bers of a committee. If Beard and Josephson were now seek- 
ing to intervene as individual creditors or as a group of two 
bona fide holders of securities of the debtor proposing to repre- 
sent only their own interests and not those of other security 
holders, the Commission said it should be disposed to grant 
such application. : 

Dissenting, Commissioner Mahaffie said that Beard and 
Josephson, as creditors, were entitled to intervene and to be 
heard, and that the majority so held. It seemed to him of no 
importance, said he, that they and another had chosen to call 
themselves a committee and to combine their representation. 
The fact that the committee had not as yet solicited authori- 
zation to represent others, had, as he saw it, no significance 
so far as this application was concerned. 


SOUTHERN RAILWAY ABANDONMENT 

Examiner W. J. Schutrumpf, in Finance No. 10896, South- 
ern Railway Co. abandonment, has recommended that the 
Commission permit the Southern Railway to abandon a little 
more than forty miles of its Atlanta-Fort Valley line extend- 
ing from near Roseland to Williamson, Ga. This is a supple- 
mental report. The Georgia commission, supporting protests 
against abandonment, recommended that the petition be denied. 

In a report dated May 29, 1936, 212 I. C. C., the Commis- 
sion, by division 4, held that a further test of operation of the 
line involved for one year should be made, and that if at the 
end of that period the applicant renewed its request by a sup- 
plemental application, the proceeding would be reconsidered 
in the light of the conditions then existing. A supplemental 
application was filed in July, 1937. 
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The record still supported the conclusion stated in the 
former report that the operation of the line was resulting in 
a substantial loss to the applicant, said the examiner. Its 
total revenue from freight to and from points on the line, he 
said, was but $3,500 more in 1936 than in 1935, and $2,700 more 
than in 1934. These increases, he said, were not sufficient to 
warrant continued operation of the line. Nor did it appear, 
said he, that the traffic which might be expected in the future 
was of sufficient magnitude to warrant a further postpone- 
ment of abandonment. 


B. & M. BONDS 

The Commission, division 4, has dismissed, at the appli- 
cant’s request, a petition filed by the Boston & Maine in 
Finance Nos. 9484, 9730, 11146 and 11165, Boston & Maine 
bonds. In that petition the railroad asked the Commission to 
modify orders so as to permit it to pledge and repledge 
$1,000,000 of its series LL bonds and $600,000 of its series MM 
bonds as part of the collateral security for any notes that 
might be issued by it to the RFC. The dismissal was based 
on a letter written by the Boston & Maine saying it wished 
to withdraw the petition. 


ALABAMA COMPLAINT HEARING 


The Commission has set No. 27746, State of Alabama et 
al. vs. New York Central et al. for hearing, March 28, before 
Commissioner Lee and Examiner Mattingly at the Thomas 
Jefferson Hotel, Birmingham, Ala., at 2 p. m. That is the 
complaint filed at the instigation of the governors of nine south- 
ern states with a view to obtaining a better basis of rates for 
southern products into northern and eastern territory. The 
matter was set originally for hearing November 10, 1937, at 
Birmingham. That hearing, however, was canceled on account 
of the inability of the parties to be prepared at that time for 
going forward with the matter. Initiation and conduct of Ex 
Parte 123, the pending general advanced rate case, made it 
inconvenient, it is understood, for the Commsision to set the 
matter for hearing earlier than the end of March. 


MILWAUKEE ABANDONMENT 


Abandonment of the branch of the Chicago, Milwaukee, 
St. Paul & Pacific along the Turkey and Volga Rivers between 
Turkey River Junction and West Union, Ia., has been author- 
ized by the Commission, division 4, in Finance No. 11533, 
Chicago, Milwaukee, St. Paul & Pacific Co. trustee’ abandon- 
ment. The branch is about 58 miles long. Local communities 
and Iowa state authorities opposed abandonment of railroad 
service in an area estimated to contain a population in excess 
of 10,000, in which, according to the report, many trucks 
operate. The applicants estimated a net railway operating 
income deficit of $218,657 in the five years, 1932-1936. The 
applicants estimated the net salvage value at between $150,000 
and $160,000. Railroad counsel argued, said the report, that 
it would take additional traffic of more than $100,000 a year 
to enable the trustees to operate the branch without loss and 
said that the record was entirely silent as to where that amount 
of traffic might be obtained. 


POCAHONTAS ROADS’ EARNINGS 


As part of their testimony in support of a prayer for lower 
rates on coal from West Virginia and eastern Kentucky mines 
to Virginia Tidewater points for carriage beyond, the com- 
plainants in No. 27669, Property Owners’ Committee et al. 
vs. Chesapeake & Ohio et al., submitted figures showing what 
they claimed were the very high earnings of the Pocahontas 
lines. The case was heard by Examiner Trezise. The figures 
were submitted by Henry J. Saunders, consulting engineer and 
statistical analyist. In one of his exhibits he showed what 
he called excess profits on tidewater coal over operating ex- 
penses, plus taxes, joint facility rents and a fair return on the 
property of the Pocahontas lines of $18,223,335 in 1936. He 
calculated the fair return at 5.75 per cent. The excess profits 
of the Chesapeake & Ohio, his exhibits showed, were $8,994,896; 
of the Norfolk & Western, $6,494,709; and of the Virginian, 
$2,733,730. 

Mr. Saunders, using the Commission’s valuation of the 
three lines mentioned, brought down to date, calculated the 
return of the three railroads in 1936 at 11.56 per cent for the 
Chesapeake & Ohio; 7.96 for the Norfolk & Western; and 8.93 
for the Virginian. 


GRAIN HEARING POSTPONED 


The Commission has postponed the hearing at Dallas, Tex., 
in No. 17000, part 7-A, southeastern grain, and I. and S. No. 
4208, grain to, from and between points in southern territory, 
and related cases, from January 12 to January 19. The hear- 
ing is to be held by Examiners Mackley and Hall. 
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POWER REVERSE GEAR CASE 
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With a view to lightening their financial burden at this 
time, Class I railroads have asked the Commission to modify 
its order in No. 24050, A. Johnston, Grand Chief Engineer of 
the Brotherhood of Locomotive Engineers, et al. vs. A. C. L. 
et al., the power reverse gear case. They ask that the order 
be changed so that they will be required to install such gear 
when Class 1 or 2 repairs are made on locomotives instead 
of when, as the order requires, class 3 repairs are being made. 

The Class I carriers in asking for modification of the Com- 
mission’s order in the power reverse gears case, called atten- 
tion to the fact that prior to the entry of the Commission’s 
order the complaining brotherhood officials and the railroads 
entered into an agreement providing for the installation of 
power reverse gears on locomotives when shopped for class 1 
or 2 repairs, all installations however to be made not later 
than January 1, 1942, unless agreed otherwise between the man- 
agement and the general committees of the brotherhood. 

The petitioning railroads called attention particularly at 
this time, said they, to their serious financial condition which, 
in the main, reached its critical stage since the date that order 
was entered. In fact the petition says: 


In the last few months as the Commission knows, there has been 
a very severe decline in railroad revenues, attributable to a marked 
recession in business. Due to this fact and the increase in the cost 
of materials and supplies, to the recent advance in the wage scale, 
and to increases in taxes attributable to the social security act and 
the railroad retirement act, the net railway operating income of the 
railroads has been decreased to an alarming extent. While it is true 
that in the early part of the year 1937 there was an increase in freight 
traffic in a way that seemed to be encouraging, yet, as is well known, 
the last four months of the year have shown a steady decline in traffic 
and in revenue. Indeed, the month of November shows that net rail- 
way operating income has declined by as much as 55 per cent, in 
comparison with the same figure for the same period of 1936. The 
Commission is familiar with the evidence which has been offered in 
the record in connection with Ex Parte 123, showing the urgent need 
of the carriers for increased revenue. It is obvious that the year 
1938 will be a critical one in the history of the railroads and it is highly 
important that no expenses should unnecessarily be placed upon the 
earriers at this particular time. Many important carriers are now in 
a condition of distress. The effect of an order which would require 
the installation of power reverse gear whenever a locomotive is shopped 
for class 3 repairs is greatly to accelerate the expenditure for this 
purpose. We submit respectfully that the public interest will be ade- 
cuately taken care of if the order of the Commission conforms to the 
agreement of the parties, so that the installation of this apparatus 


will not be required unless the locomotives are shopped for class 1 
and 2 repairs. 


SOO LINE REORGANIZATION 


The Commission has docketed in Finance No. 11897, the 
petition of the Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Co., filed in the federal court for the district of Minnesota, 
fourth division, for reorganization under section 77 of the 
federal bankruptcy act. 

The carrier said that it had outstanding obligations which 
were now due and payable in excess of $32,000,000, including 
audited vouchers in the approximate amount of $1,250,000, a 
note to the Reconstruction Finance Corporation in the amount 
of $1,162,245.50, three notes to the Railroad Credit Corpora- 
tion aggregating $572,833.02, and advances from the Canadian 
Pacific Railway Co., totaling $29,158,345.25. It said it was with- 
out funds to pay and discharge these obligations and had no 
means of borrowing or otherwise procuring such funds. It 
said it had further obligations which would mature on or before 
March 1, 1938, in excess of $13,000,000, including a note to the 
RFC for $5,000,000, $5,000,000 of two year notes now in the 
hands of the public, interest on the aforesaid notes in the 
amount of approximately $225,000, interest on its outstanding 
mortgage bonds of $1,960,995, and equipment obligations and 
taxes approximating $600,000. 

There would become due on July 1, 1938, $71,147,000 of 
first consolidated 5 per cent mortgage bonds, dated June 18, 
1888, according to the petitioner. It said it was unable to 
meet its debts as they would mature and desired to effect a 
plan of reorganization under section 77. 


ST. P. B. & T. ACQUISITION 


With Commissioner Mahaffie dissenting, the Commission, 
by division 4, in Finance No. 11743, St. Paul Bridge & Terminal 
Railway Co. acquisition, has issued a certificate authorizing 
acquisition by the St. Paul Bridge & Terminal Railway Co., of 
the railroad properties of the St. Paul Union Stockyards Co. 
The pronerty acquired consists of 2.98 miles of main track and 
31.96 miles of yard and other tracks in South St. Paul, Minn. 
The applicant is a wholly owned subsidiary of the stockyards 
company. It operated the railroad properties under lease for 
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many years. Since July 1, 1934, the properties owned by the 
applicant and those leased by it from the stockyard company 
have been operated by the Chicago Great Western under au- 
thorization from the Commission. The consideration was $1,- 
149,286.94 and the arrangement for the transfer was made 
June 16, 1935. 

Commissioner Mahaffie, in his dissent, said that if the Com- 
mission’s authority was necessary it should have been sought 
before the transaction was completed. The applicant, he said, 
apparently was satisfied that it proceeded lawfully. Whether 
it was right or wrong in that position, he said the applicatior 
presented a moot case, and as such, should be dismissed. 





ROCK ISLAND REORGANIZATION 


In overruling the motion for separate reorganization of 
the Rock Island, Arkansas & Louisiana in Finance No. 10028, 
C. R. I. & P. reorganization, made by the bondholders’ com- 
mittee of that railroad and the Louisiana & Arkansas, the 
Commission said that until the record on the reorganization 
plan for the Rock Island was closed it could not properly de- 
termine whether public interest required the continued use of 
the R. I. A. & L. by the Rock Island system or would permit 
separation for operation by the Louisiana & Arkansas. (See 
Traffic World, January 1). 

The Commission said that it could not now decide that 
question without, in effect, deciding on an open and incomplete 
record, that a plan which was compatible with the public in- 
terest could be approved for the Rock Island system without 
providing for inclusion therein of the R. I. A. & L., referred 
to in the report as the Louisiana company. The decision 
against separate reorganization at this time was made by the 
Commission, division 4, in the proceeding created when, in 
July, 1936 the Rock Island and a committee of bondholders 
of the Louisiana company filed plans for reorganization. The 
Rock Island plan called for reorganization of the Rock Island 
system, including the Rock Island, Arkansas & Louisiana, the 
stock of which was owned by the Rock Island, as an integral 
part of the system. The plan of the bondholders’ committee 
called for reorganization of the subsidiary, independent of the 
parent company, and transfer of the subsidiary to the Louisiana 
& Arkansas in accordance with the acquisition petition filed 
by the last mentioned, in Finance No. 11,531. 


NEW HAVEN ABANDONMENT 


The Commission, by division 4, in Finance No. 11582, 
Hartford & Connecticut Western Railroad Co. et al. trustees’ 
abandonment, has authorized the trustees of the Hartford & 
Connecticut Western, who are also trustees of the New York, 
New Haven & Hartford, to abandon part of the line from a 
point near Winsted to a point near East Canaan, Conn., a dis- 
tance of approximately 15.12 miles, and operation by the New 
Haven of part of the line between East Canaan and a point 
near Norfolk, Conn., a distance of a little more than eight 
miles. These abandonments, according to the report, are part 
of the plan made by the New Haven for abandonment of about 
15 per cent of its mileage, the total marked for abandonment 
being about 312.43 miles. The trustees asserted that the rev- 
enues were not sufficient to cover the cost of operation, the 
net railway operating income of these parts of the New Haven 
being stated as a deficit of $2,874 in the five years 1932-1936. 
Two members of the Connecticut commission who sat with 
the Commission’s examiner at the hearing recommended denial 
of that part of the application pertaining to the line between 
East Canaan and Norfolk. Ski trains have been operated into 
the territory in the past few years but the report said it was 


not believed that additional revenue from such trains would 
be great. 


NEW HAVEN REORGANIZATION 


The Hartford & Connecticut Western Railroad Co., a part 
of the New Haven system, has filed, in Finance No. 10992, New 
York, New Haven & Hartford Railroad Co., reorganization, a 
plan for the distribution of securities of the proposed reor- 
ganized New Haven so far as the New Haven plan pertains 
to the Hartford & Connecticut Western. This plan contem- 
plates, as does the New Haven plan, that all properties, assets 
and franchises of the Hartford & Connecticut Western will be 
conveyed and transferred to the reorganized New Haven and 
that in due time the Hartford & Connecticut Western, after 
having so conveyed its properties and after having ceased to 
do business, will close up its affairs, terminate its corporate 
existence, and its stock and evidences will be surrendered and 
canceled. 

This Hartford & Connecticut Western plan, says the docu- 
ment, does not accept the conisderation to be received under 
the New Haven plan by the minority stockholders as sellers 
of an equity in the properties, assets and franchises to be 











PAGE 68 





transferred to the New Haven. This plan proposes that in 
lieu of an exchange of one share of new common stock of the 
reorganized principal debtor for three shares of stock of the 
Connecticut Western, proposed in the New Haven plan, the 
stockholders of the Connecticut Western other than the prin- 
cipal debtor shall receive one share of new first preferred stock 
as provided in the New Haven plan for three shars of Con- 
necticut Western stock. The minority stockholders of the Con- 
necticut Western, as sellers of an equity in terminal properties 
and trackage which are deemed to be of distinct advantage 
to the system of the principal debtor, says the plan, should 
receive, in fairness and equity, a type of security having a 
clear preference and priority over the new common stock and 
affording at least some reasonable prospects of return thereon. 

The Connecticut Western plan proposes either adjudication 
of its unsecured claim against the New Haven or compromise 
with the approval of the court having jurisdiction and that the 
stockholders of the Connecticut Western, other than the New 
Haven, shall receive their pro rata share of the amount at 
which the claim is allowed, or at which it is compromised with 
such approval, in new second preferred stock to be issued by 
the reorganized New Haven. 


LOWER SUGAR BASIS ENJOINED 


A three-judge federal court for the northern district of 
New York, in Baltimore & Ohio et al. vs. United States, has 
held valid the Commission’s orders in I. and S. No. 4096, 
Sugar from Gulf Coast Port Groups to Northern Points, and 
formal complaints joined with it, 220 I. C. C. 623. The opinion 
of the court was written by Judge Learned Hand. The ulti- 
mate ground of the court’s holding, in the view of the Com- 
mission men who have been dealing with the matter, seems 
to be insufficiency of the Commission’s findings. 

The Commission prescribed lower rates on sugar for the 
future than had been proposed by the carriers, for application 
from southern territory to official territory points. The car- 
riers contended, said Judge Hand, the Commission prescribed 
the new rates only to meet barge-rail and barge-truck competi- 
tion, having found the “suspended rates” “reasonable,” if that 
factor were eliminated. The United States denied that the 
Commission made that factor determinative. It said that the 
court had before it merely the ordinary case of fixing a rea- 
sonable rate, and that the court need not look beyond the 
finding of that effect. In part Judge Hand said: 

: ~ al 


“It is entirely plain, however, that this is not true. The Com- 
mission, again, and again, referred to the reduction as necessary to 
move the traffic, and plainly based its action upon its power to make 
that the controlling factor. Its use, as standards, of other sugar rates, 
“‘determined mainly by carrier competition,’’ confirms this; such rates 
‘are not proper standards unless the movement of traffic should be 
considered. . . . Perhaps, the power does in fact exist to make compe- 
tition control in a proper instance; if it does, it is a corollary of sec- 
tion 15 (a) (2) which directs the Commission to consider whether 
rates will move the traffic and the carriers’ need of enough revenue 
to provide adequate service. In the exercise of that power possibly 
a rate may be lawfully reduced below what would otherwise be in- 
herently reasonable, when the reduction results in a substantial profit 
which will strengthen the general resources of the carrier and so 
enable it to render better and cheaper public service. The decision 
of the carrier to abandon the traffic which it might secure by means 
of the reduction, would not in this view be conclusive, as it was be- 
fore 1920. If that power exists, its exercise depends upon a good 
many other variables than those relevant merely to fixing the usual 
reasonable rate. A ‘‘reasonable’’ rate in that sense must indeed be 
first determined; but that inquiry cannot stop there; the Commission 
must go on to consider how much new traffic the reduction will move, 
what will be the profit on it, and how it will affect the other traffic 
upon the carrier’s lines. Perhaps it must also consider the effect of 
the reduction upon the traffic of connecting carriers, for section 15 
(a) (2) may mean to bring into hotch-pot their interests as well as 
those of the carrier directly affected. We do not suggest the answer 
to these questions, except to say that if the power exists, such answers 
there must be, at least to what touches the carrier directly affected. 
In the case at bar the new movement of sugar induced by the re- 
duced rates may be assumed not to change the consumption of sugar 
in ‘destination territory’; it might, but probably it would not. 

If not, whatever moved by all-rail routes from the south would 
cut off a corresponding movement either by barge-rail or barge-truck 
from the south, or through the Lakes, or by all-rail from the east. The 
eastern carriers would not of course suffer by any losses of the water 
carriers, but so far as the all-rail movement from the east decreased, 
it would directly cut into their revenues, because their haul from the 
east is much longer than as connecting carriers. Presumably they 
would not therefore make up by any joint traffic from the south for 
what they would lose from the east. Again, assuming that it is proper 
to look to the effect upon the revenues of other carriers than those 
whose rates are reduced, the loss of the all-rail eastern carriers and 
that of the barge-rail and barge-truck carriers would have to be 
balanced against the gain of both eastern carriers and southern car- 
riers by their new joint all-rail traffic from the south. This serves to 
indicate the complexity of the problem, once it be conceded that rates 
may be fixed with an eye, not alone to their reasonableness considered 
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by itself—a sufficiently manifold question in itself—but to the possi- 
bility that though reduced below what would otherwise be reasonable, 
they will still bring additional revenue which will strengthen the 
carrier concerned, or that carrier and others as well. Hidden within 
a finding of ‘‘reasonableness’’ were answers to these questions. 

We do not think that the bare finding can be made to do so much 
duty. The purpose of findings in such cases is to enable the courts 
to discharge their proper function, which is to make sure that the 
Commission in the discharge of its highly specialized and technical 
duties, has followed the statute. We have no competence to review 
their conclusions upon questions of rate making, so far as they in- 
volve matters peculiar to transportation; it is to the last degree 
desirable that we should not concern ourselves with them, as the 
Supreme Court has said again and again; and we cannot so confine 
ourselves, when the findings are equivocal. It is true that a finding 
in the ordinary case that a rate is reasonable may conceal interpre- 
tations of law which it will be hard to detect, but there must be 
some compromise as to the statement of details. That does not excuse 
the absence here of some statement as to the other constitutive facts 


necessary before a “‘reasonable’’ rate can be disregarded and a lower 
one substituted. 


I. C. C. SAFETY SERVICES 


The Commission has made public the report of the direc- 
tor of the Bureau of Safety, and the report of the chief inspec- 
tor of the Bureau of Locomotive Inspection, for the fiscal year 
ended June 30, 1937. 

W. J. Patterson, director of the Bureau of Safety, in his 
report reviewed the results of inspection of safety-appliance 
equipment on railroads, and submitted information concern- 
ing the hours of service records of railroad employes, instal- 
lations of signals and automatic train-control devices, and 
investigation of railroad accidents. 

Among other recommendations for improving safety of 
locomotive service, John M. Hall, chief inspector of the Bureau 
of Locomotive Inspection, said installation of safety glass 
should be made mandatory in all front cab doors and windows 
and in all cab storm windows. 


EXPERIMENTAL TANK CARS 


The Commission, in a supplemental report written by Com- 
missioner McManamy in No. 3666, regulations for transporta- 
tion of explosives and other dangerous articles, has authorized 
the construction for experimental service of 156 tank car tanks 
fabricated by the fusion-welding process. Five are to be built 
by the General American Transportation Corporation of I. C. C. 
specification 103 type, nickel-clad, for caustic soda solution. 
Twelve are to be built by E. I. du Pont de Nemours & Co. of 
I. C. C. specification 103-C type, of chromium steel, for nitric 
acid. Twenty-five are to be built by the General American 
Transportation Corporation and fourteen by the American Car 
and Foundry Co. under I. C. C. specification 105A300 type for 
anhydrous ammonia. One hundred tank cars of I. C. C. speci- 
fication 105A400 type are to be built by Union Tank Car Co. 
for the transportation of petroleum products. 


CONTAINER COMBINATION ALLEGED 


The Federal Trade Commission had issued a complaint 
against Standard Container Manufacturers’ Association, Inc., 
Jacksonville, Fla., a trade association, and 25 member com- 
panies manufacturing wooden containers for fruits and vege- 
tables, charging combinations and agreements in restraint of 
trade through the fixing of uniform prices, terms and dis- 
counts for their products, and other practices. 

Selling and distributing their products to fruit and vege- 
table producers in an area comprising the southeastern section 
of the United States, including the states of Florida, Georgia, 
North and South Carolina, Virginia and New Jersey, the re- 
spondent members are said to dominate their industry and 
control its practices in that area and to produce substantially 
all the wooden fruit and vegetable containers made therein. 
These members are said to be particularly influential in 
Georgia and Florida. 

Under certain agreements and understandings made on 
and after July 15, 1935, the respondents are alleged to have 
fixed and maintained uniform prices, minimum prices and uni- 
form terms and conditions in the sale of such fruit and vege- 
table containers and the parts thereof. The uniform terms and 
conditions allegedly were fixed and maintained to include, with- 
out limitation, maximum discounts, brokerage fees, freight and 
other allowances, and time limitations of contracts. 


N. Y. S. & W. REORGANIZATION 


The appointment of Walter Kidde as sole trustee of the 
New York, Susquehanna & Western Railroad Co., has been 
ratified by the Commission, division 4, by an order in Finance 
No. 11681. Hudson J. Bordwell and Mr. Kidde were appointed 
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trustees of the property June 29, 1937. Mr. Bordwell died 
November 15, 1937, and Mr. Kidde was made sole trustee. 

The Commission, division 4, in Finance No. 11681, New 
York, Susquehanna & Western reorganization, on request of 
Walter Kidde, trustee of that carrier, has vacated and set aside 
its order of September 17, 1937, fixing the compensation of Mr. 
Kidde at $6,000 a year. In that order the Commission ap- 
proved $10,000 a year as compensation for Hudson J. Bordwell, 
as trustee. Mr. Bordwell has since died and Mr. Kidde has 
been continued as sole trustee. Judge Clark, of the court 
which has charge of the reorganization proceeding, has sug- 
gested to the Commission that the order of September 17 be 
modified so as to permit approving maximum reasonable com- 
pensation for Mr. Kidde at a later stage of the proceeding 
when the value thereof can be better appraised. 

In that same proceeding the Commission has vacated its 
order of October 22, 1937, so far as it approved $6,000 a year 
as the compensation to be paid to Ralph E. Lum as counsel 
for the trustees. Judge Clark made the same recommendation 
with regard to Mr. Lum as he did with regard to Mr. Kidde. 


TERMINAL ALLOWANCES CASES 


The Supreme Court of the United States has denied the 
motion of the appellants to reverse, without briefs or argu- 
ments, the decrees of three judge courts in the eastern district 
of Louisiana and the southern district of Texas in the terminal 
allowance cases arising in those states under orders of the 
Commission to eliminate terminal or spotting allowances to 
industries. The motion was made by the government and the 
Commission. The Louisiana cases are No. 514, United States 
and Interstate Commerce Commission appellants, vs. Pan 
American Petroleum Corporation; Same vs. Colin C. Bell et al., 
trustees of the Celotex Co.; Same vs. Great Southern Lumber 
Co. et al.; and Same vs. Standard Oil Co. of Louisiana. The 
Texas cases are No. 530, United States and Interstate Com- 
merce Commission, appellants vs. Humble Oil & Refining Co.; 
Same vs. Magnolia Petroleum Co.; Same vs. The Texas Co. 
(Houston Plant); Same vs. Gulf Refining Co. and Same vs. 
Texas Co. (Port Arthur and Port Neches Plants). 

The government and the Commission asked that the de- 
crees of the federal courts in Louisiana and Texas be reversed 
on the ground that the identical questions were decided by the 
Supreme Court in United States vs. American Sheet and Tin 
Plate Co., and were presented in Goodman Lumber Co. vs. 
United States et al. and A. O. Smith Corporation vs. United 
States. The government and the Commission pointed out that 
the Supreme Court, on its own initiative and without awaiting 
briefs or oral arguments sustained the validity of two similar 
“car spotting” orders of the Commission by affirming decrees 
of the district court in Wisconsin on authority of the Amer- 
ican Sheet and Tin Plate Co. decision. 

The industries in Louisiana and Texas obtained decisions 
from the lower courts in their favor, the orders of the Com- 
mission being enjoined. In answer to the motion to reverse 
without briefs or arguments, the industries argued that their 
cases were substantially different from those disposed of by 
the court in its decision in United States vs. American Sheet 
& Tin Plate Co., 301 U. S. 402, and that that decision was 
not determinative of these cases. 





ROCK SALT CARGO DAMAGE 

The Supreme Court of the United States has denied a 
petition for a writ of certiorari to the U. S. Circuit Court of 
Appeals, second circuit, in No. 612, International Salt Co., Inc., 
petitioner, vs. Diamond P Transportation Co., involving an 
issue as to recovery for damages sustained by cargoes of rock 
salt on barges of the respondent between New York harbor 
and Carney’s Point, N. J. The petitioner said the question 
was whether respondent was liable as a carrier to petitioner 
for loss and damage due to unseaworthiness of respondent’s 
barges. The lower courts held respondent, as a sub carrier, 
was not liable as petitioner had contracted with the National 
Motorship Corporation for the transportation service. 


FALSE CLAIMS ALLEGED 

The Commission has been advised that a federal grand 
jury at Boston, Mass., has returned an indictment in three 
counts against Interstate Lumber Sales Co., Inc., and S. M. 
Silverstein accusing them of filing false claims on shipments 
of lumber in violation of section 10 of the interstate commerce 
act. The offenses charged involve claims for damage on ship- 
ments moving from California to New England points in 
which it was alleged that cinder dust had entered the cars and 
so damaged the lumber that it required refinishing. The gov- 


ernment charged that the actual damage was overstated several 
hundred dollars. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 





TRANSPORTATION OF LIVE STOCK 


(Supreme Court of Oklahoma.) The damage to live stock 
for delay in shipment is difference between market value of 
live stock in condition they were when delivered at destina- 
tion, and market value in condition they would have been in 
if delay had not occurred, rather than expense of reproducing 
weight lost, irrespective of whether cattle were intended to be 
immediately sold or to be kept for fattening. (Kurn vs. West- 
heimer & Daube, 73 Pac. Rep. (2d) 835.) 

Where damages were claimed from common carrier by 
shippers because of unnecessary loss of weight by cattle in 
transit due to carrier’s negligent delay, witnesses experienced 
in such matters may properly testify as to loss of weight of 
cattle and as to decrease of market value of cattle because 
of loss of weight.—Ibid. 

In action against railway by shippers for unnecessary loss 
of weight of cattle in transit, evidence as to amount of de- 
preciation in market value of cattle on arrival at destination 
was sufficient to give jury basis for awarding damages, in 
absence of proper objections to evidence.—Ibid. 

No error could be assigned to admission of evidence, where 
proper objections and exceptions were not saved, and similar 
evidence was admitted without objection and elicited on cross 
examination.—Ibid. 

Defendants could not complain on appeal of instruction 
given without exception saved thereto, on defendants’ erroneous 
theory of measure of damages, nor urge that verdict was con- 
trary to the instruction, where it was not in excess of damages 
shown by evidence.—Ibid. 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


(District Court, N. D. Indiana, South Bend Division.) A 
three-judge statutory court for cases brought to enjoin, set 
aside, annul, or suspend in whole or in part orders of Interstate 
Commerce Commission is court of limited jurisdiction (28 U. S. 
Cc. A., Sec. 41 (27, 28)). (Shannahan vs. United States, 20 
Fed. Supp. 1002.) 


The nature of action taken by Interstate Commerce Com- 
mission, and not name given to such action or to document 
evidencing such action by Commission, determines whether 
such action is a “finding,” a “report,” or an “order,” with re- 
spect to jurisdiction of three-judge court to deal therewith 
(28 U. S. C. A., Sec. 41 (27, 28)).—Ibid. 


A written report by Interstate Commerce Commission con- 
taining statement that “We find that” named railroad “is not 
a street, interurban, or suburban electric railway within the 
meaning of (Railway Labor Act) and it is therefore subject 
to the provisions of that act’”’ was a mere “finding” which might 
later be modified or withdrawn and upon which order might 
be made, and was not an “order,” so as to be subject to re- 
view by statutory three-judge court (28 U. S. C. A., Sec. 41 
(27, 28); Railway Labor Act, Sec. 1, par. 1, as amended, 45 
U. S. C. A., Sec. 151).—Ibid. 

The statutory three-judge court had no jurisidiction of 
proceeding to enjoin and annul mere finding of Interstate Com- 
merce Commission, and hence no jurisdiction to determine 
whether equitable cause of action was stated entitling plaintiff 
to relief in District Court (28 U. S. C. A., Sec. 41 (27, 28)).— 
Ibid. 





(Supreme Court of Iowa.) The obligation to pay freight 
charges on interstate shipments is contractual and carrier may 
recover only from one who is a party to the shipping contract, 
either as consignor, consignee, or the principal for whom the 
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consignor or consignee acts as agent unless there is an express 
promise to pay transportation charges. (Des Moines & Central 
ee R. R. vs. American Employers’ Ins. Co., 276 N. W. Rep. 

Carrier could not recover freight charges for interstate 
shipment of building materials used by defendant in erecting 
building in absence of allegation showing contractual obliga- 
tion on part of defendant to pay charges or that lien was 
waived at defendant’s request.—Ibid. 





(Court of Civil Appeals of Texas.) Under complaint 
charging that accused drove truck and trailer having load 
exceeding 7,000 pounds on certain state highway in certain 
county and outside limits of incorporated city or town, instruc- 
tion to convict on finding that accused drove truck in such 
county on ‘a public highway there situate,” carrying load ex- 
ceeding 7,000 pounds, was erroneous, since state was required 
to prove that truck was driven on particular highway described 
in complaint (Vernon’s Ann. P. C., art. 827a, Sec. 5). (Kitchen 
vs. State, 109 S. W. Rep. (2d) 1071.) 

Under complaint charging that accused drove truck and 
trailer having load exceeding 7,000 pounds on certain state 
highway in certain county and outside limits of incorporated 
city or town, state was required to prove that truck was driven 
on particular highway described in complaint (Vernon’s Ann. 
P. C., art. 827a, Sec. 5).—Ibid. 

In prosecution for violation of statute prohibiting opera- 
tion of truck on public highway outside limits of incorporated 
city or town with load exceeding 7,000 pounds, instruction to 
convict on finding that accused drove truck in county named 
in complaint on public highway there situate, carrying load 
exceeding 7,000 pounds, was erroneous, for failure to include 
requirement that truck be operated outside limits of incor- 
ay city or town (Vernon’s Ann. P. C., art. 827a, Sec. 5). 
—Ibid. 

Under complaint charging that accused drove truck and 
trailer having load exceeding 7,000 pounds on certain state 
highway in certain county and outside limits of incorporated 
city or town, instruction to convict on finding that accused 
drove truck in such county on “a public highway there situate,” 
carrying load exceeding 7,000 pounds, was reversable error, 
where testimony was meager as to whether accused traveled 
particular highway, specified in complaint in going from one 
city to another, between which several highways ran (Ver- 
non’s Ann, P. C., art. 827a, Sec. 5).—Ibid. 


TRANSPORTING FREIGHT “LABOR” 


In transporting freight a railroad furnishes “labor” within 
the meaning of provisions in a post office construction bond re- 
quiring the contractor to pay promptly for labor and materials 
used in the construction of the post office building and provid- 
ing for suit in the event of failure of the contractor to comply 
therewith, according to a decision of the Supreme Court of 
the United States delivered January 3 by Justice McReynolds 
in No. 41, Standard Accident Insurance Co., petitioner, vs. 
United States, for use and benefit of L. R. Powell and Henry 
W. Anderson, as receivers, etc. The decision of the United 
States Circuit Court of Appeals, fifth circuit, holding that the 
respondents, receivers for the Seaboard Air Line, were entitled 
to recover freight charges under the bond. 





Freight Passenger 
Year revenue revenue 
Eastern district—100% complete 
(Includes 53 out of 53 reporting carriers) 
EE EET ok hetnene chee wets adie k oes $102,656, 960 $18,895,767 
SE ci tcce REEVE RK SESS SOSE OES HSER Oe 124,544,130 18,555,021 
ee *17.6 1.8 
Pocahontas region—100% complete 
(Includes 4 out of 4 reporting carriers) 
ED NE ea ia ee Sse Week Wah Rie 5:6 bik ee m 18,046,635 600,452 
ee se ene eee 22,645,432 565,378 
PMCTORSE—-POT CONE occ vnvccsccscwcccss *20.3 6.2 
Southern region—100% complete 
(Includes 28 out of 28 reporting carriers) 
te cer tS OLLesGeck sc kG Sabie basse bes 33,925,901 3,696,526 
SD ows 6566 ckRsSES CADSR Aw edo caebas © 38,180,951 3,514,108 
Increase—per cent ..............02008: “11.1 5.2 
Western district—100% complete 
(Includes 56 out of 56 reporting carriers) 
SEP UE CECCESERG REE ote RS YES Shek en ves 104,039,076 10,125,114 
Pn Corti ives ec at es Mode wenan bane 112,715,794 9,447,364 
a °7.7 7.2 
United States—100% complete 
(Includes 141 out of 141 reporting carriers) 
SE GEN Ses CRESS S'SGGK SESS BAe eos ene 258,668,572 33,317,859 
PSCC ELEC CTs biG oe Ghee ons weenie eo ean 298,086,307 32,081,871 
PROPOR OO— DET OTE goon ccc cen siveens esis *13.2 3.9 


*Decrease. 
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Justice McReynolds said the petitioner was surety on a 
post office construction bond. The respondents, having trans- 
ported material for the structure, sued on the bond to recover 
freight charges and prevailed in both courts below. The lower 
courts held that respondents had furnished labor and material 
used in the construction of a public building. The correctness 
of that conclusion was the only question before the courts 
said the justice. 

The petitioner contended that freight could not be con- 
sidered as “labor or material” without doing violence to the 
words of the statute, and also that Congress did not intend to 
extend further protection to carriers who could enforce their 
lien for charges by retaining and selling the materials. 

“Certainly labor is required for loading freight on rail- 
road cars, moving these over the road, and unloading at des- 
tination,” said Justice McReynolds. “A carrier who has pro- 
cured the doing of all this in respect of material has ‘furnished 
labor.’ If a contractor had employed men to move the same 
kind of material in wheelbarrows, there could be no doubt that 
he furnished labor. In principle the mere use of cars and 
track and a longer haul creates no materially different situa- 
tion. 

“Nor do we find reason for excluding the carrier from the 
benefit of the bond because it might have enforced payment 
by withholding delivery. The words of the enactment are 
broad enough to include a carrier with a lien. Nothing in its 
purpose requires exclusion of a railroad. Refusal by the car- 
rier to deliver material until all charges were paid might seri- 


ously impede the progress of public works, possibly frustrate 
an important undertaking.” 


RAILROAD ANNUAL REPORTS 


The Commission, by division 4, has annulled its order of 
January 27, 1937, in the matter of annual reports from steam 
railway companies and switching and terminal companies of 
Class I and Class II. It has ordered that such reports for the 
year ending December 31, 1937, and for each succeeding year 
until further order, in accordance with annual report form A 
(large and medium steam roads and switching and terminal 
companies), which has been approved and made a part of this 
order, be filed in duplicate, in its Bureau of Statistics, on or 
before March 31, of the year following the one to which it 
relates. 


PWA AND TRANSPORTATION 


The Public Works Administration has announced that of 
more than one and a third billion man-hours of industrial em- 
ployment created in four years by the non-federal PWA pro- 
gram, 114,000,000 were in the field of transportation. The 
computations were made by the Bureau of Labor Statistics 
of the Department of Labor. Of PWA expenditures for ma- 
terials $90,032,332 went into transportation equipment, includ- 
ing land, water and air, according to the report. 


RAILROAD EARNINGS 


The Commission’s advance summary of revenues, expenses 
and net railway operating income, Class I steam railways, for 
November, 1937, compared with November, 1936, prepared by 
its Bureau of Statistics, follows: 


Railway Net railway operating income 

Total expenses 11 months 
operating taxes and ended with 
revenues rents November November 
$133,430.953 $123,070,975 $10,359,978 $238, 774,438 
156,329,995 127,296,742 29,033,253 261,693,144 
*14.6 *3.3 *64.3 *8.8 
19,437,949 12,786,827 6,651,122 79,396,089 
24,108,944 13,607,578 10,501,366 88,221,201 
*19.4 *6.0 *36.7 *10.0 
40,833,029 36,681,476 4,151,553 68,503,741 
45,065,415 35,912,947 9,152,468 71,492,005 
*9.4 2.1 *54.6 *4.2 
124,478,446 113,200,179 11,278,267 176,536,675 
132,901,210 109,211,775 23,689,435 175,262,279 
*6.3 3.7 *52.4 0.7 
318,180,377 285,739,457 32,440,920 563,210,943 
358,405,564 286,029,042 72,376,522 596,668,629 
*11.2 *0.1 *55.2 *5.6 
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Commission’s Annual Report 


Regulatory Body Tells Congress It Does Not Know of 
Important Accomplishments of Association of 
American Railroads—Asks Law Requiring 
Accurate Reports 


“Yet, if there have been important accomplishments by 
the association (Association of American Railroads) along these 
lines, they have not been brought to our attention.” 

The foregoing declaration is made by the Commission in 
its fifty-first annual report sent to Congress January 3. It 
covers the year ended October 31 unless otherwise noted. It 
was talking about greater economy in operation of railroads. 
It pointed out that an attempt was made in the emergency 
railroad transportation act, 1933, to bring about reductions in 
operating expense of railroads with the aid of an officer of 
the government, the Federal Coordinator of Transportation. 
Amendments to that act prior to its passage, the Commission 
said, interposed obstacles to the execution of that policy, and 
the portion of the act dealing with that matter was allowed 
to expire June 16, 1936. 

“An important reason, however, why it was allowed to 
expire was because the railroads had set up a new organiza- 
tion, the Association of American Railroads,” says the report, 
“with the object, among others of bringing about these econo- 
mies through voluntary action, and because the railroad man- 
agements and employes had agreed upon a plan for the rea- 
sonable protection of employes dismissed as the result of coor- 
dination projects.” 

J. J. Pelley, president of the Association of American 
Railroads, said he had no comment to make with respect to 
the Commission’s statement that, if the association had ac- 
complished anything in an important way with respect to 
coordination, it had not been brought to its attention. 


It was as a conclusion to that phase of a general discus- 
sion of the railroad problem that the Commission made its 
declaration that if there had been important accomplishments 
by the Association of American Railroads they had not been 
brought to its attention. This general discussion of the prob- 
lem of the railroads was made as part of a review of “railroad 
rate increases” which covered a restatement about General 
Commodity Rate Increases, 1937, 223 I. C. C. 657 and its 
predecessors pertaining to the so-called surcharges. 


In that discussion of the problem the Commission speaks 
about cost data in dealing with rates on non-competitive traffic 
of the railroads and asserts that conditions which exist call 
for a “realistic” approach to the financial reorganization of 
the railroads which are in bankruptcy or receivership. 


Rail Passes Waste 


In a recital of its activities the Commission said that the 
amount of money involved in free railway travel was sufficient 
to warrant careful study by the managements. On the subject 
it saie: 


For the year 1937 we required the large steam railways to make 
quarterly reports to show the number of free passes and free tickets 
issued to persons other than the employes of the reporting carrier, 
the number of such persons carried free, the extent of their travel 
measured in passenger-miles and the money value of such free trans- 
portation. The returns for two quarters are now available and they 
show that in the first 6 months of 1937 these railways carried free 
3,204,968 persons other than the employes of the reporting carrier, 
involving 601 million passenger-miles with an estimated value of 
$11,333,734. This is 5.36 per cent of the actual passenger revenue 
of the 6 months period. For certain individual railways the value 
of the free transportation reported was over 10 per cent of the actual 
revenue from their revenue passengers. It is not to be inferred that 
by discounting free passes to persons other than their own em- 
ployes railways as a whole could secure additional revenue equal to 
that given above, since some of the travel would not be undertaken 
if it had to be paid for, and furthermore, about 9/10 of the estimated 
value of the free transportation if paid for would represent payments 
by one company to another. However, the net effect on individual 
railways would vary since some are now giving more free service 
to other railways than they receive. It is obvious, that the amount 
of money involved in free railway travel is sufficient to warrant care- 
ful study by the managements. 


Rail Problem Not Simple 


Picking up the railroad problem with a recital of pro- 
posals and their disposition in General Commodity Rate In- 
creases, 1937, supra, and leading into the pending advanced 
rate case the Commission said: 


Except for the proposals with respect to transcontinental and 
Mountain-Pacific rates, the record on which our decision was based 
was closed on June 21, 1937. Subsequent thereto and prior to our 
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decision, the railroads entered into agreements with large groups of 
their employes to raise wages, and these increased wages have since 
become effective. It has been estimated that the increases will aggre- 
gate as much as $135,000,000 per year. As a result of these and other 
circumstances, the railroads have taken steps to seek our approval of 
further and large increases in rates, fares, and charges of widespread 
character. 

Without indicating any attitude in regard to these further pro- 
posals to increase rates, as to which we have an entirely open mind, 
the situation presented is one which we feel calls for some comment 
in this report. It will be generally agreed, not only that the railroads 
are constitutionally entitled to an opportunity to earn a _ reason- 
abe return on the fair value of their carrier properties, but also 
that it is imperative that they be able, in general, to earn such a 
return under what may be called normal conditions, if the system 
of private ownership of railroads is to function at all satisfactorily. 
It will also be agreed, although perhaps not so generally, that if a 
reasonable return cannot be earned in times of depression, the rail- 
roads should have a somewhat corresponding opportunity to earn 
more than a reasonable return in times of prosperity, so that the 
average may be fair. 

Starting with these propositions, many jump to the conclusion 
that to make them effective all that is needed is for the railroads to 
propose and for us to approve rates, fares, and charges on an adequate 
level. Those who are most closely in touch with the practical aspects 
of the situation, like the active traffic officers of the railroads and of 
the large shipping industries, know that the problem is not so easily 
solved; but it is an idea which appears to have found root and to 
flourish in the minds of many owners of railroad securities and others 
who are not so well informed. 

Transportation has never been a complete monopolistic industry in 
this country, except in spots, but in recent years the element of com- 
petition has grown by leaps and bounds. The rapid development of 
transportation by highway, water, air, and pipe line is a common- 
place and requires no elaboration. Practically all of the transporta- 
tion of passengers by rail is now subject to intense competition from 
other forms of transportation, and the same is true of much of the 
freight traffic. The railroads have felt this competition severely. 
As shown in our recent report on the general commodity rate in- 
creases, the Federal Reserve Board index of industrial production 
was very nearly up to the 1929 level in April, 1937, and for the year 
1936 it was only 11.8 per cent less than in 1929. In 1936, however, 
total railroad car-miles were 23.8 per cent less than in 1929, and 
railroad operating revenues were 35.4 per cent less. Not only had 
the railroads lost since 1929 a continually increasing share of the 
total traffic, but to hold other traffic they had found it necessary to 
make many competitive reductions in their rates and fares. The 
average freight revenue per net ton-mile was 9.4 per cent lower in 
1936 than in 1929, notwithstanding the emergency charges, and the 
average revenue per passenger-mile was 34.5 per cent lower. As we 
pointed out in our report, if the railroads had been able to obtain on 
the traffic which they moved in 1936 the same average operating 
revenue per unit as they obtained in 1929, they would have earned, 
notwithstanding the decreased volume of traffic but with the aid of 
the reduced operating expense per unit, a net railway operating 
income of $1,396,100,000 instead of the $667,000,000 which they actually 
earned, in comparison with the $1,252,000,000 which they earned in 
the prosperity of 1929. 

No competitive industry can work out its salvation through a price- 
increasing policy alone, and the railroad industry is now, to a very 
considerable extent, in that class. While price increases are at times 
necessary, the vital thing in competition is to increase the salability 
of the product and reduce its cost. Furthermore, so far as trans- 
portation is concerned, competition is not the only adverse factor 
to be considered in the fixing of prices. The higher the level of 
transportation charges, the more it pays large shipping industries to 
reduce in every practicable way the amount of transportation used. 
We have had plenty of evidence that this has actually happened and 
on a very considerable scale, through the establishment of branch 
factories and warehouses, economies in the use of fuel and other 
raw materials, and the like. High rail charges also encourage the 
substitution of products which require little or no such transporta- 
tion for products which require much, as in the case of the substitu- 
tion of natural gas, hydro-electric power, or fuel oil for coal. 

Public regulation is necessarily an interference with management, 
but it is not management, and it is no part of our duty to interfere 
with management in the fixing of rates when the question is only 
one of what is wise or unwise in the exercise of sound business judg- 
ment. Conditions are such, however, that there is a manifest need 
for caution in the increase of railroad rates, fares, and charges, quite 
apart from the question of whether the increases will be lawful or 
unlawful. And in the exercise of sound business jugdment there is 
like manifest need for doing everything that can be done to make 
railroad service attractive to the public and to improve earnings 
through reduction of operating costs. 

That the railroads have done much in recent years to improve 
service, both freight and passenger, and to accomplish greater econ- 
omy in operation is plain. Yet it is not clear that they have done 
all that can be done. We have repeatedly expressed in our reports 
the belief that by greater cooperation with each other and the co- 
ordination of many of their facilities and operations further and 
material reductions in operating expense are feasible. As we pointed 
out in our recent report on the general commodity-rate increases, 
the attempt was made in the emergency railroad transportation 
act, 1933, to bring about such reductions in operating expense with 
the aid of an officer of the government designated as Federal Co- 
ordinator of Transportation. Amendments to the act prior to its 
passage interposed obstacles to the execution of this policy, and the 
portion of the act dealing with this matter was allowed by Congress 
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to expire on June 16, 1936. An important reason, however, why it 
was allowed to expire was because the railroads had set up a new 
organization, the Association of American Railroads, with the ob- 
ject, among others, of bringing about these economies through vol- 
untary action, and because the railroad managements and employes 
had agreed upon a plan for the reasonable protection of employes 
dismissed as the result of coordination projects. Yet, if there have 
been important accomplishments by the association along these lines, 
they have not been brought to our attention. 

It is evident, also, that the conditions which exist call for a realistic 
approach to the subject of the financial reorganization of the rail- 
roads which are in bankruptcy or receivership. It is undeniable 
that there is a considerable amount of railroad property which is 
obsolete or obsolescent, and that some railroad systems are more af- 
fected by this condition than others. Property values must plainly 
be considered from the practical standpoint of future earning possi- 
bilities and reorganizations shaped accordingly. Moreover, it is clear 
that more than ever the railroads, if they are to meet public demands 
adequately, must be kept free from financial entanglements which 
sap and drain their strength. With respect to this latter matter, 
the investigation of railroad financial practices now being conducted 
by the Senate committee on interstate commerce may be expected 
to point the way to corrective and remedial measures. 

There is a further phase of transportation competition, also, which 
calls for our vigilant attention and action, so far as our jurisdiction 
and powers permit. The constant danger in such competition is that 
rates, fares, charges, or practices will be established for which 
there is no economic justification and which will either unduly 
weaken financial conditions or impose a burden on noncompetitive 
traffic which it ought not to be called upon to bear. This danger is 
particularly acute in the case of the railroads because, unlike com- 
peting forms of transportation, they still enjoy a relatively large 
amount of traffic which is substantially noncompetitive. There is no 
way in which we can act effectively to avert such dangers without 
means of comparing transportation costs with the charges levied 
therefor. Such information of this character as is now available is 
inadequate and unsatisfactory in many respects. We realize the need 
for remedying this deficiency in information, and are setting proced- 
ure in motion to that end. It is not a simple problem or one which 
can speedily be solved, but it plainly requires active and persistent 
attention. 


Legislative Recommendations 


The nature of the report, aside from traffic data and sta- 
tistics showing in figures the work that has been done, is indi- 
cated by the legislative recommendations. The introduction 
to them shows the Commission has decided to make a special 
report proposing amendments to the motor carrier part of the 
interstate commerce act. They also show that because of the 
intensive consideration that is being given by the Senate com- 
mittee on interstate commerce to the subject of controlling 
holding companies, the regulatory body is withholding recom- 
mendations on that subject. The Commission recommended 
that Congress further consider the situation of railroads under 
the revenue act of 1936 in relation to sinking funds and other 
reserve funds but it did not renew the arguments it made on 
that subject in 1936. The recommendations, together with the 
Commission’s foreword with respect to them follow: 


Experience under the motor carrier act, 1935, has shown the need 
for perfecting amendments in various respects. However, section 
204 (7) of that act authorizes us ‘‘to transmit to Congress, from time 
to time, such recommendations as to additional legislation relating to 
such carriers or brokers as the Commission may deem necessary.”’ 
This matter will, therefore, be covered in a special report to the Con- 
gress, to be hereafter submitted. 

As elsewhere stated in this report, under the heading ‘freight 
forwarding companies,’’ we have in prior reports recommended that 
such concerns, so far as engaged in interstate or foreign commerce, be 
brought under our jurisdiction. As also there stated, however, we 
have now under consideration the results of a special investigation 
into the practices of class I railroads in connection with the handling 
of freight in consolidated carloads offered by such forwarding com- 
panies. The report on that investigation will be an appropriate 
place for the discussion of such legislation relative to freight for- 
warding companies as we may deem necessary. 

Leaving these subjects of possible legislation for such further con- 
sideration, we now submit the following recommendations: 


1. In our last annual report and in this report, under the heading 
“‘scope of jurisdiction over air carriers,’’ defects in the air mail 
act are pointed out, leading up to the conclusion that, as an alterna- 
tive to further amendment of the existing acts, the enactment of an 
entirely new law for comprehensive regulation of interstate air trans- 
portation similar in scope to parts I and II of the interstate com- 
merce act governing the regulation of railway and highway carriers 
is preferable. We recommend such legislation. 

2. In our letter of January 21, 1936, transmitting to the Presi- 
dent and Congress the ‘‘Fourth Report of the Federal Coordinator of 
Transportation on Transportation Legislation’’ (printed as House 
Document No. 394 of the 74th Cong., 2d sess.), we had this to say: 

“‘We have previously recommended the enactment of legislation 
regulating common carriers by water. We affirm that recommenda- 
tion. If common carriers by water are left unregulated, unfair com- 
petition between them and other transportation agencies will be in- 
evitable to the injury, if not to the ruin, of the competitors. The 
Coordinator further expresses the view that the regulation of com- 
mon carriers by water should be under the same authority as the 
regulation of other forms of transportation. With this we agree. In 
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our judgment regulation of competing agencies of transportation by 
separate authorities would result in unnecessary expense arising from 
duplication of staffs and conflicts between such separate authorities 
would be a continual source of annoyance to the public and to the 
Congress.”’ 

To this recommendation we adhere, and it should be understood 
that it includes the regulation of contract carriers by water, as well 
as common carriers, to the extent recommended by the Coordinator. 

3. In the same leiter we said: 

“Regulation of water carriers would not be complete without ap- 
propriate regulation of docks and terminals and those in charge there- 
of. We therefore join with the Coordinator in his recommendation of 
appropriate legislation for the federal regulation of wharfingers.”’ 

To this recommendation we adhere. 

4. For the reasons stated elsewhere in this report under the head- 
ing ‘‘Investigation of the N. Y., N. H. & H. R. R. Co.,’’ we recom- 
mend that noncarrier railroad subsidiaries be brought within our 
jurisdiction, at least as to their accounting and the issuance of 
securities, and that restrictions be imposed on the expenditure of 
earrier funds, incurring obligations, or acquiring property or its sub- 
sidiaries, except for the operation or legitimate improvement or 
development of its property. This is a subject which may appro- 
priately be considered in connection with such recommendations for 
legislation as may result from the investigation of railroad financial 
practices now being conducted by the Senate committee on interstate 
commerce under Senate resolution 71. Because of the intensive con- 
sideration which is being given in that investigation to the subject 
of holding companies used for the purpose of controlling railroad 
companies, we refrain at present from making any recommendations 
bearing on the subject, although it has been dealt with in several 
of our annual reports in the past. 

5. We recommend that section 4 of part I of the interstate com- 
merce act be amended by eliminating the so-called equi-distant clause, 
but not otherwise. The reasons for this recommendation were given 
in the ‘‘Fourth Report of the Federal Coordinator of Transportation 
on Transportation Legislation’’ (H. Doc. No. 394, 74th Cong., 2d 
sess.) at pages 58-59. 

6. For reasons elsewhere stated in this report under the head- 
ing ‘‘Minimum Rail-Water Rates’’ and more fully stated under the 
same heading in our report for 1935, we recommend that sections 15 
(1) and (3) of part I of the interstate commerce act be amended to 
enable us to prescribe minimum as well as maximum joint rail-water 
rates. 

7. We recommend that section 15 (4) of part I of the interstate 
commerce act be amended so as to enable us to establish through 
railroad routes where deemed necessary in the public interest regard- 
less of the ‘‘short-hauling’’ of any carrier. The reasons for this 
recommendation were given in the report of the Federal Coordinator 
of Transportation on ‘‘Regulation of Transportation Agencies’ (S. 
Doc. No. 152, 73d Cong., 2d sess.) at pages 92-94. 

8. We recommend that the Congress further consider the situa- 
tion of steam railroads under the revenue act of 1936, for the reasons 
stated in our report for 1936 under the heading ‘Sinking Funds and 
Other Reserve Funds.’’ 

9. We recommend that Congress legislate to cover completely the 
standard time zone field, for the reasons stated in our report for 1936 
under the heading ‘‘Standard Time Zone Investigation.”’ 

10. For the reasons stated elsewhere in this report under the 
heading, ‘‘Proposed Amendment of section 20 of the act,’’ we recom- 
mend that the first sentence of paragraph (1) of that section be 
amended to read: 

‘“‘and to require from such carriers and from such owners specific and 
correct answers to all questions upon which the Commission may need 
information.”’ 

that the last part of the first sentence in paragraph (2) be amended 
to read: 

“and if any carrier, person, or corporation subject to the provisions 
of this part * * * shall fail to make specific and correct answers to 
any questions authorized by the provisions of this section * * *’’ ete. 
and that paragraph (7) be amended by inserting at the end thereof 
the following sentence: 

‘“‘As used in this paragraph, the word ‘kept’ shall be construed 
to mean made, prepared, or compiled, as well as retained; and the 
words ‘accounts, records, or memoranda’ shall be construed to include 
all reports, and copies thereof, made, prepared, compiled, or retained 
by carriers subject to this part pursuant to orders of the Commission 
made under any of the provisions of this part.”’ 

11. For the reasons stated elsewhere in this report under the 
heading ‘‘Codification of Regulations,’’ we recommend that the Commis- 
sion be exempted from the amended provisions of Section 11 of the 
Federal Register Act. 

12. We recommend that section 1 (22) and section 20a (1) of 
part I of the Interstate Commerce Act be amended by substituting 
provisions exempting from our jurisdiction all street, suburban, and 
interurban electric railways except such as are operated as parts of 
general steam railroad systems of transportation or are engaged in 
the general transportation of freight and interchange standard steam 
railroad freight equipment with steam railroads for transportation 
of interstate or foreign commerce to or from points on their lines, 
and that a similar exemption of such electric railways as ‘‘carriers’’ 
from the provisions of section 5 (4) and (5) be made by limiting the 
definition of the term ‘‘carrier’’ through appropriate amendment of 
section 5 (17). The reasons for these amendments were stated in 
our report for 1935 under the heading ‘Scope of Jurisdiction over 
Electric Railways.’’ 


Reasons for Legislation 


Considerations which moved the Commission to make rec- 
ommendations for legislation, set forth in connection with each 
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recommendations, generally give them in enough detail to give 
a clear idea as to the reasons for the desired changes in the 
law it administers. Reasons therefor, as indicated, are to be 
found in the reports made by Commissioner Eastman while he 
was acting as Coordinator, especially with respect to the regu- 
lation of carriers by water, elimination of the equi-distant 
clause from section 4 of the interstate commerce act, and the 
oe of the short-hauling of any carrier part of section 

The recommendation concerning codification of regula- 
tions is directed toward section 11 of an act approved June 19, 
1937 of the federal register act requiring each agency of the 
government on July 1 next to file with an administrative com- 
mittee to be appointed under that act a complete codification of 
all documents which, in the opinion of the agency, have gen- 
eral applicability and legal effect and which have been issued 
or promulgated by the agency. At the time the Commission 
wrote its report it had been advised that the committee had 
not been appointed. After it had written the report, it was 
informed that regulations for codification had been approved 
by the President. It added a foot note to that effect to its 
report. The report points out that the regulations issued by 
the Commission “are most voluminous,” have been issued over 
a long series of years and have been given circulation in the 
manner deemed best suited to the subject. It points out that 
regulations pertaining to valuations have not been distributed 
to freight traffic managers nor have regulations pertaining to 
the style and form of freight tariffs been circulated to valua- 
tion engineers. : 

In such circumstances, the report says, the complete codi- 
fication of the outstanding regulations published in a series of 
special volumes will serve little useful purpose and may be 
burdensome if it results in abandonment of the practice of 
publication of regulations separately in such form as will best 
bring the regulations to the attention of those most directly 
affected, in form suitable and convenient for use. 


The Commission pointed out that the Senate, on explana- 
tions by it, reconsidered its action on Senate resolution No. 334, 
agreed to January 28, 1927, requiring it to compile and trans- 
mit to the Senate the text of its various general rules and regu- 
lations. Instead the Senate adopted a resolution merely asked 
for appropriate reference to the documents the text of which 
had been required by the prior action. The Commission said 
that on account of the short time, regardless of the expense 
and uselessness of such a codification, it would be impossible 
to make the codification required. Therefore it asked to be 
from the requirement. 


The recommendation for amendments to section 20 so as 
to require the rendition of accurate reports, is based on the 
Commission’s experience with reports of the Pittsburgh & West 
Virginia. They failed to disclose control by the Pennroad Cor- 
poration which caused the indictment of alleging wilful neglect 
or failure to make full, true and accurate entries to be returned. 
The indictment, however, was quashed. F 

The Commission said that other instances of inaccurate 
and misleading statements in reports filed with it had been 
fully developed in the investigation that is being conducted by 
the Senate committee on interstate commerce, known as the 
railroad investigation. 

It referred to disclosures concerning the Alleghany Cor- 
poration and the Missouri Pacific. It said the “device” of 
reporting to it as “special deposits” money which had actually 
been expended under contracts for the purchase of securities 
was used by other railroad companies under the same control. 
Thus, it added, an amount paid by the Chesapeake & Ohio on 
account of purchase of stock of the Chicago & Eastern Illinois 
was so reported, and also amounts paid to Alleghany Corpora- 
tion for an option on stock of the Erie and Nickel Plate. ; 

In connection with the recommendation that non-carrier 
railroad subsidiaries be brought within its jurisdiction, the 
Commission called attention to the fact that twenty-four years 
ago, in connection with its investigation of the New Haven, it 
had pointed out the danger of outside investments of railroad 
resources. It called attention to its investigation instituted 
November 12, 1935, 220 I. C. C. 505, in which it traced the 
result of the New Haven’s outside investments in detail down 
to the date of its bankruptcy. 


Traffic and Earnings 


The report in a general review of the revenues and earn- 
ings of railroads, said: 


The recovery in the traffic and gross earnings of steam railways 
continued throughout the calendar year 1936 and well into 1937, 
with some recession in recent months. The freight ton-mile index, 
adjusted for seasonal variation, for January 1936, was 78.0 per cent 
of the base period average (1923-25) and with small interruption rose 
to 95.5 in December, 1936, and to 99.2 in March, 1937. By June it 
had fallen to 90.0 and for the month of August stood at 85.9. 
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This was, however, above the 81.5 for August, 1936. For the 12- 
month period ended with July 1937, the total number of freight 
ton-miles for class I railways was 368 billions, which was 9.1 per cent 
under the 1923-25 average and 17.7 per cent under the 1929 total. 
The 1923-25 average, although here taken as the base, is to be re- 
garded as less than normal, considering the growth in population 
and industrial production since that time. If 1936 railway tonnage 
is compared with what it would have been had it advanced since 
1923 in the same proportion as the nation’s economic productivity, 
a deficiency of nearly 200 million tons in railway freight traffic ap- 
pears, to be accounted for partly by diversion to other transport 
agencies, partly by other economic changes, and to some extent 
possibly by imperfections in the various indices of production or in 
the statistics of commodities carried. 

The freight revenue shows a trend somewhat similar to that for 
the ton-miles, but less favorable because the course of the ton-mile 
revenue has been generally downward from 1923 to the present time. 
For January, 1936, the freight revenue index was 70.4 of the 1923-25 
average. It was 85.0 for December, 1936, 82.4 for March, 1937, but 
declined to 73.1 for August and 71.1 for September, 1937, compared 
with 70.6 for September, 1936. 

The average revenue for hauling a ton a mile on class I railways 
was 1.110 cents in the 1923-25 period. By 1929 it had declined to 
1.076 cents. It remained above a cent until 1932. Thereafter it de- 
clined further and was 0.974 for the calendar year 1936. Emergency 
freight charges were in effect throughout the whole of 1936 and their 
removal on January 1, 1937, explains in part the further decline of 
4.8 per cent in the rate per ton-mile for the first 7 months of 1937 
compared with the like 1936 period. The 7 months’ average in 1937 
is 12.9 per cent below the corresponding period average for 1929. 
There was an increase in the average haul during these 8 years of 
6.3 per cent and there was some change in the proportions in which 
various classes of traffic moved, which accounts for some of the de- 
cline since 1929, but in the main this is the result of decreases in 


rates partly by our orders but in large part by the voluntary action 
of the carriers. 


Passenger traffic has also increased with industrial recovery and a 
lower fare policy. For 1933, the number of passenger miles reported 
for class I railways was 16.3 billions. For the calendar year 1936, 
the total was 22.4 billions, a substantial increase, but this total 
was only 61.1 per cent of the base-period average, which is in striking 
contrast with the corresponding 83.8 per cent for freight ton-miles. 
For the first 7 months of 1937 the number of passenger miles was 
15.9 per cent above that for the corresponding 1936 period. 

The total passenger revenue has also increased since 1933, not- 
withstanding the drastic reductions in fares. The total for class I 
railways increased from 329 million dollars for 1933 to 412 million 
dollars for 1936, but this is in sharp contrast with the annual average 
of 1,092 million dollars in the 1923-25 period. . . . The 1936 average was 
below that for the 1923-25 period, by 32.9 per cent in the east, 48.1 per 
cent in the south, and 46.4 per cent in the west. Thus fares have been 
reduced relatively less in the eastern than in the other two districts. 


No Opinion on Wages 


Maintenance and other operating expenses have been larger each 
year since 1933, partly because increased traffic required more main- 
tenance work and partly from advances in the cost of labor and 
materials. But wholesale prices of materials have not yet risen to 
the predepression levels. The department of labor’s index for com- 
modities other than farm products on September 25, 1937, was 87.6 
with 1926 taken as 100. For employes paid on an hourly basis, our 
reports show an average pay-roll cost per hour of 60.4 cents in 1926 
and 65.9 in 1936, an increase of 9.1 per cent. Such a comparison is 
not exact because of variations in the proportions of various grades 
of labor and does not take account of varying amounts of unemploy- 
ment but it shows that in 1936 the unit cost of labor to the railways 
was somewhat above the 1926 cost. We express no opinion as to the 
adequacy or inadequacy of the earnings of the employes. Effective 
with August 1, 1937, most nontrain employes received an increase 
of 5 cents per hour in wages, which adds about $100,000,000 to the 
annual pay-roll, and effective October 1, 1937, the train service em- 
ployes received an advance of 44 cents per day, which adds about 
$35,000,000 more. Such wage increases can presumably be met only 
in part by economizing in the use of labor. The financial returns 
from class I railways for recent months, reflect some of the effects 
of wage increases as well as the recession in the tide of business. 

Taxes, which are deducted before arriving at net railway operat- 
ing income, include the excise taxes for unemployment insurance and 
old-age retirement. The rate in 1937 for unemployment insurance is 
2 per cent of the pay roll and will be 3 per cent in 1938. The retire- 
ment tax is 2.75 per cent in 1937 on all but a small fraction of the pay 
roll and will be the same in 1938 and 1939 with increases thereafter. 
Applied to a pay roll of 2 billion dollars, these two excise taxes 
together at the 1937 rates amount to $95,000,000 a year and at the 
1938 rates to $115,000,000. However, the operating expenses are re- 
lieved of most of the charges hitherto made under the company pen- 
sion plans, which in 1936 amounted to $37,362,261. The payments 
under the company plan would have greatly increased in future 
years if the social security and retirement laws had not been passed. 

The number of persons employed by class I railways was 1,133,227 
at the middle of September, 1937, an increase of 2.87 per cent over the 
corresponding 1936 employment. The index of railroad employ- 
ment, adjusted for seasonal variation with 1923-25 as a base, was 
below 57 in each month of 1935, rose to 62.1 in December, 1936, and 
to 64.2 in June, 1937, with a drop to 62.2 in September. 

The net income after fixed (and contingent) charges was $164,- 
630,041 in 1936 for class I railways, a substantial advance over the 
$7,539,127 reported for 1935. For the 12 months ended with July, 
1937, the corresponding total was $227,580,092, which may be com- 
pared with the annual average net income of $737,898,336 for the 5 
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years 1926-30. For the 7-month period ended with July, 1937, 75 
class I railways reported a net income and 57 a net deficit after fixed 
charges. The total amount of interest in default for as much as 90 
days on December 31, 1936, was $491,008,086. The number of all 
classes of steam railways (excluding switching and terminal com- 
panies) in reorganization or receivership on June 30, 1937, was 94, with 
an operated mileage of 70,817 or 28 per cent of the total miles of 
road operated. 

The gross and net earnings of other carriers filing reports with us 
for 1936 are shown below, the steam-railway figures being also in- 
cluded for comparison. 


Class of carrier (1) (2) (3) (4) 
WHEE BIE nvne oes cease svc $ 104.3 +6.97 $ 4.7 + 46.02 
Express companies ........ 102.5 +12.09 i535 —11.16 
Pullman Company ......... 58.3 +16.42 3.5 (5) 
OS eS ae oes ae 219.1 +10.99 94.5 +18.73 
Electric railways .......... 58.6 +6.18 5.0 + 130.08 
Steam railways ............ 4,197.5 +17.65 720.8 +32.94 


(1) Operating revenues—amount in 1936—millions. 

(2) Operating revenues—per cent of change from preceding year. 

(3) Net earning from operation after taxes but before fixed charges 
—amount in 1936—millions. 


(4) Net earning from operation after taxes but before fixed charges 
—per cent of change from preceding year. 


(5) Deficit of $1,646,981 in 1935. 


The upturn in operating revenues for steam railways was greater 
than for any other class in the table. No figures are shown above, 
however, for motor carriers which have not as yet been required to 
file annual corporate reports of their earnings, the formulation of an 
accounting classification for them being still in progress. It may be 
noted that motor-vehicle registrations were higher in 1936 than in 
1935 by 7.1 per cent for passenger cars and 10.3 per cent for trucks.’ 
The monthly consumption of gasoline was 11.3 per cent greater in 
1936 than in 1935, and in the first 6 months of 1937 it was 10.3 per cent 
greater than in the same 1936 period.2 In domestic scheduled air- 
line operations there was an increase from 1935 to 1936 of 82.1 per 
cent in the pounds of express and freight carried, of 33.4 per cent 
in the pounds of mail carried, of 36.7 per cent in the number of pas- 
sengers, and of 15.2 per cent in the number of airplane-miles flown.* 


Abandoned Mileage Data 


In the year covered by the report 134 applications were 
filed for permission to abandon 2,179.28 miles of lines or the 
operation thereof. The Commission granted 116 applications 
of which the report said 25 were contested and 91 uncontested, 
involving 265.98 miles of main line and 723.07 miles of branch 
lines of class I carriers, together with 558.31 miles of so-called 
short lines, of which 335.8 miles constituted the entire line 
and 225.5 miles of parts of such lines. The report said infor- 
mation was not available showing the actual abandonments 
under the permissions. On the subject of abandonments, the 
Commission further said: 


In proceedings in which certificates were issued, covering 1,030.8 
miles of road, the estimate of average annual losses from continued 
operation or of future annual savings resulting from abandonment 
amounted to $627,647. In proceedings covering the remaining 428.44 
miles, estimates of losses or savings are not given. The figures for 
annual losses are based largely on the results of operation in recent 
year. Mileage and possible losses or savings in trackage-rights aban- 
donments are not included. 


It has been shown in certain cases that the necessary cost of re- 
habilitation or of bringing up deferred maintenance of tracks which 
were permitted to be abandoned, aggregating about 516 miles, would 
require an expenditure estimated at $2,277,158. Since this amount 
would necessarily be expended in order to continue operation. aban- 
donment would result in a saving which to that extent can, with con- 
siderable accuracy, be estimated in advance. 

Corresponding data are given in our reports beginning with the 
report for 1934. 

Probably the least important item in saving resulting from aban- 
donment is the salvage realized. This is seldom emphasized be- 
cause the value cannot be ascertained until dismantlement has taken 
place and the disposition of the salvaged material has been made. 

The reasons generally advanced to warrant abandonment were in- 
sufficient traffic, resulting from various causes, including failure of 
expected traffic to develop, exhausticn of sources of traffic from 
forests and mines, and losses of traffic to competing lines of rail- 
road, or other forms of transportation. In a few cases operation of 
lines had been discontinued before applications for permission to 
abandon were presented, and in some, applications were granted 
only in part. 

The actual monetary savings resulting from abandonment of mile- 
age is generally an indeterminate amount, and while we are satis- 
fied that the abandonments permitted were in the interest of economy, 
the saving cannot be stated in exact figures. In nearly all cases aban- 
donment results in the loss of traffic, but in many cases some portion 
of the traffic formerly handled on the lines proposed to be abandoned 
will continue to reach the applicants’ railroads by highway. 


Admissions to Practice 
In the year ended October 15, 1,307 applicants were 


1Automobile Facts and Figures, Automobile Manufacturers Associa- 
tion. 


2Survey of Current Business, Department of Commerce. 
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admitted to practice before the Commission, according to the 
report. That was the largest number admitted in any period 
of twelve months since the initial year when the roll of prac- 
titioners was set up, 1929-1930. Of that number, the report 
said, 1,077 were members of the bars of the courts. The report 
said in part: 


A total of 8,876 persons have been admitted to practice since the 
regiset of practitioners was established September 1, 1929, of which 
number 5,087 were admitted upon a showing of membership of the 
bar, and 3,789 were nonlawyers found to be qualified. The tendency 
shown in our previous reports for the lawyers to far outnumber the 
nonlawyers has been slightly strengthened during the year, when 
82.4 per cent of those admitted were lawyers and 17.6 per cent were 
nonlawyers. It is evident that since the motor carrier act became 
effective about 1,500 practitioners have been added to the roll above 
the number which might have been expected based upon the average 
for the preceding years, roughly in the proportion of 9 lawyers to 1 
nonlawyer. , 


Growth of Air Transport 


Air transport growth and the need for legislation for the 
regulation of transportation by air are discussed in the part 
of the report devoted to the Bureau of Air Mail. In that report 
the Commission sets forth facts that constrained it to recom- 
mend the legislation shown in the legislative recommenda- 
tions. In the bureau report it is stated that a year ago it was 
recommended that air transportation be regulated under an 
entirely new law similar in scope to that contained in the two 
part of the interstate commerce act. In part the discussion 
in favor of that proposition follows: 


Developments during the past year further support the need for 
legislation of the type proposed if air transportation is to be given 
the recognition which the position it has attained entitles it to re- 
ceive, and is to be permitted to operate successfully in the public 
interest on a stable basis and with economy in the unit cost of mail 
transportation. The continued growth of the industry, especially in 
services other than mail, is shown by a comparison of the figures for 
the year ended June 30, 1937, with those of the preceding fiscal year. 
Total revenue miles flown were nearly 64 million during the fiscal 
year ended June 30, 1937, an increase of more than 7 million miles 
over the preceding year. The increase in miles flown in mail-pay 
service was only about half of that in other services, being slightly 
less than a million and a half miles to a total of about 40 million 
miles. In other services the increase was about 6 million miles to an 
aggregate of approximately 24 million miles, a large portion of 
which was in the transportation of mail on a weight-credit basis. 
The volume of mail carried increased from about 1514 million pounds 
to over 19% million pounds. Both the number of revenue passengers 
and revenue passenger miles increased approximately one-third to 
more than 900 thousand passengers and 400 million passenger miles. 
There was also an increase in the volume of air express of more than 
50 per cent to nearly 7 million pounds. 

These increases in volume of service are reflected in the revenues 
derived therefrom. Passenger revenues fc; the fiscal year ended 
June 30, 1937, were nearly 21% million dollars, as compared with 
slightly more than 17% million dollars during the preceding year. 
Other revenues, including express, increased about 400 thousand 
dollars. The increase in mail revenues on the basis of the amounts 
paid the carriers was nearly 900 thousand dollars. Total revenues 
during the year ended June 30, 1937, were approximately 36% million 
dollars, an increase of 5% million dollars. Total operating expenses 
also increased, but not to the same extent, with the result that the 
loss from operations of slightly over 400 thousand dollars was about 
300 thousand dollars less than the loss during the preceding fiscal 
year. 

The growth is even more marked when the service during the 
year ended June 30, 137, is compared with that during the year 
ended June 30, 1935, the first fiscal year of operation under the pres- 
ent air-mail contracts. Airplane miles flown in all services increased 
45 per cent; pounds of mail carried, 83%4 per cent; passengers carried, 
95 per cent; pounds of express carried, 181% per cent; operating 
revenues, 66% per cent; and operating expenses, 44 per cent. 

While mail compensation still constitutes a large portion of the 
carriers’ total revenues and is of greater importance to some carriers 
than to others, the increase in revenues from other sources has been 
greater than the increase in mail compensation, as is apparent from 
the fact that for the fiscal years ended June 30, 1935, 1936, and 1937, 
mail revenues constituted only about 39, 38, and 35 per cent, respec- 
tively, of the total revenues. ‘. 

Another development during the year which we believe compels 
consideration of the necessity for change in the present laws is the 
designation of pay- and nonpay-mail service authorized by section 
3 (f) of the present act. Under the authority of this section, numerous 
designations were made during the year in the number of sched- 
ules authorized to carry mail either on a pay or nonpay basis. Some 
schedules authorized as pay schedules were changed to nonpay sched- 
ules; nonpay schedules were changed to pay schedules, and some 
schedules were changed several times as to their pay and nonpay 
status. The result of such changes authorized in mail schedules 
since the provisions of section 3 (f) were added by amendment in 
1935 has been a gradual increase in that part of the total mail service 
rendered without mileage compensation and a corresponding de- 
crease in that part paid for at rates' prescribed by us. As of Sep- 
tember 1, 1937, in nearly one-third of the total authorized domestic air- 
mail service was authorized to be flown without mileage compensa- 
tion under our rates. As indicated in our last annual report, in con- 


+ 





January 8, 1938 


sidering the question of the divided authority over ail mail com- 
pensation these changes in service have a material bearing upon the 
compensation paid to the carriers. Regardless of the need or reason 
for these changes, it is apparent that in the last analysis the com- 
pensation of the carrier is largely dependent upon the service desig- 
nated as pay service, rather than upon the volume of mail service 
actually performed and the rates fixed by us under the act. In 
authorizing such changes the amended act appears to negative its 
expressed purpose to provide fair and reasonable compensation to 
the carriers for the services they render, or at least to make that 
purpose not susceptible of reasonable attainment. A law providing 
for reasonable compensation for service actually rendered would in- 
sure not only a more stable but a more equitable basis. 


Issuance of Securities 


The work of the Commission’s Bureau of Finance in deal- 
ing with applications of railroads for permission to issue se- 
curities is shown by the following table: 





Nominal Conditional 

Class security issue issue Actual issue 
eR INI no i ey a ee eae |. Gimme wk wel 1$ 96,335,150.00 
II (III eo re eee Cyaan | Rawle Samual 24,854,100.00 
ena I I ccna sec eaenes® .~camenancee 10,000,000.00 
Mortgage bonds .............. $5,766,000 $100,253,000 151,233,700.00 
Collateral-trust bonds ........ ......... Net ulate 45,937,000.00 
ND RU ionic 354 onc coeveee <'eacnye 1,895,000.00 
OEE eT a eee ree 53,145,700.00 
IEE MI or ee oe yale acs stint ae = Kanteen Markie 12,838,400.00 
ee Se ee eT ere 28,150,885.68 
Equipment-trust obligations 420,00 185,035,000.00 
POE, “OUNEEONNOR” Ci caceccessescsasG s0deeeubinienn 1,813,050.00 
NI SONI oon talmdaem «|| “atacaainiee ee ien 30,000.00 
Trustees’ certificates 33,192,650.00 
NE aa teahes px a Ke ME RGSS 6,186,000 100,253,00 644,460,635.68 

1Also 813,590 shares without par value. 

Complaints Filed : 


The report shows that in the year the formal complaints 
filed totaled 360, of which 306 were original complaints and 
54 sub-numbers, a decrease of 97 as compared with the previ- 
ous twelve-month. The number of informal complaints re- 
ceived was 946, a decrease of 224. Orders authorizing refunds, 
the report said, were issued in 2,585 cases. 


Bureau of Motor Carriers 


In the section devoted to the Bureau of Motor Carriers, it 
was pointed out that this was the first report covering a twelve 
month period. In part the report says: 


One of the most pressing tasks of the bureau continues to be that 
of disposing of applications for certificates and permits under the 
“‘erandfather’’ clause. Determination of the operating rights of the 
carriers through the investigations made by the field force is pro- 
gressing steadily and we hope shortly to announce other procedures 
which will further lessen the delay which has occurred in disposing 
of these applications. The number of certificates and permits to be 
issued undoubtedly will be considerably less than the number of 
applications. Some applications must be denied upon their merits; 
others will be dismissed because of the failure of the applicant to 
prosecute his claims. During the year under consideration, 2,524 
applications for new operations, including extensions of existing op- 
erations, were received. These, of course, require hearings and have 
not been disposed of with the rapidity which is desirable. Means of 
expediting such work, however, are under active consideration. 

Another branch of the work which it has not been possible to 
carry on as extensively as its importance requires is that of enforce- 
ment. This subject will be discussed at a subsequent point. 

A third important task has been that of procuring the filing of 
rate publications in the form of tariffs and schedules. Decided prog- 
ress has been made during the current year in securing the actual 
filing of such publications and in improving their clarity and form. . . 

The year covered by this report is the second full year in which we 
have been receiving applications for certificates, permits, and licenses. 
In our last annual report we described by tabulation the applications 
received in that year. During the current year the number has 
grown from 85,636 to 89,446. The increase consists of 1,280 ‘‘grand- 
father’ applications filed after February 12, 1936, 2,524 applications 


for authority to institute new operations, and 6 applications for de- 
termination of status. 


Applications for certificates, permits or licenses, not under 
the grandfather clause, numbered 10,627. In the year the 
motor section of the Bureau of Motor Carriers received 63,516 
tariff publications of common carriers 16,202 copies of written 
contracts and memoranda of contracts of carriers. Of that 
total of 81,771 tariffs and contracts 3,896 were rejected for one 
reason or another. The section of complaints received 36 com- 
plaints as against 20 in the preceding year and 193 suspension 
proceedings were instituted of which 22 were pending at the 
time the report was written. In the year the section of finance 
received 2,256 applications and 75 per cent of such applications 
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received in the two years of the section’s existence 75 per cent 
have been disposed of, according to the report. 


Railroad Tariff Data 


In the section of tariffs of the railroad Bureau of Traffic 
96,980 tariff publications were filed, and 612 publications were 
rejected. In the year 163 suspension proceedings were insti- 
tuted, including the supplemental proceedings. At the end of 
the year 152 new proceedings were pending on the suspension 


docket and 47 of such proceedings came over from the previous 
year. 


RAILROAD INVESTIGATION 
The Traffic World Washington Bureau 


Recent changes in ownership of stock of the Alleghany 
Corporation, holding company controlling the Van Sweringen 
group of railroads, were made the subject of a statement issued 
for publication January 3 by Chairman Wheeler, of the Senate 
interstate commerce committee. 

The committee, according to the chairman, investigated 
sale by Frank F. Kolbe of his interest in the Young-Kolbe- 
Kirby syndicate which acquired control of the Alleghany from 
the Ball Foundation, and contemplated sale by Mrs. Robert 
R. Young of Alleghany preferred and common stock. Chair- 
man Wheeler said the report on the investigation showed: 


The price received by Kolbe—$205,000 net after commissions and 
taxes as compared with his investment of $300,000—a loss of $95,000. 

That Young acted as a broker on behalf of Kolbe in arranging 
the sale and made a profit of about $11,000. 

That there were purchasers of Kolbe’s interest: Mrs. Young, 
individually, paying $1,000, and as trustee for her daughter, paying 
$500; and Walter W. Foskett, a Florida lawyer, paying $225,000. 

That Foskett was acting merely as a nominee and not for himself; 
that originally it was expected to use as nominee Palmwood Investment 
Co. a special corporation used by Foskett’s law firm to act as nominee 
for clients, but that when the deal was closed Foskett acted as nominee 
personally. 


That Foskett was acting in the transaction as nominee for The 
Seaboard Company, Ltd., a corporation organized under the laws of 
the Bahama Islands. 

That Foskett does not know the identity of the officers, directors 
and stockholders of The Seaboard Company, Ltd., but believes that 
all persons beneficially interested in it are British subjects not resi- 
dent in the United States. 

That the Bahamian corporations are frequently personal holding 
companies organized for the purpose of tax avoidance or evasion— 
as shown in the hearings of the joint committee on tax evasion and 
avoidence—and that it is sometimes impossible to get complete in- 
formation concerning them even by going to the Bahamas. 

That Foskett received his instructions in the matter from Kenneth 
Solomon, a Nassau Bahamas lawyer who was shown in the hearings 
before the joint committee on tax evasion and avoidance to -have been 
instrumental in organizing perhaps 50 per cent of the Bahamian cor- 
porations. 

The report also shows: 

That Mrs. Young, one of the purchasers from Kolbe has entered 
into a contract with Bancamerica-Blair Corporation looking toward a 
sale by her to it of all or part of 10,000 shares of Alleghany preferred 


stock at $22 per share and all or part of 100,000 shares of Alleghany 
common stock at $2 per share. ' 


That the contract is an option contract, Mrs. Young having the 
option to require Bancamerica-Blair Corporation to buy, and Banc- 
america-Blair having the option to require Mrs. Young to sell. 


Hearings Resumed 


Resuming hearings January 4 in the investigation of the 
Senate interstate commerce committee of railroad financial 
transactions, Chairman Wheeler, assisted by Telford Taylor 
and Arnold Levy, of the committee staff, interrogated Benja- 
min J. Buttenweiser, member of the firm of Kuhn, Loeb & 
Company, as to failure of balance sheets to show transactions 
of the Delaware & Hudson and the Hudson Coal Company 
involved in acquisition of Lehigh Valley and Wabash stock. 
The facts as to these transactions had been developed in previ- 
ous hearings. 

Chairman Wheeler said the balance sheets did not tell 
the truth. Mr. Buttenweiser said that need for secrecy with 
respect to the stock acquisitions was a mitigating circumstance 
for nondisclosure of the information for a period of time. 
When the chairman asked whether the witness was offering 
that statement as a justification for false statements, Mr. 
Buttenweiser said he was not but that he did say there were 
mitigating circumstances. He pointed out that in this instance 
the D. & H. had made a profit on the transactions. 

When reference was made to the Pennsylvania controlling 
the Lehigh Valley, A. J. County, vice-president of the Penn- 
sylvania, asked by Chairman Wheeler, said it did not. Mr. 
Buttenweiser said Mr. Atterbury felt that ownership and con- 
trol by the Pennsylvania of the Lehigh Valley was worth 
$5,000,000 to the Pennsylvania. He believed that the Penn- 
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sf It Drinks 
200 Gallons a Mile 


@ The Iron Horse is a heavy drinker. Erie freight locomotives use 
as much as 200 gallons of water per mile. Water for steam to send 
these giants roaring down the rails at a faster clip than ever before. 


‘ Erie spends tremendous sums for chemical treatment of this water 
—insuring greater locomotive efficiency. Erie locomotives are spe- 
cially built for high-speed, heavy-duty work. 


They represent one of the reasons why fpr freight will be deliv- 
ered on time—and safely. One of the reasprs liy Erie is “first in 
freight.” On your next shipment call aE ea a 
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sylvania was in a position to control the Lehigh Valley or 
prevent anybody else controlling it. : 

As a clerk in Kuhn, Loeb & Company, it was disclosed, 
Mr. Buttenweiser had dealt personally in Wabash securities 
while the firm was handling transactions on a confidential basis, 
making a profit of $5,042. Mr. Buttenweiser said he was sorry 
he had dealt in the securities and that he regretted his action. 
He made the point he was a young clerk at the time. He 
said no partner of the firm had bought or sold Wabash at 
the time. Chairman Wheeler made the point that this was 
an illustration of why decision by railroads to purchase stock 
should not be kept from stockholders. At the conclusion of 
the hearing the following statement, which Mr. Buttenweiser 
said contained things not particularly sound, was read by 
Chairman Wheeler: 


In the light of these hearings, it seems to me that the American 
public and its government must examine with great care the in- 
vestment banking monopoly in New York City. Two financial houses, 
J. P. Morgan & Co. (together with Morgan, Stanley & Co.) and Kuhn, 
Loeb & Company, share between them control of virtually all the 
financial business of our railroads. All the transcontinental lines, all 
of the eastern trunk lines, and the three large southern railway sys- 
tems conduct their financial business through one or the other of 
these houses. 


These bankers tell us that investment banking is a profession. 
Some of them attempt to surround their calling with all the atmos- 
phere of trust and confidence, specialized skill, and immense respect- 
ability which the legal and medical professions have always insisted 
upon. Some of them call themselves ‘‘doctors’’ and the railroads their 
“patients.” Their ‘‘profession’”’ is an inordinately lucrative one, and a 
large part of their profits is due to the frequent ill-health of their 
‘‘patients.”’ 

This notion that investment banking is a profession is continually 
used to protect the monopoly which these bankers have built up. They 
have constantly opposed competitive bidding for railroad securities 
on the basis that their prestige and skill are of such value to a rail- 
road that it should not market its securities or seek financial advice 
elsewhere. It seems to me that the real reason for their opposition 
is that competitive bidding presents a threat to their monopoly of 
the business. 

At the last few sessions, this committee has investigated large 
stock acquisitions by the Pennsylvania Company, the Wabash Railway, 
and the Delaware & Hudson. Kuhn, Loeb & Company were the bank- 
ers for all three of these companies. From the standpoint of putting 
money in their own pockets, they did handsomely, as their income from 
these transactions was nearly $5,000,000. 

As practitioners of their ‘‘profession,’’ they do not come off so 
well. Kuhn, Loeb & Co. sold to the public bonds which the Wabash 
Railway issued to finance its stock market transactions. To induce 
the public to buy these moneys was to induce the public to put up 
margin on a stock market account. The Wabash, which is now in 
receivership, should never have bought the stock. The public should 
never have been asked to buy the bonds, which are now in default. 

But these errors of judgment, serious as they may be, are less 
alarming than certain other matters. The railroad companies furnished 
false balance sheets, not once but repeatedly, to public bodies who were 
asked to approve bond issues of the Wabash and of a subsidiary of 
the Delaware & Hudson. A false balance sheet appeared in a report 
of the Wabash to its stockholders. Kuhn, Loeb & Co. knew the facts 
in connection with the stock market purchases of all of these com- 
panies. With all the information in Kuhn, Loeb & Company’s pos- 
session, a glance at these balance sheets was sufficient to show their 
falseness. On the most charitable basis, they failed to live up to ordi- 
nary standards of prudence and care, to say nothing of the high de- 
gree of skill they always claim. 


A table prepared by the committee staff showed interest, 
commissions and other sources of income derived by Kuhn, 
Loeb & Company from purchase of Lehigh Valley stock and 
Wabash stock by the Delaware & Hudson and its subsidiaries: 
purchase of Lehigh Valley stock by the Wabash; purchase of 
Lehigh Valley and Wabash stocks by the Pennsylvania, and 
various transactions, to finance these purchases, with the Dela- 
ware & Hudson and its subsidiaries, the Wabash and the Penn- 
sylvania, as follows: Delaware & Hudson and _ subsidiaries, 
$1,835,699.11; Wabash, $1,047,782.18; Pennsylvania, $2,006,- 
395.51; total, $4,889,876.80. 

Mr. Buttenweiser explained the transactions in detail to 
indicate the services performed or the risks taken by Kuhn, 
Loeb & Company in handling the transactions. 


Pennroad Corporation 


Inquiry into the affairs of the Pennroad Corporation was 
begun by Chairman Wheeler January 5 with A. J. County, vice- 
president of the Pennsylvania Railroad Co.; George Bovenizer, 
member of the firm of Kuhn, Loeb & Co., and S. H. Ogden, vice- 
president of the Pennroad Corporation, as witnesses. 

The Pennroad Corporation was organized in 1929 in the 
interest of the stockholders of the Pennsylvania Railroad Co,. 
according to Mr. County. He differed with the chairman’s 
view that the Penroad was organized in the interest of the 
Pennsylvania Railroad Co. Senator Wheeler thought there 
was a distinction without a difference and he charged Mr. 
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County with quibbling as to the relationship of the Pennroad 
Corporation with the Pennsylvania Railroad Co. 

Officers of the Pennsylvania Railroad Co., it was developed, 
organized the Pennroad to buy railroad securities in an effort 
to protect the investment of stockholders in the railroad com- 
pany against “invasions” going on at the time, as Mr. County 
put it, the reference being to the activities of the Van Swer- 
ingens and others at the time in the purchase of railroad stocks. 

The Pennroad Corporation was created with ten million 
shares of no par common stock. A voting trust was created to 
retain control of the corporation for ten years, officers of the 
Pennsylvania being the trustees at the time of organization. 
Chairman Wheeler said about $136,000,000 was realized from 
the sale of the stock and that all but about $4,000,000 was used 
to buy railroad securities. The Pennroad bought the Detroit, 
Toledo & Ironton from Henry Ford. It acquired the Canton 
Company of Baltimore, and stock interests in the Pittsburgh 
& West Virginia, Boston & Maine, New Haven, and Seaboard 
Air Line, according to the evidence. 

In the early life of the Pennroad, it was developed, about 
two-thirds of the stock was held by Pennsylvania Railroad 
stockholders. Now only about half the stock was in the hands 
of Pennsylvania stockholders, it was stated. 

Mr. County said the dream of protecting the interests of 
the Pennsylvania Railroad stockholders through the Pennroad 
had been shattered. 

With Mr. County sticking to his position that the Penn- 
road acted in the interest of the stockholders of the Penn- 
sylvania rather than in the interest of the railroad company 
and that the Pennsylvania Railroad did not dominate the Penn- 
road, and Chairman Wheeler taking the view that the railroad 
and Pennroad were for all practical purposes one and the same 
thing, there was considerable discussion on that point. The 
chairman read a memorandum from Mr. Atterbury which he 
contended was a frank statement showing that the Pennsyl- 
vania Railroad controlled the Pennroad in the interest of the 
Pennsylvania Railroad. Mr. County said he dissented to that, 
insisting that the Pennroad was acting in the interest of the 
stockholders. The chairman contended the Pennroad was set 
up to do what the Pennsylvania Railroad could not do directly. 

Questioned as to the propriety of a ten-year voting trust 
such as that set up with the Pennroad, under which the chair- 
man said no investor in the stock would have a vote for ten 
years, Mr. Bovenizer said that now he did not approve of such 
an arrangement and so far as he was concerned he would 
terminate it tomorrow. It was stated that the trust would 
expire next year. 

In discussion with Mr. County, Chairman Wheeler said he 
was interested in trying to work out the railroad problem for 
the benefit of the general public. If that were done, said he, 
the problem would be worked out for the benefit of the stock- 
holders and everybody concerned. 

“My mind is entirely open on the matter,” said Chairman 
Wheeler. “Is it in the interest of the country to have one or 
two big systems in the east? If you give too much power to 
the Pennsylvania, then the B. & O. is not going to be able to 
live. Is it better to have the B. & O. consolidated with some 
other system, or with the New York Central? What is the 
best thing for the benefit of the people? 

“It seems to me that what the railroads have got to do 
and what the railroad presidents have got to do and what the 
bankers have got to do is to stop looking at it from the stand- 
point of power for themselves or just making money for them- 
selves, and to look at it from the standpoint of the public 
interest. Unless they do that we know what is going to happen 
to the railroads; and if it happens to the railroads, we know 
what is going to happen to the rest of the country. 


“It seems to me that the railroads, the railroad workers, 
the bankers and the general public have got to work it out. 
It has got to be worked out for the benefit of all. If it is not, 
then we are going to have a collapse of the whole thing, and 
you will probably have something that you will not like and 
that nobody else will like. 


“I do not know whether we can have the bankers and the 
railroad directors and the workers and others sit down and 
work out a plan which will be in the public interest, or whether 
each one has so much selfishness and so much greed for power 
or for money that they will not do it until the whole thing col- 
lapses. But it seems to me there has got to be some sensible, 
sane working out of the problem, and not look at it just from 
your selfish interest.” 

“I fully agree with you,” said Mr. County, adding that 
the railroads must serve the public or they were lost. 

“But it goes further than that,” continue Chairman Wheeler. 
“We have these great systems of railroads all over the coun- 
try. They are here and the country needs the railroads. It 
does not make any difference whether you have busses or trucks 
or airplanes; we still have got to have railroads for military 
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purposes and for the benefit of the people of this country, in 
my judgment. But it does seem to me that there ought to be 
sense enough and brains enough in this country to sit down 
and not look at it from just your own selfish standpoint, but 
to work out the solution of the railroad problem for the benefit 
of all the people.” 

“T agree with you,” said Mr. County. 

“T think that in doing that some people who have got in- 
vestments in the railroads are going to take a licking,” said 
Senator Wheeler. 

“T am sure they are,” said Mr. County. “But it cannot be 
done immediately. It must be done step by step.” 

“In my judgment I think it has got to be done step by step, 
but it has come to a point where something has got to be 
definitely worked out and some principle has got to be laid 
down and it has got to be done before very long,” said the 
chairman. “If not the whole thing will collapse. Perhaps it 
will be better to wait for that, and then work it out; but I 
would like to see some constructive steps taken before that 
time comes.” 

“T agree with you,” said Mr. County. ; 

The committee investigators, at the session January 6, with 
Senator Truman presiding, pursued Pennroad transactions. It 
was stated that Pennroad paid around $35,000,000 for the 
Detroit, Toledo & Ironton. Evidence also was submitted to 
show that Pennroad stock was offered for sale to business 
men served by the Pennsylvania Railroad and Mr. County said 
there was no blinking the fact that stock has been offered to 
“good traffic producers.” He thought it was desirable that the 
stock should be sold to business men of substantial interests. 


I. C. C. APPOINTMENTS 


The Traffic World Washington Bureau 


President Roosevelt January 5 nominated Commissioner 
Mahaffie for reappointment. He did not at the same time take 
action with respect to Commissioner McManamy. 

Failure of President Roosevelt to nominate Commissioner 
McManamy to succeed himself was surprising to a large per- 
centage of those interested in having him continue service in 
an office he had been filling since June 28, 1923. He was ap- 
pointed to the vacancy created by the resignation of Commis- 
sioner Daniels. 

It is the understanding among Commissioner McManamy’s 
friends that the President’s chief objection to him is that he is 
67 years old and that, if he were reappointed, the appointment 
would be for a term that would not end until he was 74 
years old. 

Definite information that the President had decided not to 
reappoint Mr. McManamy was received two days before the 
nomination of Commissioner Mahaffie was sent to the Senate. 
About ten days before the nomination of Commissioner Ma- 
haffie was sent to the Senate, reports reached Commissioner 
McManamy’s friends that the President had determined to 
reappoint Commissioner Mahaffie but that he was in doubt 
about Commissioner McManamy. Representations based on that 
report were made in behalf of Commissioner McManamy, 
though it was not then fully authenticated that the President 
was in doubt as to whether he should name him for another 
term. Among those who are said to have urged the President 
to make a reappointment are Vice-President Garner and the 
Senators from Wisconsin and Colorado. It was said that repre- 
sentatives of labor organizations also took note of the report 
by expressing the hope, by letters and telegrams, that the 
report was not accurate. 

Definite information that Commissioner McManamy was 
not to be renominated, it is understood, came from the White 
House through channels the reliability of which could not be 
doubted. 

It was also stated that President Roosevelt might have 
been influenced to some extent against Commissioner McMan- 
amy by a suspicion, if not a charge, that, in view of his having 
support of organized railroad labor, he could not be expected 
to vote, as a commissioner, for approval of plans calling for 
consolidations or coordinations that would result in throwing 
railroad employes out of work. In answer to that, friends of 
McManamy said that, as a commissioner, he had voted many 
times for decisions of the Commission that had resulted in the 
loss of jobs by railroad men. It was also declared that an 
examination of the cases would show that the McManamy vote 
had always been cast in accordance with the record and that 
in no instance could it be contended that his vote was influenced 
by his affiliation with railroad labor or his employment on 
railroads. One of the rumors, however, is that President 
Roosevelt intends to appoint George M. Harrison, chairman of 
the Railway Labor Executive Association, to the vacancy. 

It was pointed out that, if he got another term, Commis- 
sioner McManamy would be in office until well past the retire- 
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ment age for classified civil service employes. It was also 
pointed out that the commissioner, who was appointed from the 
classified civil service, had paid thousands of dollars into the 
fund set aside for the payment of retired government employes 
and benefit from which he would not receive anything in the 
form of retirement pay because of the non-appointment, though 
the dollars he had paid into the fund would be returned to him. 
A classified civil service employe who quits or is dismissed from 
the service before reaching the retirement age, 70 years, re- 
ceives a refund of what he has paid in but obtains no retired 
service monthly check. 

Commissioner McManamy said he had nothing to say about 
the refusal of President Roosevelt to reappoint him. He said 
he had continued paying into the retirement fund after his 
appointment to be a commissioner. In that way he had, he 
thought, retained his status in the classified civil service, which, 
in view of the President’s refusal to reappoint, might be placed 
in jeopardy, if not positively destroyed. Mr. McManamy will 
remain a commissioner until his successor is appointed and 
qualifies by taking the oath of office. 

The suggestion was made that the President might per- 
mit Mr. McManamy to remain on the Commission until he 
was 70 years old when he would be eligible for retirement 
and a government pension. The President could do that 
under the law providing that a commissioner, notwithstanding 
expiration of his regular term of office, shall continue in office 
until his successor has qualified, it is contended. 

Hugh M. Tate, the former commissioner, whose term ex- 
pired when Commissioner Rogers took the oath of office Sep- 
tember 15, 1937, has been appointed an assistant chief counsel 
on the staff of the Commission and has assumed the duties of 
his office in the Commission’s Bureau of Law, his service be- 
ginning with January 1. 





RAIL FINANCIAL ITEMS 


For the ten months ended with October, 1937, Class I 
railroads had aggregate net income of $97,539,623, as com- 
pared with $90,298,477 in October, 1936, and $17,194,927 in 
October alone as against $46,585,462 in October, 1936, accord- 
ing to the Commission’s monthly statement on _ selected 


income and balance sheet items prepared by its Bureau of 
Statistics. 


An analysis of net income by the Bureau showed that 
for the ten months of 1937, 70 reports showed net income 
of $204,104,727, while 62 reports showed a net deficit of 
$106,565,104. For the ten months of 1936, 65 reports showed 
a net income of $201,820,063, while 67 reports showed a net 
deficit of $111,521,586. For October, 1937, alone, 72 reports 
showed a net income of $27,581,620, while 60 reports showed a 
net deficit of $10,386,693. In October, 1936, 88 reports showed 
a net income of $50,839,667, while 44 reports showed a net 
deficit of $4,254,205. 


The net income as reported for October and the ten months 
ended with October, includes charges of $3,458,962 for October, 
1937, and $33,104,616 for the ten months of 1937, $1,562,789 
for October, 1936, and $14,676,483 for the ten months of 1936 
on account of accruals for excise taxes levied under the social 
security act of 1935; also includes charges and credits result- 
ing in a net charge of $3,555,577 for October, 1937, and $20,- 
022,323 for the ten months of 1937, because of provisions of 
the “carriers’ taxing act of 1937,” approved June 29, 1937, and 
repeal of the act of August 29, 1935, levying an excise tax on 
carriers and an income tax on their employes, and for other 
purposes. The charges and credits were not handled in a 
uniform manner by all the carriers and separate totals are not 
available. The net income for October, 1936, includes charges 
of $4,576,115 and for the ten months of 1936 of $31,880,348 
under the requirements of an act approved August 29, 1935, 
levying an excise tax on carriers and an income tax on their 
employes, and for other purposes. 


The following shows railroads with annual operating reve- 
nues above $25,000,000 which had net income both before and 
after depreciation for the ten months of 1937: A. T. & S. F. 
System; A. C. L., B. & O., Boston & Maine, C. & O., C. B. & Q., 
E. J. & E., Erie, including Chicago & Erie, Great Northern, 
L. & N., N. Y. C.,, N. Y¥. C. & St. L., N. & W., Pennsylvania, 
Pere Marquette, P. & L. E., Reading, Southern, Southern Pa- 
cific System, Texas & Pacific, Union Pacific, and Y. & M. V. 

Railroads which had deficites in net income both before and 
after depreciation for the ten months of 1937 were: Alton, Cen- 
tral of Georgia, Centrol of N. J.,C. & E. I1., C. & N. W., C. G. W., 
C. M. St. P. & P., C. R. 1. & P., C. St. P. M. & O., D. & R. G. W., 
Long Island, M. St. P. & S. S. M., M.-K.-T. Lines, Missouri 
Pacific, New Haven, Frisco, Cotton Belt, Seaboard, and Wabash. 


Detailed statistics in the statement follow: 
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For the ten months of 


Income Items 1937 1936 

1. Net railway operating income ........ $ 530,770,021 $ 524,292,105 
DA DRONE oni vaw cca sksisencescovess 112,432,173 119,634,438 
3. RE SOND avi cadeseccesecesct< $ 643,202,194 $ 643,926,543 
4. Miscellaneous deductions from income. 16,881,770 16,891,399 
>. Income available for fixed charges ..$ 626,320,424 $ 627,035,144 
6. Fixed charges: 

6-01. Rent for leased roads ...... 110,339,807 110,897,527 

6-02. Interest deductions ......... 405,868,932 413,401,306 

6-03. Other deductions ........... 2,306,927 2,282,699 

6-04. Total fixed charges ..... 518,515,666 526,581,532 
7 Income after fixed charges ...... 107,804,758 100,453,612 
8. Contingent charges ......cssecccccees 10,265,135 10,155,135 
9. ee ee Re ee rs $ 97,539,623 $ 90,298,477 
10. Depreciation (Way and structures and 

POND): Lckosshncbibn sanepteeetiens 163,621,962 161,357,364 

11, Fe@eral income tames ........cccccsses 31,771,716 23,393,050 
12. Dividend appropriations: 

12-01. On common stock ......... 73,845,241 65,421,307 

12-02. On preferred stock ......... 


20,633,432 


18,413,186 


Balance at end of October 


Selected Asset Items 1937 1936 

13. Investments in stocks, bonds, etc., other 

than those of affiliated companies (To- 

a JAE, ED) Kees Koso 6esewnne $ 693,023,591 $ 681,844,392 
ES ee er er $ 464,197,370 $ 554,817,336 
15. Demand loans and deposits .......... 18,564,793 19,089,247 
16. Time drafts and deposits ............. 39,657,491 40,350,519 
17. Special deposits .......cccccccccscccves 124,512,434 109,385,885 
18. Loans and bills receivable ............ 10,676,448 2,690,689 
19. Traffic and car-service balances receiv- 

MED ci oe ee Ranke SS SGe ESE ES ane Se 65,361,849 67,819,537 
20. Net balance receivable from agents and 

ee Sree eT Cree Tee 53,509,902 54,535,397 
21. Miscellaneous accounts receivable .... 143,538,400 148,402,128 
22. Materials and supplies ............... 384,376,045 294,507,835 
23. Interest and dividends receivable ..... 23,716,104 30,458,567 
D8. Bemis TOCEWVADIE ..nccccescccccssvecce 2,297,911 2,796,975 
25. Other current assets .........cccccccee 9,284,612 6,460,169 
26. Total current assets (items 14 

to 25) 


Selected Liability Items 


TTT TT TTT Te $1,339,693,359 $1,331,314,284 


Balance at end of October 


1937 


1936 


bt maturin within 6 
- gine se lean a i el $ 84,544,668 $ 135,195,839 
28. Loans and bills payable7 ............- $ 210,062,762 $ 217,826,952 
- ice balances paya- 
ssi —— postnatal ot ema pay® 8,130,321 87,119,745 
30. Audited accounts and wages payable . 264,538,313 234,142,055 
31. Miscellaneous accounts payable ...... 102,760,540 109,916,669 
32. Interest matured unpaid ............. 633,047,752 516,805,535 
33. Dividends matured unpaid ........... 3,397,675 2,366,339 
34. Funded debt matured unpaid ........ 464,198,663 478,742,803 
35. Unmatured dividends declared ....... 6,363,275 1,274,268 
36. Unmatured interest accrued .......... 105,493,056 107,080,327 
37. Unmatured rents accrued ............ 38,002,158 37,737,882 
38. Other current liabilities .............. 25,302,986 27,239,794 
39. Total current liabilities (items 
OS SED. a ssnarensansseeern $1,941,297,501 $1,820,252,369 
40. Tax liability (Account 771): $ 117,074,022 $ 86,508,831 
40-01. U. S. Government taxes ...... 
40-02. Other than U. S. Government 
SDs Lice cbe Geese ease anaes hanes 159,515,340 156,040,238 


*Includes payments which will become due on account of principal 
or long-term debt (other than that in Account 764, funded debt matured 
unpaid) within six months after close of month of report. 

tIncludes obligations which mature not more than 2 years after 


date of issue. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 1 totaled 
457,359 cars—a decrease of 3,008, or seven-tenths of one per 
cent, below the preceding week, a decrease of 130,904, or 22.3 
per cent, below the corresponding week in 1937, and a decrease 
of 318,396, or 41 per cent, below the same week in 1930. Mis- 
cellaneous totaled 171,702; merchandise, 115,520; coal, 103,880; 
grain and products, 28,991; live stock, 10,091; forest products, 
16,769; ore, 5,344; coke, 5,062. 

Railroads the week ended December 25 loaded 460,367 cars 
of revenue freight (see Traffic World, Jan. 1), according to 
the Association of American Railroads. 

i Total loadings by commodities in 1937 compared with 1936 
ollow: 


Per Cent 

1937 1936 Increase 
Grain and grain products ............. 1,809,515 1,804,088 Be 
SEIS Ce rei ie als piows rm h aig wk ine 725,207 758,472 4.4* 
SN ce ote Cots bbe sak Sado ek Karke aw ee 6,996,154 6,952,647 6 
SI aoe SE ce neg Iocan kh te bela lew ieee wid 516,767 479,003 7.9 
I I a tee a 1,844,900 1,678,769 9.9 
Se Pe eae ikaw a ised WS ESR A wa 2,208,530 1,618,761 36.4 
REIN, Bas Boe Eas bins wanowuw shone 8,478,299 8,267,056 2.6 
PEEMNUNE 5. . 5 aici cid 6 s.0ueletin on wee ere 15,413,556 14,503,879 6.3 
MEY “cia canbe bie hk oA Sew Heae.s one 7,992,928 36,062,675 5.4 

*Decrease. 


All districts reported decreases compared with the corre- 
sponding week in 1936, and all except the Pocahontas showed 
decreases under 1930. 

Loading of revenue freight in 1937 compared with 1936 
and 1930 follows: 


1937 1936 1930 

a 3,316,886 2,974,553 4,246,552 
4 weeks in February ............... 2,778,255 2,512,137 3,506,899 
4 weeks In Maree ... wc cccvcccccecces 3,003,498 2,415,147 3,515,733 
ee re 2,955,241 2,543,651 3,618,960 
ee ON DRY. he sicswcccessconswas 3,897,704 3,351,564 4,593,449 
BREE SRE vecbivcsecscnsccies 2,976,522 2,786,742 3,718,983 
ee IR ceca ecce cee enswaed 3,812,088 3,572,849 4,475,391 
ee. eee 3,115,708 2,954,522 3,752,048 
4 weeks in September .............. 3,182,943 3,062,378 3,725,686 
> WOES BM COPPDBET ook ce sic se cuwes 4,017,319 4,097,448 4,751,349 
4 weeks in November ............... 3,627,637 3,014,667 3,191,342 
Week of December 4 ............... 623,337 745,295 787,072 
Week of December 11 .............. 622,131 739,096 744,353 
Week of December 18 .............. 603,292 730,048 713,865 
Week of December 25 .............. 460,367 562,578 536,292 

| ee ee ee . . -37,992,928 36,062,675 45,877,974 


Revenue freight loading by districts the week ended De- 
cember 25 and for the corresponding period in 1936 was 
reported as follows: 


Eastern district: Grain and grain products, 5,016 and 4,480; live 
stock, 1,104 and 1,133; coal, 20,862 and 26,979; coke, 1,564 and 2,529; 
forest products, 1,402 and 1,457; ore, 574 and 1,123; merchandise, L. 
C. L., 29,463 and 33,523; miscellaneous, 38,722 and 56,727; total, 1937, 
98,707; 1936, 127,951; 1935, 111,696. 


Allegheny district: Grain and grain products, 2,729 and 2,698; 
live stock, 670 and 699; coal, 24,290 and 31,408; coke, 1,685 and 4,875; 
forest products, 585 and 924; ore, 1,304 and 1,985; merchandise, L. C. 
L., 19,972 and 23,749; miscellaneous, 31,137 and 52,116; total, 1937, 
82,372; 1936, 118,454; 1935, 91,006. 

Pocahontas district: Grain and grain products, 145 and 174: live 
stock, 52 and 52; coal, 22,166 and 27,684; coke, 350 and 482: forest 
products, 450 and 464; ore, 51 and 77; merchandise, L. C. L.., 3,965 
and 4,544; miscellaneous, 3,504 and 4,801; total, 1937, 30,683; 1936, 
38,278; 1935, 31,313. 

Southern district: Grain and grain products, 2,449 and 1,723: live 
stock, 610 and 778; coal, 12,679 and 16,283; coke, 264 and 575; forest 
products, 6,755 and 9,014; ore, 492 and 558; merchandise, L. C. L., 


Revenue Freight Car Loading—Week Ended Saturday, Dec. 25 


Grain and Live 
grain prod. stock 
1937 27,933 9,555 
eee rr { 1936 24,186 9,861 
1935 19,744 9,817 
Preceding week December 18 ....1937 35,620 14,363 
Per cent increase over ........... 1936 15.5 
Per cent decrease under ....... . -1936 3.1 
Per cent increase over ........... 1935 41.5 
Per cent decrease under ......... 1935 2.7 
1937 1,809,515 725,207 
Cumulative 52 weeks to Dec. 25. | 1936 1,804,088 758,472 
{ 1935 1,577,053 714,495 
Per cent increase over ........... 1936 3 
Per cent decrease under ......... 1936 4.4 
Per cent increase over ........... 1935 14.7 1.5 
Per cent decrease under ......... 1935 


Per cent to 15 year average 79.3. 


Coal 
101,437 
123,956 
117,574 
149,929 


18.2 


13.7 
6,996,154 
6,952,647 
6,144,69 

6 


13.9 


Forest Mdse. 

Coke products Ore L.C.L. Miscellaneous Total 
4,912 20,601 6,960 119,516 169,453 460,367 
10,427 28,399 7,523 133,127 225,099 562,578 
8,560 17,067 3,465 119,353 171,108 466,688 
6,431 25,106 8,492 145,648 217,703 603,292 
52.9 27.5 7.5 10.2 24.7 18.2 

20.7 100.9 ol 

42.6 1.0 1.4 
516,767 1,844,900 2,208,530 8,478,299 15,413,556 37,992,928 
479,003 1,678,769 1,618,761 8,267,056 14,503,879 36,062,675 
339,628 1,383,872 1,036,432 8,080,675 12,227,288 31,504,134 
7.9 9.9 36.4 2.6 6.3 5.4 
52.2 33.3 113.1 4.9 26.1 20.6 


——— 
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20,985 and 22,937; miscellaneous, 27,476 and 30,469; total, 1937, 71,710; 
1936, 82,337; 1935, 64,966. 

Northwestern district: Grain and grain products, 6,565 and 5,577; 
live stock, 2,638 and 2,602; coal, 6,597 and 6,400; coke, 749 and 1,693; 
forest products, 6,056 and 8,257; ore, 273 and 406; merchandise, L. 
C. L., 15,268 and 16,110; miscellaneous, 17,687 and 23,123; total, 1937, 
55,833; 1936, 64,168; 1935, 54,254. 

Central Western district: Grain and grain products, 8,033 and 
6,765; live stock, 3,556 and 3,472; coal, 10,447 and 11,133; coke, 184 
and 166; forest products, 2,916 and 4,289; ore, 3,972 and 2,927; mer- 
chandise, L. C. L., 20,484 and 21,676; miscellaneous, 29,927 and 32,919; 
total, 1937, 79,519; 1936, 83,347; 1935, 72,693. 

Southwestern district: Grain and grain products, 2,996 and 2,769; 
live stock, 925 and 1,125; coal, 4,396 and 4,069; coke, 116 and 107; forest 
products, 2,437 and 3,994; ore, 294 and 447; merchandise, L. C. L., 


9,379 and 10,588; miscellaneous, 21,000 and 24,944; total, 1937, 41,543; 
1936, 48,043; 1935, 40,760. 


BUDGET ESTIMATES 


__ Curtailment of public expenditures for improvement of 
highways and waterways was urged by President Roosevelt 
in his message transmitting the budget of the government of 
og — States to Congress for the fiscal year ending June 

_. The President said as federal aid to new permanent state 
highways almost $1,500,000,000 had been appropriated in the 
last five years and an equal sum had been spent in the same 
period for constructing, repairing, and improving roads and 
streets by federal agencies administering unemployment relief. 

“These vast expenditures have put our highway systems 
far in advance of what would have been normal expansion,” 
said he. “I do not propose eliminating federal aid to high- 
ways, but I do ask that such aid be restored to approximately 
the pre-depression figures. 

“We have a great accumulation of unliquidated ‘matching’ 
authorizations for aid to states running into the year 1940— 
but the states should also be encouraged to bring their high- 
way budgets back to a more normal figure. Therefore I hope 
Congress will start at this session to cut down the actual ap- 
propriations used to match state funds. 

“For the ten years up to June 30, 1933, the federal govern- 
ment spent an average of $40,000,000 a year for river and har- 
bor improvements. During the past years we have spent an 
average of over $100,000,000 a year. Meanwhile a justified 
demand for greater protection against floods has developed. 
Flood protection is necessary and in this budget I am curtail- 
ing the estimates for new river and harbor improvements in 
order to provide more money for flood emergencies.” 

Curtailment was proposed, said the President, because 
expected government income would be less, and second, be- 
cause it had been amply demonstrated that public expendi- 
ture for capital improvements such as the improvement of 
highways and waterways did not provide as much work as 
did other methods of taking care of the unemployed. 

The President said $150,300,000 would be produced in the 
fiscal year 1938 by taxes on the railroads and their employes 
under the rail pension taxing act, as against only $345,088 in 
1937 due to the litigation which finally was dropped after the 
carriers and employes had agreed on a pension system. For 
the fiscal year 1939 he said the taxes on carriers and employes 
were expected to yield $116,900,000, a decline of $33,400,000 
from 1938, due largely to the fact that the 1938 collections 
included 1937 accruals deferred by litigation. For the rail- 
road retirement account in 1939 he said $117,250,000 would be 
required, $20,286,000 less than for 1938. He said an accumu- 
lation of payments due in 1937 had to be met in 1938 whereas 
there would be no accumulation to be carried over into 1939, 
the reference being to fiscal years. 


I. C. C. Appropriation 


For the Interstate Commerce Commission for the fiscal 
year ending June 30, 1939, the budget carries an estimate of 
$8,976,000, an increase of $1,036,500 over the appropriations 
for the fiscal year 1938. The increases are $58,500 for signal 
safety systems due to the broadening by the act of August 
26, 1937, of the inspection powers of the Commission, and 
$1,050,000 for expansion of motor carrier regulation work, 
and the decreases are $12,000 for regulating accounts, and 
$60,000 for the valuation of property of carriers. Broken up 
the estimate for the 1939 fiscal year follows: Salaries and 
expenses, $2,544,000; regulating accounts, $840,000; safety of 
employes, $506,000; signal safety systems, $100,000; locomotive 
inspection, $471,000; valuation of property, $640,000; air mail, 
$200,000; motor transport regulation, $3,500,000; printing and 
binding, $175,000. 

Maritime Commission 


For the Maritime Commission the budget carries an 
authorization of $115,000,000 for subsidy contracts in addition 
to funds available for carrying out the provisions of the mer- 
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chant marine act, 1936. In explanation it was stated, how- 
ever, that as there had been transferred to the commission 
funds approximating $100,000,000, there would remain a suffi- 
cient amount for 1939 operations, and hence no additional 
funds were requested for that year. 


Mediation Board 


An estimate of $377,400 for the National Mediation Board, 
$8,365 less than the appropriation for 1938, is carried in the 
budget. 

Retirement Board 


For the Railroad Retirement Board an estimate of $2,215,- 
000 is made for administrative expenses and $118,250,000 for 
the railroad employes’ retirement fund. 


Highways 


For all federal highway aid and work an appropriation of 
$100,000,000 is recommended, a decrease of $80,000,000 below 
the total for the fiscal year 1938. The total includes $20,000,000 
for elimination of hazards at grade crossings. 


Rivers and Harbors 

An estimate of $30,000,000 for river and harbor work and 
an estimate of $50,000,000 for flood control work are made for 
those activities. It was stated that the estimate of $30,000,000 
was a decrease of $60,822,101 as compared with 1938. Flood 
control received an increase of $23,500,000. 

Air Navigation 

For air navigation facilities an appropriation of $4,750,000 
is recommended, an increase of $1,838,200 over 1938. For 
maintenance of air navigation facilities $6,850,000 is recom- 
mended. For regulation of aircraft in commerce $1,535,000 
is recommended. The total for the Bureau of Air Commerce 
of the Department of Commerce, including these and other 
estimates, is $14,000,000 as against $10,878,500 for 1938. 


Action on Estimates 


The House committee on appropriations reported the inde- 
pendent offices appropriation bill January 6 carrying the 
budget estimates for the Interstate Commerce Commission and 
the Railroad Retirement Board. The estimate of $377,400 for 
the National Mediation Board was cut to $374,200. a 

The committee said that under existing appropriations ar- 
rearages in the Commission’s motor regulation work were pil- 
ing up. In the section of certificate and insurance, it said, 
there were 89,000 applications on file and new applications were 
coming in at the rate of about 400 a month, each of which 
must be assigned for formal hearing. It said the latter were 
being conducted at the rate of about 250 a month, leaving a 
carry-over of 150 cases not acted on. At the present rate of 
disposition, and on the present appropriation level, it said, it 
was estimated it would require 25 months to clean up the pres- 
ent docket, and that, meanwhile, 10,000 new applications would 
have been filed, representing a work schedule of an additional 
three years and four months. It said the work was correspond- 
ingly behind in the other sections of the motor bureau and 
that it had granted the budget increase of $1,050,000 in the 
belief that the public interest would otherwise materially suffer. 

As to valuation of railroads the committee said the valua- 
tion had been completed within recent years at a total cost 
of approximately $50,000,000. The present obligation was to 
keep the valuations current. Ae ; 

Salaries of members of the Commission are continued at 
$10,000 a year. Before the economy act in the period of the 
depression they received $12,000 a year. The commissioners 
for a time had 15 per cent taken off the $10,000. 





ILLINOIS CHAMBER OPPOSES TRAIN LIMIT 

The Illinois Chamber of Commerce, over the signature of 
C. G. Ferris, its executive vice-president, has _ sent to repre- 
sentatives of the state in Congress a letter voicing opposition 
to the train limit bill. The letter says it would be incon- 
sistent now to add an estimated sum of from $90,000,000 to 
$150,000,000 to the expenses of the railroads when their need 
for added revenue is so apparent that business, which would 
ordinarily oppose an increase in freight rates, is, to a large 
extent, in favor of it. The bill, the letter points out, is legis- 
lation of the make-work kind disguised as a safety measure. 
Since the bill was passed in the Senate, it adds, declining 
traffic has changed the picture so as to make its adoption now 
even more dangerous than it would have been at that time. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 








PAGE 82 





AIR CARRIER REGULATION 


The Traffic World Washington Bureau 


After a conference with President Roosevelt, Senator 
McCarran, of Nevada, member of the Senate interstate com- 
merce committee who has been urging enactment of legislation 
regulating air carriers, announced January 4 that the President 
was not in favor of regulation of air carriers by the Inter- 
state Commerce Commission but wished an independent com- 
mission created to do the job. In view of the attitude of the 
President, Senator McCarran said he would endeavor to work 
out a measure providing for an independent commission. 

Disclosure by Senator McCarran of the position of the 
President was the first public intimation that the President 
had departed from views formally expressed by him heretofore 
in favor of regulation by the Commission of air lines. The 
President rejected a recommendation of the special commission 
which investigated aviation several years ago that an inde- 
pendent commission be created. At that time he took a stand 
in favor of regulation by the Commission in line with a purpose 
to have one regulating agency for all forms of transportation. 

The McCarran bill and the Lea bill, both providing for 
regulation of air transport lines by the Commission, have been 
favorably reported by the Senate and House committees on 
interstate commerce and are on the calendars of the Senate 
and House. 

Opposition to regulation of air transport by the Commis- 
sion has come principally from officials of the Post Office 
Department and the Department of Commerce. Each of these 
departments now has considerable power with respect to 
aviation. 

Secretary Roper, of the Department of Commerce, an- 
nounced some time ago that the President had asked him to 
set up an interdepartmental committee to prepare an aviation 
regulation bill. 


Secretary Roper said at his press conference January 5 
that he expected a report soon from the interdepartmental 
committee on aviation. He said he knew of no definite conclu- 
sion as to what recommendation the committee would make as 
to regulation. 


Enactment of the McCarran-Lea bill providing for regula- 
tion by the Commission of air transport lines has been urged 
by Senator Truman, of Missouri, in a letter to his colleagues in 
the Senate. The senator asserted that air mail must not con- 
tinue to dominate aviation but must take its place as merely 
one of several factors—passengers, express, service to citizens 
and especially national defense. Under Commission regulation, 
said he, the broad principle of public convenience and necessity 
would govern. He said regulation provided by the bill was 
necessary to remove present restraints which were seriously 
hampering the air transport industry. 


President Roosevelt, at his press conference, January 7, 
said he favored an independent agency to regulate air trans- 
portation because the interdepartmental committee to which he 
had committed the task Bf framing legislation about civil avia- 
tion had recommended suteh a body. He said that report was 
more nearly like the McCarren bill of 1934 than the McCarren 
bill of 1937. 


AERONAUTICS REPORT 


The National Advisory Committee for Aeronautics says in 
its annual report to Congress that the United States leads the 
world in the development and operation of commercial aircraft 
due to cooperation of the Bureau of Air Commerce, air trans- 
port lines, aircraft manufacturers, the national policy of air 
mail compensation, the unexcelled federal air navigation facili- 
ties, the service of the Weather Bureau, and valuable contribu- 
tions from the army and navy. 

The committee emphasized the economic value of research 
in the field of aviation. Continuing, it said: 


No money estimate can be placed upon the economic value of 
greater national security through development of the means of produc- 
ing superior military aircraft. Nor can a money estimate be placed 
upon the economic value of lives and property saved through improve- 
ments in the safety of aircraft. Nor can the educational advantages 
offered by air travel, the time saved, and the pleasure afforded to pas- 
sengers be evaluated, nor the value to the nation of extending its 
national influence through world trade routes of the air. The researches 
of this committee, however, do have a tremendous economic value that 
can be measured in dollars and cents. Improvements in aircraft that 
have resulted from the committee’s investigations and that have a 
definite economic value are numerous. Careful computations have been 
made of the economic value of a few of the more important contribu- 
tions of this organization. These indicate that the annual savings in 
money made possible by the committee’s researches exceed the total 
appropriations for this organization since its establishment in 1915. 

With the rapid expansion of aviation in national defense, it is more 
than ever necessary that facilities be available for the prompt and 
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adequate study of those fundamental problems in aeronautics that influ- 
ence the speed, range, capacity, and control of aircraft. 

The committee believes that the future development of American 
aeronautics is largely dependent upon the support and effort given to 
the orderly and sustained prosecution of fundamental scientific re- 
search. It is the confident hope of the committee that the United States 
will never be in a position where fundamental information necessary 
for the design of aircraft of maximum performance, efficiency, and 
safety will have to be imported from any foreign nation. 

In commercial aviation the major problem is one of improving 
safety without penalizing those factors that are necessary to increase 
the speed, efficiency, operating range, and comfort of aircraft. When 
this committee was established over twenty-two years ago there was 
but little appreciation of the value of aeronautics to national defense 
and practically no appreciation of the possibilities of aircraft in com- 
merce. 

Aviation has now become such an important factor in national de- 
fense, in the promotion of transportation in the United States, and in 
the extension of international commerce and good will that the organi- 
zation and conduct of aeronautical research have attained the greatest 
significance and importance. 

Foreign nations are making determined efforts to design and pro- 
duce superior research facilities and to develop superior aircraft, both 
civil and military. The committee in order fully to meet its responsi- 
bilities is endeavoring to modernize, improve, and augment its research 
facilities so as to maintain the present advantage of the United States. 

To assure effective functioning on the urgent problems of the army 
and navy in time of war means for stabilizing the personnel of this 
organization must be found. From a study of the problem thus far it 
appears that enactment of legislation for this purpose may be necessary. 

The committee believes that the results achieved in the past and 
the problems to be faced justify a continuation of the liberal support 
of its work, and it further believes that in order to secure the best 
results there should be no change in its functions or in its status as an 
independent government establishment. 





EXTENSION AIR MAIL SERVICE 
The Senate has passed H. R. 6628, a bill previously passed 
by the House authorizing the Postmaster General to increase 
the air route mileage from 32,000 to 35,000 and the total mileage 
from 45,000,000 to 52,000,000 miles in the air mail service. 


AIR TRAFFIC 


The 17 scheduled airlines operating in continental United 
States in November, 1937, carried 81,654 passengers, and flew 
9,311,978 miles and 34,714,921 passenger miles, according to 
reports to the Bureau of Air Commerce, Department of Com- 
merce. 

The lines carried 528,603 pounds of express and flew 334,- 
328,899 express pound miles in the month. 

Comparisons with October, 1937, and November, 1936, are 
shown in the following: 





October November November 
1937 1937 1936 

Companies operating ........... 18 17 21 
Companies reporting ........... 18 17 21 
Passengers Carried .........00.s% 113,539 81,654 96,019 
Express carried (pounds) ....... 684,241 528,603 751,890 
Express pound miles flown ...... 427,281,099 334,328,899 432,191,030 
RE, 2 Sccuh cies apa poulieew 6,084,747 5,311,978 5,639,008 
Passenger miles flown .......... 49,186,173 34,714,921 42,890,899 
Passenger seat miles flown ..... 81,365,331 70,701,720 63,574,421 
Per cent used—seats ............ 60.45 49.10 67.47 


CAR SURPLUS REPORT 


Class I railroads in the period December 1-14, inclusive, 
had an average daily surplus of 235,421 freight cars, according 
to the car service division of the Association of American Rail- 
roads. It was made up as follows: Plain box, 98,553; auto box, 
15,546; total box, 114,099; flat, 8,235; gondola, 48,637; hopper, 
29,897; total coal, 78,534; coke, 215; S. D. stock, 22,602; D. D. 
stock, 3,532; refrigerator, 6,928; tank, 225; miscellaneous, 1,051. 
Canadian roads reported a surplus of 9,943 cars, made up of 
8,549 plain box, 325 auto, 225 flat, 150 gondola, 300 S. D. stock, 
150 refrigerator and 244 miscellaneous cars. 


MANUFACTURERS’ PROTEST TRAIN LIMIT 


The Illinois Manufacturers’ Association has sent a letter 
to each of the members of the House committee on interstate 
and foreign commerce protesting against the adoption of the 
train length limitation bill, S. 69. Over the signature of James 
L. Donnelly, the association’s letter points out that the pro- 
posed law would, if enacted, affect detrimentally the safety 
record of the railroads instead of tending to promote railroad 
safety as contended by its proponents. It would also inter- 
fere With railroad service in periods of peak traffic, the letter 
adds, require added capital expenditure, increase railroad un- 
employment and “result in large and unwarranted increases 
in annual operating expenses when the carriers already are 
in desperate financial plight.” 
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C. F. A. TRUCK RATES 


Efforts to increase truck revenues in C. F. A. Territory 
are proceeding along two lines. The first is a series of meet- 
ings scheduled for the week of January 3, the first of which 
was held at Chicago on that day (see Traffic World January 
1, p. 28). Sixty common carrier truck operators in the Chi- 
cago area voted unanimously, at that meeting, to apply imme- 
diately to truck class rates the same increases the Commission 
awards to the railroads in Ex Parte 123, if and when such 
awards are made. Since truck class rates in that territory are 
now on the rail levels, except in such instances where they 
have been set somewhat lower to meet rates quoted by freight 
forwarders, the operators at the Chicago meeting agreed that 
nothing could be done to bring about an immediate increase, 
except in those rates which are now below the level of 45 
cents a hundred pounds. On such rates, it was pointed out, 
the truckers have a leeway because of the fact that pick-up 
and delivery of railroad freight in C. F. A. territory is re- 
stricted to rates above 45 cents as a minimum. The meeting 
voted to make adjustments in these low-level truck class rates 
to reflect the added service of trucks over the rail service 
without pick-up and delivery. Meetings set for later in the 
week, at St. Louis, Indianapolis, Cleveland and Detroit were 
expected to take substantially similar action. 

In a further attempt to increase revenues in the territory, 
C. F. A. operators, through the Central States Motor Freight 
Bureau, reopened the whole subject of commodity rates, appar- 
ently settled last summer with the cancellation of upwards of 
1400 individual commodity tariffs and the substitution therefore 
of five area commodity tariffs. The decision to revise the area 
tariffs was made following a meeting of the bureau’s board of 
directors December 20 (see Traffic World December 20, 1937, 
p. 1452), at which the inadequacy of revenues and the diffi- 
culty of maintaining commodity rate levels against contract 
carrier competition was discussed at some length. It was sub- 
sequently determined to attempt to revise the rates in the 
area tariffs upwards by holding a new series of area meetings 
at which both common and contract carriers were to be asked 
to make another attempt at agreements on point-to-point com- 
modity rates. After such agreement, the Commission will be 
asked to entertain complaints against individual operators 
who may file tariffs containing rates lower than the agreed 
bases using such bases as criteria of reasonableness. 

Director Blanning of the Commission’s motor carrier bu- 
reau was present at the meeting of the Central Bureau’s board 
at which the plan was discussed. That the Commission has 
agreed to the plan at least tacitly is indicated by the fact 
that it has consistently suspended all truck commodity tariffs 
naming reductions in C. F. A. rates under I. and S. M-278. 
That order originally named merely specific publications of 
the Calvert Motor Freight Company and some others, but it 
since has been expanded by a number of supplemental suspen- 
sion orders naming all commodity reductions in C. F. A. terri- 
tory filed since its institution, December 29, except only those 
that have been arrived at under group agreements. 

The Commission’s interest in the bureau’s plan is also 
indicated by the fact that, in addition to invitations sent to 
common and contract carriers to attend the area meetings 
from the bureau’s office, letters urging them to do so will be 
sent to them from Director Blanning’s office. The latter has 
also indicated that either he or a representative will be present 
at each of the meetings. The meetings have been set as 
follows: 

Chicago, Stevens Hotel, January 10; Indianapolis, Severin 
Hotel, January 17; Columbus, Deshler-Wallick Hotel, January 
24; Cleveland, Hotel Statler, January 31; Detroit, Fort Shelby 
Hotel, February 7. 

A secondary effect of the suspension of C. F. A. truck com- 
modity rate reductions and the decision to revise the area 
tariffs has been the clearing of the docket of the Central States 
Motor Freight Bureau, central publishing agency of C. F. A. 
truck operators, by issuing a blanket disapproval of all pro- 
posals for commodity rate changes involving reductions. Some 
500 proposals, representing more than 99 percent of the sub- 
jects on the bureau’s docket, were thus disposed of, according 
to bureau officials. The bureau’s standing rate committee will 
not hold its regular hearings, which were scheduled for Chi- 
cago January 12. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 71820, application of W. Parker, dba Parker Transfer 
& Storage, Sioux Falls, S. D.; MC 78077, application of Joseph 
C. Bernier, dba Joseph Bernier, Trucking, Epping, N. H.; MC 
64806. application of R. P. Thomas Trucking Co., Inc., Mar- 
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tinsville, Va.; MC 59875, application of William Albert Stack- 
pole, dba W. A. Stackpole Motor Transportation, Manchester, 
N. H.; MC 48557, application of Thomas W. Cartwright and 
Charles E. Uhl, dba Cartwright and Uhl, Hamilton, O.; MC 
39399, application of Price Motor Freight, Youngstown, O.; 
MC 38288, application of Ralph S. Lyon, West Warwick, R. L.; 
MC 32578, application of A. L. Rutherford and Wayne Ruther- 
ford, dba Rutherford Transfer Co., Elizabethton, Tenn.; MC 
31441, application of Eli N. Marcotte, Raymond, N. H.; MC 
29541, application of D. G. Shaw, dba Shaw Furniture Trans- 
fer, Jacksonville, Fla.; MC 18833, application of William Holli- 
day Edwards, dba W. H. Edwards, Currituck, N. C.; MC 16773, 
application of Otis Rockwell, Bristol, N. H.; MC 10912, appli- 
cation of Ralph Nash, dba Nash Transfer Co., Cedar Rapids, 
Ia.; MC 60307, Palmetto Truck Lines, Inc., common carrier 
application; MC 3250, application of Fred Q. Payne, Greenup, 
Ill.; MC 59574, application of J. Clarence Leary and R. W. 
Leary, Jr., dba Leary Brothers Storage Co., Edenton, N. C.; 
MC 22207, application of James A. Murray, dba Murray 
Warehouse & Van Co., Chicago, Ill.; MC 19750, application of 
Jay Griffin, Des Moines, Ia.; MC 1997, application of Mounts 
Express, Inc., New Brunswick, N. J.; MC 31816, application of 
Oscar T. Anderson, Jr., Lake City, S. C.; MC 2262, applica- 
tion of George Frank and E. R. Brillhart, dba Atlantic Motor 
Freight, Atlanta, Ia. : 

MC 36433, application of J. H. Klein and Arnold Klein, 
dba J. H. Klein & Son, Oskaloosa, Ia.; MC 29073, application 
of Bruce and Warner’s Express, Inc., Boston, Mass. 


EXCEPTIONS TO MOTOR REPORTS 

MC 29985, Frances B. Murphy, contract carrier applica- 
tion; MC 59675, Frances B. Murphy, common carrier applica- 
tion. Time for filing exceptions to recommended order 
extended to January 20. 

MC 42614, Sub. No. 2, Chicago & North Western Railway 
Co. (Charles P. Megan, trustee), extension of freight opera- 
tion; MC 84655, Sub. 1, Chicago & North Western Railway Co. 
(Charles P. Megan, trustee), extension of passenger operations. 
Time for filing exceptions to recommended order extended to 
January 18. 

MC 5466, Liberty Return Loads Association, Inc., common 
carrier application. Time for filing exceptions to recommended 
order extended to January 22. 


MOTOR ORDERS EFFECTIVE 

The recommended orders made in the following motor 
carrier cases have become effective as shown: 

MC 50435, Lester A. Scott, contract carrier application, 
as of Dec. 20; MC 50366, Kentucky Midland Co., common car- 
rier application, as of Dec. 20; MC 30499, Godfrey’s Motor 
Freight, common carrier application, as of Dec. 17; MC 19829, 
Cincinnati-Southern Motor Express, Inc., common carrier ap- 
plication, as of Dec. 17; MC 40704, Cincinnati-Southern Motor 
Express, Inc., contract carrier application, as of Dec. 17; MC 
F-127, Merchants Motor Freight, Inc. (Minnesota), consolida- 
tion, Stanley L. Wasie and Merchants Motor Freight, Inc. 
(Iowa), as of Dec. 31. 


GRANDFATHER CLAUSE PROCEDURE 


Holding that its preliminary procedure on grandfather 
clause applications for certificates or permits is authorized by 
the grandfather clauses of the motor carrier act and is the 
only method by which the Commission can hope to accom- 
plish the issues of certificates and permits within a reasonable 
time, the federal regulatory body has declined to make any 
change in that procedure, as suggested by resolution of the 
National Association of Railroad and Utilities Commissioners 
at its forty-ninth annual convention at Salt Lake City, Utah, 
August 31-September 3 (see Traffic World, September 4, p. 
505). The declination is shown by correspondents on the sub- 
ject carried on by Commissioner Eastman, chairman of division 
5, Clyde S. Bailey, secretary and assistant general solicitor 
of the association, and Alexander M. Mahood, president of the 
association. 

In the resolutions adopted at Salt Lake City the associa- 
tion expressed the opinion that grant of certificates or permits 
on ex parte hearings before Bureau of Motor Carriers’ super- 
visors, without notice to interested state commissions as to 
time and place of hearing and without any opportunity to 
offer evidence in opposition to the applications and to be heard 
thereon, was irregular and unauthorized procedure not in 
accord with the intent and purpose of Congress but contrary 
thereto and in particular in reference to the cooperative pro- 
visions of the motor carrier act. 

“Even though joint boards and examiners could handle 
twice the number of applications now heard formally,” said 
Commissioner Eastman, “thirteen years would elapse before 
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all hearings could be finished upon this group of applications. 
At the same time, this calculation does not provide for any 
hearings upon applications other than those under the grand- 
father clauses. This would be, of course, an intolerable situa- 
tion.” 

Commissioner Eastman said that the informal conferences 
between the applicant and district supervisors were not hear- 
ings. The supervisors, he said, were doing no more than col- 
lecting the information and evidence of operations which the 
applicant neglected to make part of his application. The Com- 
mission, he said, placed this task on the supervisors because it 
found that a personal contact between the Commission and the 
applicant was necessary to obtain a complete application. Of 
course, Commissioner Eastman added, the Commission did not 
grant the application, except to the extent that it was sup- 
ported by evidence. He contended the grandfather clauses 
contemplated summary procedure. 

At some point in the proceedings, said Commissioner East- 
man, the Commission must give state commissions and other 
interested parties a notice and opportunity for hearing. If 
formal hearings were prescribed in all cases, he added, not 
only would the spirit of the grandfather clauses be violated, 
but the Commission would be physically unable to perform 
this task, following that declaration with his estimate of thir- 
teen years. Commissioner Eastman further said that notice 
and opportunity for hearing have always been given state 
commissions by service of a copy of the Commission’s order 
containing a notice to the effect that the certificate should 
become effective unless on the Commission’s own motion or 
for good cause shown by applicant or any other party in in- 
terest it was otherwise ordered. He said the Commission found 
that state authorities and interested parties generally under- 
stood that rule and were taking full advantage of it by filing 
petitions to stay order. 

President Mahood suggested that schedules of conferences 
between applicants and supervisors, now posted in the offices 
of the district directors and district supervisors of the Bureau 
of Motor Carriers, might be furnished to state commissions. 
He said that if state commissions had available to them a 
schedule of the supervisor’s conferences it would be a simple 
matter to check such applications with those on file with the 
state commission and determine whether or not the state com- 
mission should have a representative present when the super- 
visor collected information and evidence of operations which 
applicants neglected to make a part of their applications. 

In a letter of President Mahood, Commissioner Eastman 
said the Commission believed that this procedure was less 
burdensome both to the state commissions and to the Commis- 
sion than any which had been suggested and lent itself better 
to expedition, which he added was greatly to be desired. Com- 
missioner Eastman also said that compliance with the request 
for notices and other papers from the supervisor’s office would 


entail much clerical work, provision for which did not exist in 
the district offices. 


KEESHIN DEBENTURES AUTHORIZED 


Authority to issue not exceeding $1,600,000 of 4.5 per cent 
serial debentures, to be issued in three series, has been granted 
by the Commission, division 5, in MC F-480, Keeshin Trans- 
continental Freight Lines, Inc., issuance of debentures. This 
report also embraces MC F-310, Keeshin Transcontinental 
Freight Lines, Inc., debentures, in which the applicant sought 
to extend the due date of $1,200,000 of 5 per cent serial con- 
vertible debentures dated July 15, 1936, and having maturities 
of $100,000 every 6 months from May 1, 1937, to May 1, 1939, 
on which latter date $800,000 principal amount will become 
due and payable. In the title application the company pro- 
posed to issue new debentures, on terms more advantageous 
to itself, said the report, and to exchange $1,200,000 principal 
amount thereof on a par for par basis for the debentures now 
outstanding. In view of that proposal the Commission dis- 
missed MC F-310. 

Applicant, the report said, was the holding company which 
controlled, through direct or indirect ownership of their capital 
stock, the carriers composing the so-called Keeshin system. 

The proposed issue of $1,600,000 is to be divided into let- 
tered series $400,000 in series A, $800,000 in series B, and 
$400,000 in series C. Owners of the issue of $1,200,000 of 
outstanding debentures, according to the report, are willing to 
accept a like amount of the new debentures at a lower rate of 
interest. 

The proceeds of the series C debentures, the report said, 
were required to build up the working capital of the applicant 
and its subsidiaries, and to enable them to make needed re- 
placements and rehabilitations, but the report said, specific 
data concerning the projects to be financed by such proceeds 
had not been furnished. The series C debentures will mature 
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November 1, 1947. They will be convertible into founders 
stock of the applicant at the rate of 26.6 shares of stock for 
each $1,000 of debentures. The $400,000 of the series C de- 
bentures will be offered to stockholders, other than Lehman 
Brothers, which the Commission said, had waived its right to 
participate in the offer, on the basis of $100 par amount of 
debentures for approximately 3.21 shares of so-called founders 
stock outstanding. Any amount not taken by the stockholders 
will be otherwise offered. The report said the stockholders 
had voted to issue 52,000 additional shares of stock of which 
2,000 shares would be preferred stock and the remainder 
founders stock. The chairman of the board of directors of 
the company, one of the company’s principal shareholders, the 
report said, had agreed to make available for purposes of con- 
version of series C debentures 2,000 shares of founders stock, 
which applicant might acquire at $1 a share. Authority to 
issue stock, the report said, had not been asked and nothing 
herein, it said, was to be construed as granting such authority. 
While interest has been paid on the outstanding deben- 
tures, according to the report, there are two defaults in the 
principal payments, each of $100,000. Principal payments will 
be due on $800,000 May 1, 1939. Yellow Manufacturing Ac- 
ceptance Corporation, a subsidiary of General Motors, and 
Standard Oil of New Jersey, each acquired $600,000 of the 
debentures. The application which was dismissed was for ex- 
tension of the maturity dates of the principal payments on 
which defaults had taken place. Acceptance of the new de- 
bentures, the report said, would eliminate the defaults. 

_. The authority to issue the debentures is subject to the con- 
ditions that the applicant shall not sell, pledge or otherwise 
dispose of the stock of the companies composing the system 
without permission from the Commission and that Lehman 
Brothers shall be excluded from the right to participate in 
the offer to stockholders. 


IMPROVEMENT OF HIGHWAYS 

Apportionment among the states and territories of the 
United States of $121,875,000 for federal aid highways, of 
$24,375,000 for secondary or feeder roads, and of $48,750,000 
for elimination of hazards at railroad grade crossings, for the 
fiscal year 1939, has been made by Secretary of Agriculture 
Wallace as required by the federal highway act. The Secre- 
tary, however, in a letter to governors, requested that no proj- 
ects be submitted for the Secretary’s approval under the 
allotments until Congress had had time to consider further 
the request of the President that the authorizations for the 
fiscal year 1939 be canceled. 


W. T. L. TRUCK RATE BUREAU 

Completion of the organization of the Western Trunk Line 
Motor Common Carriers’ Bureau was announced by C. E. 
Bellew, general manager, January 3 (see Traffic World No- 
vember 6, 1937, p. 1031). According to the announcement, the 
new bureau, headquarters of which are at Des Moines, Iowa, 
has taken over, effective January 1, all of the publications of 
the Missouri Valley Motor Freight Tariff Bureau, the Iowa 
Motor Freight Bureau, the Sioux City District Motor Trans- 
port Association and the Illinois-Iowa group. 

B. E. Peterson has been named publishing agent; Donald 
Wigton, alternate publishing agent and assistant manager, and 
Evan L. Walters, formerly publishing agent for the Missouri 
Valley Bureau at Omaha, chairman of the standing rate com- 
mittee. 

The first work of the bureau, according to Mr. Bellew, 
will be the simplification and clarification of the class rate 
tariffs covering the territory. 


Cc. F. A-SOUTHERN MOTOR RATES 


Shippers apparently are satisfied with the new publication 
and rate set-up decided on by C. F. A. and southern truck 
operators for interterritorial rates between Chicago and Mem- 
phis, on the one hand, and St. Louis and Memphis, on the 
other, if the absence of interest in public hearings on the sub- 
ject held at Memphis late in December may be taken as an 
indication, according to C. L. Lawson, chairman of the stand- 
ing rate committee of the Central States Motor Freight Bureau 
and a member of the interterritorial standing rate committee 
(see Traffic World December 25, 1937, p. 1450). Few shippers 
showed up at the hearing, and none protested against either 
the rates proposed or the manner in which they are to be 
published. 

In the notice of the public hearing printed in the Traffic 
World as above cited, it was erroneously stated that the over- 
head class rates involved, both northbound and southbound 
would be published by the Southern Conference. They will be 
published by the Central and Southern Motor Freight Tariff 
Association, Louisville, Ky., of which R. L. Weck is the agent. 
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MARINE LABOR MEDIATION 


The Traffic World New York Bureau 


The committee on harbor and shipping of the Chamber of 
Commerce of the State of New York, headed by Franklin D. 
Mooney, chairman of the A. G. W. I. lines, has presented to 
the chamber a report recommending the creation of a merchant 
marine labor mediation board, as proposed in bills pending in 
Congress, as a partial solution for serious labor disturbances 
in ocean shipping. 

The committee’s report sounds a warning that American 
foreign and domestic commerce, as well as the national de- 
fense, will be “irreparably injured” unless a prompt solution 
is found for present unsatisfactory, disturbed situation. It com- 
mends the recent survey of the Maritime Commission with 
respect to labor conditions and backs the commission’s proposals 
for the establishment of a labor mediation board. 

The report points out how certain labor unions have in 
the past broken their contracts with steamship companies and 
how outlaw strikes have seriously interfered with water-borne 
commerce. Safety to life and property are involved, it says. 

“The serious labor troubles in the merchant marine have 
been of long standing,” it adds. “In April, 1936, the Bureau 
of Navigation and Steamboat Inspection announced that it had 
a_list_of 500 cases of insubodination aboard American ships. 
The Secretary of Commerce referred to certain activities of 
ships crews as mutiny. 

“Certain labor unions have frequently broken their con- 
tracts, and outlaw strikes have seriously interfered with water- 
borne commerce. . . . The shipping industry further suffered 
from efforts of unions to control allied industries. Some unions 
appear to be endeavoring to control all labor, directly or in- 
directly, connected with port activities. Success of this effort 
would enable strikers to stop all transportation facilities. 

“It is recognized by this chamber that it is a fundamental 
principle of our political and economic system that labor is 
free to accept or abandon employment at will. It is also funda- 
mental that both sides to an industrial dispute shall abide by 
the terms of a contract of labor when it has been agreed. This 
is especially important in respect to navigation, where the 
parties to a contract must perform their obligations properly 
if safety of life and property is to be protected. 

“Above all it should be recognized that the safety of the 
lives of the passengers and crews demand that the personnel 
and labor on a vessel must be subservient to order and disci- 
pline. . . . The creation of a merchant marine mediation board 
should be an important step toward facilitating these ends, as 
well as providing an agency for preventing interruptions to 
water-borne commerce.” 


SHIP CONSTRUCTION PROGRAM 


Chairman Kennedy, of the Maritime Commission, an- 
nounced January 3 that immediate construction of 12 high 
speed tankers to meet the urgent requirements of the U. S. 
Navy for auxiliary vessels capable of traveling with the fleet 
would be undertaken by the Standard Oil Company of New 
Jersey under an agreement with the commission. 


The company will build the tankers and maintain them in 
an operating condition at its own expense for the next 20 
years, while the commission will pay outright the increased 
cost involved in equipping them for high speed and with other 
auxiliary facilities, as national defense features. The com- 
mission has authority to do this under the merchant marine 
act (section 504). Chairman Kennedy emphasized that pay- 
ment for the national defense features involved in no way a 
construction subsidy to the oil company. He announced that 
the company acting on competitive bids received several weeks 
ago, had awarded contracts totaling $37,566,004 for the con- 
struction of the 12 tankers to four shipbuilding firms, which 
would build three each. The commission’s share of this cost 
for the national defense features which will be installed in 
the ships, he said, would be $10,563,000. 


Although the Standard Oil Company alone is signatory to 
the agreement with the commission for the construction of the 
tankers, there is a strong likelihood, according to Mr. Kennedy, 
of other oil companies taking some of the ships, as negotia- 
tions between the companies toward this end are now in prog- 
ress. An opportunity to participate on the same basis was 
offered to 34 American companies operating tankers. Sub- 
sequent allocation is authorized by the terms of the contract, 
which allocation is to be approved by the commission. 


The tanker agreement increased to 25 the number of ships 
now on the maritime building program initiated thus far by 
the commission. This program includes 12 fast steel cargo 
vessels for operation in the foreign trade, on which bids will 
be opened by the commission on February 1, and the new 


PAGE 85 





model safety liner which will replace the Leviathan in the 
north Atlantic service. 

The cost of the 25 ships has been unofficially estimated 
at between 60 million and 75 million dollars. The program, 
it is estimated, also will give employment to approximately 
10,000 workers in the shipyards. 

In awarding the contracts for the vessels, the Standard 
Oil Company, Mr. Kennedy said, accepted the lowest bid sub- 
mitted for a commercial tanker and required other bidders to 
meet this price. The lowest bid was $2,249,417.00 submitted 
by the Sun Ship Building and Dry Dock Company. The amount 
of the differential to be paid by the commission for the national 
defense features was determined in the same way, the com- 
mission selecting the lowest differential submitted, which was 
$880,250. The highest differential submitted was $1,058,000, a 
spread of $177,250. This will make the cost of a tanker 
equipped with the national defense features, $3,129,667, or a 
total of $37,566,004 for the 12 ships. 

The four shipyards which will build the 12 ships are: The 
Newport News Ship Building and Dry Dock Company of New- 
port News, Va.; Bethlehem Ship Building Corporation (Balti- 
more yard); Sun Ship Building and Dry Dock Company of 
Chester, Pa.; and the Federal Ship Building and Dry Dock 
Company of Kearny, N. J. 

The contract requires that the high speed tankers develop 
18 knots on the Rockland course. They will have a speed of 
16% knots (sustained sea speed, fully loaded), as against 12% 
knots of the ordinary commercial tanker, a tonnage of 16,300 
tons dead weight, a length of 525 feet and a cargo capacity 
of approximately 150,000 barrels. With a horsepower of 12,800 
their engines will develop over 300 percent more power than 
the commercial tankers of 4,000 horsepower. It will require 
from 14 months to three years to build the ships. 


KENNEDY FOR GREAT BRITAIN 


President Roosevelt January 7 nominated Chairman Ken- 
nedy, of the Maritime Commission, to be ambassador to Great 
Britain. 

Chairman Kennedy, of the Maritime Commission, accom- 
panied by members of the commission’s staff, left for San 
Francisco January 4 to take up problems faced by the Dollar 
steamship interests and to meet with representatives of ship- 
pers who have objected to steamship routes and reorganiza- 
tion plans under consideration by the commission. Mr. Ken- 
nedy was accompanied by Joseph Sheehan, Edward Moore, 
Harvey Klemmer and Max Truitt of the commission staff. 
Service to Pacific coast ports, as to which shippers have ex- 
pressed dissatisfaction, will be discussed by the chairman and 
his assistants with shippers at San Francisco and other Pacific 
coast ports. 


COMMERCE VIA U. 8. PORTS 


Statistics showing the volume of commerce passing 
through ports of the United States before and after negotia- 
tion of trade agreements with foreign nations have been made 
public by the Department of State. ; 

“The greatly reduced volume of commerce passing through 
the ports of the United States in the years following 1929 has 
been in no small measure the cause of the vanished profits, the 
unemployment and the large relief needs of the port cities, 
said the department. “The following table shows, in long tons, 
the goods passing through certain United States ports in 1929; 
1933, the year before the initiation of the trade agreements 
program, and 1936, the most recent year for which these 
figures are available: 


1929 1933 1936 
NE IO as rue ke dere slaweG ae 27,889,000 12,279,000 15,957,000 
NIE | a itis. ov wsncrmmnonenee 6,115,000 3,905,000 4,534,000 
I oo sito be ss cae aawiRens 6,357,000 2,108,000 4,681,000 
MIR Cc ccalac des Kescvnwcbeacewuewes 2,509,000 1,669,000 2,138,000 
Pe CPOE © ocr ca ccd caccadnwacns 8,800,000 2,887,000 3,705,000 
CORO: MONE 6 ox bcieccss cnn eews 10,529,000 6,944,000 9,399,000 
WAMMIISION:  DOTUN i. ok <5 kc cu eceins 4,021,000 1,678,000 2,395,000 


In the first eleven months of 1937, continued the depart- 
ment, the foreign trade of the United States increased by al- 
most one and a half billion dollars over the same period in 
1936, bringing greatly enhanced activity and prosperity to our 
ports and port cities. United States exports for the first 
eleven months of 1937 amounted to $3,026,872,000, an increase 
of $800,694,000, or 36 per cent, over the same period of 1936, 
while imports totaled $2,875,202,000, an increase of $697,771,000 
or 32 per cent. . 

Figures covering exports and imports of merchandise by 
customs districts showed all sections of the country and all 
leading ports participated in this improvement in the foreign 
trade of the United States, said the department, adding: 


Exports from north Atlantic districts, including ports in New Eng- 
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land states, as well as New York and Philadelphia, were valued at 
$1,118,629,000 for the ten months of 1937 compared with $790,559,000 
during the same period of 1936. Exports from New York alone totaled 
$1,003,468,000 compared with $712,822,000 in the first ten months of 
1936. Philadelphia exports increased from $54,163,000 to $79,548,000 
while Boston exports rose from $16,247,000 to $23,624,000. 

Imports through north Atlantic customs district also increased 
during the first ten months of 1937, being valued at $1,654,952,000, in 
contrast to imports during the corresponding period in 1936 of $1,240,- 
172,000. The port of Boston showed a very substantial increase, imports 
for the ten months period of 1937 totaling $196,783,000 compared with 
$121,987,000, an increase of over 60 per cent, illustrating the depend- 
ence of some of our highly industrialized areas on imports of basic 
raw. materials. 

South Atlantic customs districts, including the ports of Baltimore, 
Norfolk, Charleston and Savannah, increased their aggregate exports 
during the first ten months of 1937 to $234,269,000; exports for the 
same period of 1936 were valued at $181,028,000. The largest increase 
in exports in this group of ports was that recorded by Baltimore; 
1937 exports from this port were valued at $84,757,000, an increase of 
more than 150 per cent over the 1936 exports of $33,928,000. Similarly 
imports into south Atlantic districts showed a substantial increase 
from $121,087.000 in ten months of 1936 to $163,085,000 in the same 
period of 1937. Total exports from Gulf Coast districts, including the 
ports of Tampa, Mobile, New Orleans, Port Arthur and Galveston, 
aggregated $522,245,000 for the first ten months of 1937 compared 
with $428.066,000 for the same period of 1936. Imports also increased 
from $136,618,000 in 1936, to $186,945,000 in 1937. The port of New 
Orleans stood out among southern ports, exports having expanded to 
$172,104,000 in 1937 from $130,110,000 in 1936. 

Pacific Coast districts, including the ports of Seattle, Portland, 
San Francisco, Los Angeles and San Diego, shared not less than other 
areas in the general expansion of our foreign trade. Exports through 
Pacific Coast ports aggregated $329,995,000 in the first ten months of 
1937, an increase of $81,000,000 over the 1936 total of $248,959,000. Im- 
ports through these ports also increased from $177,571,000 in 1936 to 
$201,531,000 in 1937. Every Pacific Coast port, without exception, re- 
corded substantial gains during the first ten months of 1937 over the 
corresponding period of 1936 in respect of both exports and imports. 

The part which the trade agreements program has played in mak- 
ing possible this striking expansion in our foreign commerce is in- 
dicated by the increase that has taken place in our exports to the 
countries with which trade agreements have been in force compared 
with the lesser increase in exports to the non-agreement countires. 
In 1936 our exports to countries with which we had agreements in- 
creased by 14.1 per cent over 1935, while that with other countries 
increased by but 4.0 per cent. In the first ten months of 1937 exports 
to agreement countries increased by 43.3 per cent over the correspond- 


ing period of 1936 and exports to non-agreement countries by but 31.3 
per cent. 


IMPROVEMENT OF WATERWAYS 


In his annual report for the fiscal year ended June 30, 
1937, Major General Markham, chief of engineers of the army 
for the period covered, says that $100,753,124 can profitably 
be expended in the fiscal year ending June 30, 1939, for new 
work on rivers and harbors, and $46,692,585 on maintenance of 
rivers and harbors, while $127,838,810 can profitably be ex- 
pended for new flood control work. 

For river and harbor work the following are among the 
larger estimates: Great Lakes to Hudson River Waterway, 
$5,000,000; New York and New Jersey channels, $5,000,000; 
Mississippi River, Missouri River to Minneapolis, $11,762,000; 
Missouri River at Fort Peck, $10,800,000; Illinois River, $5,- 
839,000; Missouri River, Kansas City to Sioux City, $6,000,000; 
and Sacramento River, debris dams, $4,300,000. 

General Markham said that approximately 1,000 river and 
harbor projects were in force at the close of the fiscal year, 
and active operations were under way on 342 of these projects. 

The amount expended in the maintenance and improve- 
ment of river and harbor works for the year was $178,829,- 
396.50, including the operating and care of locks and dams and 
removal of wrecks and purposes previously covered by perma- 
nent definite and indefinite appropriations; on flood control, 
$55,084,946.89; and for other miscellaneous related work, $61,- 
396.38; a total of $233,975,739.77. 


WATER AGREEMENT INQUIRY 


The Maritime Commission, on its own motion, had instituted 
No. 470, in the matter of agreements Nos. 1438, 5260, 5261, 
5262, 5263, and 5264, as amended, to determine whether the 
agreements should be disapproved, modified or canceled. 

Carriers operating in the trades between north Atlantic 
ports of the United States and European ports in the Hamburg- 
Antwerp range are parties to the agreements which provide 
for the pooling and the apportionment of earnings of the parties 
and for the restriction of competitive action, according to the 
commission. 

The order of the commission stated that the commission 
was empowered by section 15 of the shipping act, 1916, as 
amended, “to disapprove, cancel, or modify any agreement 
or any modification thereof, whether or not previously approved 
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under the authority of that section, that it finds to be unjustly 
discriminatory or unfair as between carriers, shippers, export- 
ers, importers, or ports, or between exporters from the United 
States and their foreign competitors, or to operate to the detri- 
ment of the commerce of the United States, or to be in viola- 
tion of said act.” ; 

The steamship companies and the agreements involved are 
indicated in the following: 


Hamburg-Amerikanische Packetfahrt Actien-Gesellschaft (Hamburg 
American Line), United States Lines Company, and United States 
Navigation Company, Inc., are parties to agreement No, 1438; The 
Baltimore Mail Steamship Company, Hamburg-Amerikanische Packet- 
fahrt Actien-Gesellschaft, Norddeutscher Lloyd (North German Lloyd), 
United States Lines Company, Southgate Nelson Corporation (Yankee 
Line), Arnold Bernstein Schiffahrisgesellschaft m. b. H. (Arnold Bern- 
stein Line), American Diamond Lines, Inc. (Black Diamond Lines), 
Compagnie Maritime Belge (Lloyd Royal) S. A. (Belgian Line), N. V. 
Nederlandsch-Amerikaansche Stoomvaart-Maatschappij (Holland-Amer- 
ica Line), and Red Star Linie G. m. b. H. (Red Star Line) are parties 
to agreement No. 5260; Hamburg-Amerikanische Packetfahrt Actien- 
Gesellschaft, Norddeutscher Lloyd, and United States Lines Company 
are parties to agreement No. 5261; Hamburg-Amerikanische Packet- 
fahrt Actien-Gesellschaft, Norddeutscher Lloyd, and The Baltimore 
Mail Steamship Company are parties to agreement No. 5262; Ham- 
burg-Amerikanische Packetfahrt Actien-Gesellschaft, Norddeutscher 
Lloyd, and Southgate Nelson Corporation (Yankee Line) are parties to 
agreement No. 5263; and Hamburg-Amerikanische Packetfahrt Actien- 
Gesellschaft, Norddeutscher Lloyd, United States Lines Company, and 


United States Navigation Company, Inc., are parties to agreement No. 
5264. 


MONTREAL-NEW YORK WATERWAY 


In the light of present conditions, the International Joint 
Commission has reported, it is neither advisable nor eco- 
nomically practicable to improve a waterway from Montreal by 
the way of the St. Lawrence and Richelieu Rivers through Lake 
Champlain to connect with the Hudson River. 

The commission investigated the project under direction 
of Congress. The governments of the United States and Canada 
are represented on the commission. 

The commission said the government of Canada might 
decide to deepen the Richelieu River to 12 feet throughout its 
length from the international boundary down to the St. 
Lawrence and if that should be done, it would only be neces- 
sary for the government of the United States to carry out dredg- 
ing in certain limited portions of Lake Champlain in order to 
insure a 12-foot waterway from the St. Lawrence to the Hud- 
son by that route. 

The question as to whether or not it might be desirable 
to construct the waterway at some future date could not be 
determined unless or until the proposed St. Lawrence water- 
way should have been constructed and put in operation and 
the effect thereof had become known, said the commission. 

“Taking into consideration the fact . . . that neither the 
engineers nor any of the interested parties who appeared before 
the commission, in support of or in opposition to the proposed 
waterway, were of the opinion that it could be justified if at all, 
except as an extension of or in connection with the St. Law- 
rence deep waterway, and the fact that the St. Lawrence 
waterway is not yet assured and in any event could not be 
completed and put into operation for a number of years, and 
the further fact that it is impossible to foresee the changes 
that may take place in transportation in the meantime, or 
to estimate the completion of the St. Lawrence waterway might 
have on the advisability of constructing the improvement now 
under consideration, the commission recommends that the 
present report be considered an interim report, and that it be 
authorized to retain jurisdiction over the matter until the 
St. Lawrence waterway had become an accomplished fact and 
the commission has had an opportunity of studying the effect 
of its operation upon the proposed Champlain waterway,” said 
the commission in its conclusions. 

The report was signed by A. O. Stanley, Charles Stewart, 
John H. Bartlett, W. H. Hearst, Eugene Lorton and George W. 
Kyte. 


WHARFAGE CHARGE CASES 


The Maritime Commission heard arguments in No. 446, 
Port of Philadelphia Ocean Traffic Bureau vs. The Philadelphia 
Piers, Inc., et al.; No. 437, Buxton Lines, Inc., vs. Norfolk Tide- 
water Terminals, Inc., et al.; and No. 442, Hampton Roads 
Transportation Co. vs. Norfolk Tidewater Terminals, Inc., et 
al., January 5. ; 

These cases involve wharfage and handling charges at the 
ports of Philadelphia and Hampton Roads. The proposed report 
in Nos. 437 and 442, in which Examiner Arthur found not 
unlawful defendants’ charges at Hampton Roads, was sum- 
marized in The Traffic World, Nov. 27, p. 1221, while the 
proposed report of Examiner Furniss in No. 446, finding not 
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unlawful wharfage charges at Philadelphia, was summarized in 
The Traffic World, Dec. 4, p. 1264. 
Involved in these cases are allegations that the assailed 


charges result in prejudice to boats and trucks and preference 
to railroads. 


PANAMA RAILROAD ACCOUNTING 

Acting Comptroller General R. N. Elliott in his annual 
report recommended that the fiscal affairs of the Panama Rail- 
road Company be made subject to audit and that its net profits 
be turned into the federal treasury as miscellaneous receipts. 
He said the railroad’s accounts were not now subject to audit 
by the general accounting office and that the railroad was 
not subject to the Bureau of the Budget. 


HAWAII WATER RATES 


The Maritime Commission by order, on its own motion, has 
instituted an investigation in No. 471 to determine whether 
rates, fares, charges, regulations and practices of the Inter- 
Island Steam Navigation Company, Ltd., for transportation 
between points in the Territory of Hawaii are unjust and un- 
reasonable or unduly prejudicial in violation of the shipping 
act, 1916, as amended. The Commission assigned the proceed- 
ing for hearing March 10 at Honolulu, Territory of Hawaii, 
before Chief Examiner G. O. Basham. A proposed report will 
be issued. 


DOLLAR-MATSON AGREEMENTS 


In No. 465, in the matter of Dollar-Matson agreements 
(Nos. 1253 and 1253-1), the Maritime Commission has an- 
nounced the commission’s brief will be due January 19 and 
respondents’ brief, February 7. 


MARINE LABOR CONDITIONS 


The Senate commerce committee and the Senate committee 
on education and labor received in secret session this week 
information relating to the conduct of seamen on American 
ships. The information came from the Navy, Commerce and 
State Departments. The testimony may be made public later. 
Chairman Copeland, of the commerce committee, said repre- 
sentatives of seamen would have opportunity to answer charges 
made as to misconduct and insubordination. 


CANADIAN SHIP SERVICE 


The Senate has sent back to the Senate commerce com- 
mittee House joint resolution 413 which would have permitted 
a Canadian steamship line to operate last summer between 
Rochester, N. Y., and Alexandria Bay, notwithstanding the 
prohibition of the coastwise laws against foreign vessels. Chair- 
man Copeland asked for recommittal of the measure because 
the time covered by it had passed. 


INTERCOASTAL COTTON FABRIC RATES 


Leather Supply Co., Inc., and Supreme Stool Co. of Los 
Angeles, Calif., have filed a complaint, No. 469, with the Mari- 
time Commission, against Luckenbach Steamship Co., Inc., 
alleging that complainants shipped from the port of Philadel- 
phia, Pa., to ports of Los Angeles Harbor and San Francisco, 
Calif., by way of the Panama Canal, via vessels operated by 
the defendant, numerous shipments of coated cotton fabrics, 
at a rate of $1.90 a hundred pounds, as named in Item 846 
of United States Intercoastal Westbound Tariff 1-C, SB-I 6. 
It is asserted that shipments actually consisted of cotton cloth, 
pyroxylin coated, upon which defendants contemporaneously 
maintained a rate of 90 cents a hundred pounds, in Item 800 
of above tariff. It is stated that the rate charged is inapplic- 
able and in violation of section 18 of the shipping act. Repara- 
tion is sought. 


A DEFENSE OF FORWARDERS 


Editor The Traffic World: 

With reference to the letter of J. O. Schurtz (Traffic 
World, December 18) regarding the “high cost of trimmings,” 
I would like to point the error of his assertions, as follows: 

1. The forwarders are forwarders and not so called. 

2. The forwarders held millions of tons of traffic to the 
rails when they could not do anything or would not do any- 
thing to fight the lower truck rates. 

3. The fact that forwarders handle all the way down to 
fifth class and also very low commodity rates on which they 
make nothing and on which they have to pay the cost of 
delivery. 

4. The writer tried to get the carriers to put in their own 
forwarding operations but they found out that the privately 
owned forwarders could perform this service at a lower cost 
and still make a fair share of profit. 
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5. The rate of 10 cents per 100 pounds on delivery is a 
fair rate from New York to Dublin. 

We would like to be considered important enough to 
cause the financial downfall of the rail lines, but that is not 
the answer. We accept the compliment, but the donor is 
slightly misinformed. 

7. Everyone in figuring a forwarders’ operation figures 
the differential between the first and carload rate, but entirely 
overlooks the lower classes. 

8. Volume rates will always be in effect and this is the 
very basis of rate making, and there will always have to be 
a difference between the carload and Icl rates. 

9. The average railroad solicitor does not want to make 
door to door calls but prefers to call on the big shippers where 
he will get a lot of tonnage. 

I just wanted to get the record straight—nothing personal. 

John M. Flynn, 
Vice President, New Orleans 
Freight Distributing Co., Inc. 
New Orleans, La., Dec. 29, 1937. 


L. & A. ACQUISITION 


The Commission, division 4, in Finance No. 11531, applica- 
tion of the Louisiana & Arkansas Railway Co. for authority to 
acquire the properties of the Rock Island, Arkansas & Louisi- 
ana Railroad Co., has permitted the Arkansas Corporation 
Commission to withdraw its intervention in support of the 
Louisiana & Arkansas. It has also at the request of the Arkan- 
sas commission stricken from the record the testimony given 
by T. E. Wood, its chief of rates and transportation. The 
Arkansas body withdrew its support in open hearing and these 
orders were formalities in connection with that withdrawal. 
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POSTMASTER GENERAL’S REPORT 


Deducting the cost of “nonpostal” items, Postmaster Gen- 
eral Farley, in his report for the fiscal year ended June 30, 
1937, said the net postal surplus for the year was $12,643,739.04. 
This was the third surplus shown by the Post Office Depart- 
ment in the last four years and was obtained, said Mr. Far- 
ley, notwithstanding the additional annual cost of forty mil- 
lion dollars incident to the operation of the 40-hour week law 
for postal employes. 

The audited revenues of the department were stated as 
$726,201,109.89 while the audited expenses were $772,815,842.22, 
resulting in a gross deficit of $46,614,732.33. The expenses for 
nonpostal items were stated as $59,258,471.37 and deducting 
that sum, the Postmaster General obtained his net postal sur- 
plus for the year. 


Air mail has continued to show a remarkable growth, re- 
sulting in an increase in air mail revenues from $6,000,000 to 
$12,000,000 annually in the last two years, said he. In 1937, 
he pointed out, $12,900,000 was paid by the department for 
transportation of over 19,500,000 pounds of air mail, while, in 
1933, over $19,000,000 was paid for the transportation of 
6,741,000 pounds. Other matters relating to transportation 
were summarized from the report as follows: 


Mail Transportation By Railroads 


On June 30, 1937, mails were carried under authorizations of the 
department by 370 companies over 194,599 miles of railroads. The 
annual mileage of regularly authorized space units of the several sizes 
for carrying mails was 468,016,747. 

The appropriation for the fiscal year for inland transportation by 
railroad routes and mail-messenger service was $107,300,000 which in- 
cludes a deficiency appropriation of $5,300,000. The expenditures for 
the fiscal year were as follows: Mail transportation by railroads, $98,- 
682,915; mail-messenger service, $6,917,011; other items chargeable to 
the appropriation, $758,398; total $106,358,324 (subject to adjustment), 
an increase of $4,556,067 over those of the preceding year. 

On June 30, 1937, there were 19,982 mail-messenger routes, a de- 
crease of 274, or 1.35 per cent. The annual rate was $6,963,945, an 
increase of $87,680, or 1.28 per cent in the annual rate. 


Side and Transfer Service 


Under orders of the Interstate Commerce Commission the rail- 
roads are compensated for carrying the mails between railroad stations 
and between stations and the several. post offices where so required 
by the postmaster general on the basis of the cost of such service 
plus 3 per cent. Where the department has been able to secure this 
service by the establishment of mail-messenger service at less cost, 
it has done so. 

The annual rate of expenditure for this service on July 1, 1936, 
was $556,335, at 3,203 points. On June 30, 1937, the number of points 
was 3,142 and the annual rate was reduced to $544,203, the decrease 
being 2.18 per cent. The estimated expenditure for the fiscal year 
1937 is $551,354. 


Mail Transportation By Power Boats 


On June 30, 1937, mails were carried under authorizations of 
the department by powerboats over 191 routes, covering 20,822 miles, 
and over nine routes authorized on a pound-rate basis. The appro- 
priation for the service for the fiscal year was $1,270,000 and the ex- 
penditures were $1,106,815 (small part estimated). 


By Electric Railways 


On June 30, 1937, the mails were carried under authorizations of 
the department by 108 companies over 3,971 miles of electric railways. 
The appropriation for the fiscal year was $375,000 and the expenditures 
(subject to adjustment), $347,902. This service is authorized and paid 
for under the terms of the order of the Interstate Commerce Commis- 
sion. 

International Postal Service 


Based on actual count for 7 days in October, 1936, and 7 days 
in April, 1937, at all United States exchange post offices, it is esti- 
mated that the number of letters and other articles, excluding parcel 
post, dispatched to foreign countries by land, sea, and air during 
the fiscal year was $367,161,080, an increase of 8.06 per cent over the 
preceding year, while the number received from all countries was 
268,658,052, a decrease of 7.89 per cent. 

The amount of postage, including air-mail and special-delivery fees 
prepaid by the senders on such articles sent to foreign countries and 
the deficient postage collected from addressees in this country on un- 
paid and short-paid articles received from abroad was $14,849,274, an 
increase of 6.97 per cent over 1936. 

Of the above totals, the number of articles dispatched to countries 
other than Canada and Mexico was 229,806,226, an increase of 7.79 
per cent over 1936, and the number received was 174,691,790, a decrease 
of 14.27 per cent from 1936, while the postage collected is estimated 
at $10,708,012, an increase of 5.99 per cent over 1936. 

On October 26, 1936, under the provisions of the merchant marine 
act of 1936, the jurisdiction over the ocean-mail-contract service was 
transferred to the United States Maritime Commission, and in accord- 
ance with that act the contracts were terminated, effective June 30, 
1937. 

International Air Mail Service 


Performance of service during the year on the routes to Mexico, 
Central and South America, and the West Indies, was 99.87 per cent 
of the service scheduled. Performance of service on the trans-Pacific 
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route was 90.64 per cent of the service scheduled. Performance of 
service on all the foreign air-mail routes combined, including the 
routes from New York to Montreal and from Seattle to Victoria, was 
97.80 per cent of the service scheduled. 

There was a material increase in the amount of mails carried on 
the routes to the Latin American countries. The increase over the 
amount carried in the previous year of the maiis dispatched from this 
country was 41.8 per cent, and the increase in the mails received 
was 30.1 per cent. 

Service on the trans-Pacific route beyond Manila to Macao and 
Hong Kong, began with the flight leaving San Francisco April 21, 
1937. The average amount of mail dispatched per flight by this route 
from San Francisco on the 48 flights of the year was 396 pounds. The 
average amount received per flight at San Francisco was 419 pounds. 
A considerable portion of the mails is destined to and received from 
Hawaii. 

Division of Air Mail Service 


Records for the fiscal year 1937 show that the air mail service 
and the air transportation system have continued to progress rapidly. 
Mail poundage transported and mail pound-miles performed were the 
highest in the history of the service. Route miles in effect at the end 
of the fiscal year had reached a total of 29,757 miles. 

A total of 19,553,543 pounds of air mail was transported during 
this fiscal year as compared to 15,377,933 pounds in the fiscal year 1936; 
10,775,248 pounds in the fiscal year 1935; 6,476,919 pounds in the fiscal 
year 1934. Passenger and express traffic also continue to increase 
rapidly, new high records being set for the fiscale year. 


Free Mail Privilege 


Matter mailed under penalty privilege by departments and es- 
tablishments of the government, exclusive of the post office depart- 
ment was as follows: Number of pieces, 742,487,204; weight in pounds, 
96,445,950; revenues at usual postage rates, including registry fees 
and surcharges, $34,081,927; mailed under franking privilege by mem- 
bers of Congress and by others: Number of pieces, 42,912,904; weight 
in pounds, 5,997,398; revenues at usual postage rates, including registry 
fees and surcharges, $1,137,655; publications mailed free in county: 
Number of pieces, 404,510,982; weight in pounds, 64,738,350; revenues 
at usual postage rates, including registry fees and surcharges, $647,- 
383; free matter for the blind: Number of pieces, 1,205,693; weight in 
pounds, 3,745,081; revenues at usual postage rates, including registry 
fees and surcharges, $171,627. 

The foregoing figures show an increase of 73,135,136 pieces and 
5,320,805 pounds mailed under the penalty privilege by departments 
and establishments of the government, exclusive of the post office de- 
partment, and an increase in postage that would have been chargeable 
thereon at the regular rates, including registry fees and surcharges 
of $1,845,658, or 5.73 per cent over the previous year. 


PARCEL POST SERVICE 


In a radio address on the silver anniversary of establish- 
ment of parcel post service, January 5, Postmaster General 
Farley said that, starting in an experimental way, parcel post 
was popular from the beginning and its successful growth had 
ae phenomenal. The service was inaugurated in January, 

“The volume of parcel post matter generally has shown 
an increase from year to year, and during the period I have 
served as Postmaster General the number of parcels handled 
has jumped from 530,000,000 in the fiscal year 1933 to 685,- 
000,000 in 1937, and the revenue from parcel post mail has 
increased from $100,000,000 to $132,000,000 during the same 
period,” said the Postmaster General. 

“The relative importance of parcel post is evidenced by 
the fact that it produces 18 per cent of all postal receipts, be- 
ing second only to letter mail as a source of revenue.” 

The Postmaster General said the growth of the parcel 
post insurance and C. O. D. services was shown by the increase 
from 13,000,000 insured parcels the first fiscal year of opera- 
tion to more than 83,000,000 the last fiscal year, and by the in- 
crease from a little less than 3,000,000 C. O. D. parcels the 
first year to approximately 33,500,000 the last year. 


COOK FOR MEDIATION BOARD 


The President January 7 nominated George A. Cook, of 
Illinois, at present secretary of the National Mediation Board, 
to be a member of that board to fill the vacancy created by 
the death of James W. Carmalt. The nomination is for Mr. 
Carmalt’s unexpired term ending February 1, 1939. 

Representative Edward A. Kenney of New Jersey, a mem- 
ber of the House committee on interstate and foreign com- 
merce, in an extension of remarks in the Congressional Record, 
suggested the appointment of Mr. Cook. After paying tribute 
to the memory of Mr. Carmalt and praising the board for its 
work by citing the fact that there had been no serious strike to 
trouble the railroad industry since 1922, Mr. Kenney said he 
knew of no one who would make a more worthy successor to 
Mr. Carmalt than Mr. Cook. He said Mr. Carmalt gave so 
much, possibly to the hastening of his own end, to the accom- 
plishment of an ideal which perhaps few others than those who 
had come into intimate contact with interstate commerce, could 
understand. 
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MID-WEST SHIPPERS’ BOARD 


The country stands at the fork of the roads, said Phil S. 
Hanna, editor, Chicago Journal of Commerce, in an address on 
“A Peek at 1938,” at a joint luncheon meeting of the Mid-West 
Shippers’ Advisory Board and the Traffic Club of Chicago, at 
the Palmer House January 6. One fork leads to a false and 
temporary prosperity through inflation and expenditures for 
armaments, he continued, and the other over the more difficult 
road of compromise on reform legislation to a sound and lasting 
prosperity. 

He said proposals to increase buying power by raising 
commodity prices on the one hand and wages on the other, 
coupled with limitations of working hours, were based on the 
false assumption that more dollars earned by workers would 
bring back prosperity. As a matter of fact, he contended, such 
a course would reduce savings—thereby reducing available 
capital for industrial investment—and eventually lower the 
standard of living. The real test of prosperity, he added, was 
not a measurement of buying power in terms of dollars, but a 
measurement of goods produced in pounds and units. 


He predicted that business would be good in the early 
months of 1938 but said that that upturn would come about 
because of the expenditures for armaments and the inflation 
referred to. With the power to meet succeeding business reces- 
sions in the hands of politicians, he pointed out, it was probable 
— they would meet such recessions with a political cure— 
inflation. 


J. E. Bryan, traffic manager, Wisconsin Pulp and Paper 
Manufacturers’ Traffic Association, retiring general chairman 
of the Mid-West Board, also spoke at the luncheon, outlining 
the work done by the board in the four years he was at its head 
and predicting further progress for it in the future, under the 
guidance of W. Y. Wildman, managing director, Illinois Coal 
Traffic Bureau, Chicago, newly elected general chairman, to 
whom he turned over the gavel. Mr. Bryan was introduced by 
George A. Blair, traffic manager, Wilson and Company. A. E. 
Schwietert, assistant traffic director, Chicago Association of 
Commerce, chairman of the Chicago Traffic Club’s public affairs 
committee, presided at the luncheon. 


Officers Elected 


At the business session of the board, the following officers 
were elected in addition to Mr. Wildman: 


Alternate general chairman, George M. Cummins, traffic commis- 
sioner, traffic bureau, Chamber of Commerce, Davenport, Iowa.; general 
secretary, R. V. Craig, general traffic manager, Allied Mills, Chicago; 
members of the executive committee—G. A. Bahler, general traffic 
manager, Caterpillar Tractor Co., Peoria, Ill.; M. N. Billings, traffic 
manager, United States Steel Corp. Subsidiaries, Chicago; F. H. Bohl, 
traffic manager, Milwaukee Coke & Gas Co., Milwaukee, Wis.; J. L. 
Bowlus, manager, traffic department, Milwaukee Grain & Stock Ex- 
change, Milwaukee; A. F. Bowman, traffic manager, J. I. Case Co., 
Racine, Wis.; J. E. Bryan, traffic manager, Wisconsin Paper & Pulp 
Manufacturers’ Traffic Association, Chicago; J. A. Brough, traffic man- 
ager, Crane Co., Chicago; J. R. Davy, traffic counsellor, Association 
of Comemcre, Sheboygan, Wis.; A. R. Ebi, general traffic manager, 
Deere & Co., Moline, Ill.; W. F. Ehmann, director of traffic, Public 
Service Commission of Wisconsin, Madison, Wis.; H. M. Gehrke, Asso- 
ciation of Commerce, Milwaukee; R. F. Green, commissioner, Public 
Service Commision of Wisconsin, Madison; J. P. Haynes, executive 
vice-president, Association of Commerce, Chicago; C. E. Hochstedler, 
director of traffic, Association of Comemrce, Chicago; H. A. Hollopeter, 
director of traffic, Indiana State Chamber of Commerce, Indianapolis, 
Ind.; A. E. Hueneryager, traffic manager, Zion Industries, Inc., Zion, 
Ill.; C. A. Lahey, vice-president, Quaker Oats Co., Chicago; R. J. 
Laubenstein, traffic counsellor, Chamber of Commerce, Green Bay, 
Wis.; F. B. McElroy, transportation rate expert, Illinois Commerce 
Commission, Springfield, Ill.; A. McGinness, traffic manager, Servel 
Corp., Evansville, Ind.; C. D. Miller, traffic manager, American Maizez 
Products Co., Chicago; M. L. Pieper, traffic counsellor, Chamber of 
Commerce, Springfield; R. I. Pierce, secretary-traffic manager, Manu- 
facturers’ Association, Chicago Heights, Ill.; F. S. Riegel, general 
traffic manager, Commercial Solvents Co., Terre Haute, Ind.; L. J. 
Quasey, commerce counsel, National Live Stock Marketing Association, 
Chicago; R. C. Ross, vice-president, Joseph T. Ryerson & Son, Inc., 
Chicago; C. L. Saurbaugh, traffic manager, General Electric Co., Fort 
Wayne, Ind.; Jonas Waffle, managing director, Indiana Coal Trade 
Bureau, Terre Haute, Ind.; I. W. Whitaker, traffic manager, Aluminum 
Goods Manufacturing Co., Manitowoc, Wis. 


Carloading Forecasts 


Reports of commodity committees indicated that carload- 
ings in the board’s territory in the first three months of 1938 
would be 9.2 per cent below those in the same quarter of 1936. 
The comparable figures were 838,673 cars actually loaded in 
the first three months of 1937, and 761,723 predicted for the 
first three months of 1938. Heavy decreases were predicted on 
iron and steel, 52 per cent; ore and concentrates, 46 per cent; 
lumber and forest products, 35 per cent; automobiles and trucks, 
35 per cent; gravel, sand and stone, 25 per cent; cement, 20 per 
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cent, and potatoes, 18 per cent. Increases were predicted on 
fresh fruits other than citrus, 160 per cent; grain, 30 per cent; 
fresh vegetables other than potatoes, 19 per cent; hay, straw 
and alfalfa, 12 per cent, and live stock, 12 per cent. 

_ The report of the legislative committee, presented by Mr. 
Wildman, retiring committee chairman, dealt with the train 
limit bill and the proposal of Senator Wheeler for a transporta- 
tion conference. It pointed out that the board was already on 
record as opposing train limit legislation and urged the members 
of the board to communicate with their representatives in Con- 
gress expressing that opposition. On a motion by C. E. Hoch- 
stedler, traffic director, Chicago Association of Commerce, the 
legislative committee was instructed to keep in touch with de- 
velopments in the Wheeler conference matter and to join with 
other advisory boards and other shippers’ organizations in case 
such a conference should be called. 


National Constitution and By-Laws 


The report of the executive committee recommended the 
adoption of the constitution and by-laws submitted to the 
regional boards for confirmation by the National Association 
of Regional Advisory Boards, with the suggestion that provision 
be made in them to make it impossible for the national body 
to make its actions in matters of policy binding on the regional 
boards. The report also recommended the election of Mr. 
Bryan as representative of the Mid-West board on the national 
association’s board of directors. 

Adoption of the report by the board without discussion or 
dissent carried with it the modified approval of the national 
constitution and by-laws and the election of Mr. Bryan. The 
report also recommended several new chairmen for standing 
committees and its adoption carried with it the ratification of 
those recommendations. They were: 

T. J. Maloney, manager, traffic department, International 
Harvester Company, to head the agricultural implements com- 
modity committee, to succeed C. T. Bradford, director of traffic, 
International Harvester Company, retired; F. A. Schleifer, traf- 
fic manager, Franklin Coal Company, to head the coal and coke 
commodity committee, to succeed Mr. Wildman; Mr. Bryan, to 
head the legislative committee, to succeed Mr. Wildman, and 
G. G. Zorn, to head the committee on loss and damage preven- 
tion, to succeed T. C. Burwell, vice-president and traffic man- 
ager, A. E. Staley Manufacturing Company, Decatur, IIl., who, 
it was reported, has been selected to be chairman of the loss 
and damage prevention committee of the national association. 

W. D. Beck reported as district manager of the car service 
division and also read the reports of individual railroads as to 
additions to services and equipment since the fall meeting of the 
board. L. M. Betts, manager, closed car section, Association of 
American Railroads, reported on general transportation condi- 
tions. M. J. Gormley, executive assistant, A. A. R., spoke briefly. 


REPRESENTATION OF EMPLOYES 


The National Labor Relations Board has certified the 
Marine Engineers Beneficial Association, affiliated with the 
CIO, as the exclusive bargaining agency for engineers on vessels 
operated by the New York and Cuba Mail Steamship Company. 

The National Mediation Board has certified that the Broth- 
erhood of Maintenance of Way Employes has been designated 
to represent maintenance employes of the Atlanta & West 
Point and Western Railway of Alabama; that the International 
Brotherhood of Firemen and Oilers, etc., has been designated 
to represent power house employes and shop laborers of the 
C. I. & L.; that the Order of Railway Conductors has_ been 
authorized to represent yard foremen and helpers of the Union 
Railroad Company (Pennsylvania), and that the International 
Brotherhood of Firemen and Oilers, etc., has been designated 
to represent power house employes and laborers of the Ft. W. 
& D. C. and Wichita Valley. 





Digest of New Complaints 





No. 27936. Edwin L. Wiegand Co., Pittsburgh, Pa., vs. Pennsylvania. 
Inapplicable rates and charges, import zircon sand, New York, 
N. Y., to Pittsburgh, Pa. Asks refund. (L. V. Brandt and Edgar 
O. Anderson, 2218 S. Michigan Ave., Chicago, Ill.) 
No. 27937, Joseph A. Goddard Realty Co., Joseph A. Goddard Co. and 
Delaware Trucking Co., Inc., Muncie, Ind., vs. N. Y. C. & St. L. 
Elimination of complainants from switching tariff as to deliveries 
on a side track at Muncie alleged to be unreasonable, unjustly 
diseriminatory and unduly preferential, the undue preference be- 
ing for other industries and business at Muncie. Asks a cease and 
desist order and restoration of switching. (Howell Ellis, 520 Illinois 
Biulding, Indianapolis, Ind.) 
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Doings of the Traffic Clubs 





The annual dinner and installation of officers of the Traffic 
Club of Houston will be held at the Houston Club January 29. 
Lonnie N. Lyon, retiring president, is in charge of arrange- 
ments. At a luncheon meeting at the Rice Hotel January 4 
a number of members, representing various branches of indus- 
try, spoke briefly on the business outlook for 1938. 

The annual dinner of the Traffic Club of Pittsburgh will be 
held at the William Penn Hotel January 28. 





The Transportation Club of St. Paul observed past presi- 
dents’ day at a luncheon meeting at the Hotel Lowry January 
4. Former presidents of the club were guests. 





J. G. Nettleton, newly elected president of the Wash- 
ington, D. C., Transportation Club, is general agent for 
the Pennsylvania Railroad. He was 
born at Du Quoin, Ill., and edu- 
cated at St. Louis, Mo. In 1903 he en- 
tered the employ of the Western Stone 
Company, Chicago. There his duties 
were mainly along traffic lines. When 
the president of that company, Martin 
B. Madden, was elected to Congress, 
Mr. Nettleton accompanied him to 
Washington where for 23 years he was 
Mr. Madden’s secretary. In 1928, after 
the death of the congressman, Mr. 
Middleton was appointed special agent 
for the Pennsylvania at Washington 
and a year later was promoted to the 
position he now holds. He has been 
active in Illinois politics and maintains 
his voting residence in Chicago. For 
twelve consecutive years he was a delegate to the Republican 
state convention and in 1936 was elected alternate delegate to 
the Republican national convention at Cleveland, O. 








Emil J. Smith, editor, Illinois State Journal, will speak 
on “European Travels” at a dinner meeting of the Transporta- 
tion Club of Springfield, Ill., at the Elks Club January 19. The 
club’s annual dinner will be held February 10. Charles H. 
Ashton, new president of the club, has appointed the following 
chairmen of standing committees: Membership, E. H. Yarke; 
reception, F. W. Stephenson; traffic study, C. G. Cruickshank; 
achievement, D. H. Irwin; attendance, W. G. Bahlow; publicity, 
A. L. Peterson; house, N. J. Souder; by-laws, M. L. Pieper; 
speakers, A. L. Peterson; program, S. C. Clayton; transpor- 
tation, H. J. Ramey. 





The annual dinner dance of the Women’s Traffic Club of 
Greater New York will be held at the Downtown Athletic Club 
January 15. Ella M. D. Holm is chairman of the club’s enter- 
tainment committee, which is in charge of the affair. F. C. 
Horner, General Motors Corporation, will speak on ‘World 
Highway Development,” at a dinner meeting of the club at the 
George Washington Hotel January 11. 





M. W. Clement, president, Pennsylvania Railroad, will be 
the speaker at the annual dinner of the Traffic Club at the 
Palmer House January 20. He will be introduced by Henry A. 
Palmer, editor The Traffic World. J. E. Weller, traffic man- 
ager, Pennsylvania Railroad, Chicago, president of the club, 
will preside. Guests of honor at the speakers’ table will be 
the eighteen living former presidents of the club, all of whom 
are expected to be present. 


The annual dinner of the Eastern Indiana Transportation 
Club will be held at the Hotel Roberts, Muncie, Ind., January 
13. Barton Rees Pogue, known as the Hoosier poet, will be 
the speaker. 





The annual dinner of the Cincinnati Traffic Club will be 
held at the Netherland Plaza Hotel February 8. 





Michael P. Grady, Canton, O., will be the speaker at the 
annual dinner of the Traffic Club of St. Louis, which will be 
held at the Hotel Jefferson January 11. Classes in transpor- 
tation, sponsored by the club’s educational committee, under 
the chairmanship of F. G. Maxwell, in cooperation with the 
St. Louis public schools, were resumed at Soldan High School 
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January 4. To its elementary and advanced classes the club 
has added a special class in interstate commerce law and prac- 
tice and procedure before the Commission, which meets on 
Tuesday and Thursday evenings of each week. 





The annual dinner of the Traffic Club of Cleveland will be 
held at the Hotel Cleveland February 10. Leonard P. Ayres, 
vice-president, Cleveland Trust Company, will speak on “Traf- 
fic Prospects for 1938.” 





The Women’s Traffic Club of Detroit will hold a dinner 
meeting at the Y. W. C. A. January 10. M. E. Parkhill, Park- 
hill’s Dude Ranches, Inc., will show colored motion pictures of 
western scenic spots. 





W. H. Keefer, vice-president, Ashland Oil and Refining Com- 
pany, will speak on “Pipe Line Transportation,” at a meeting 
of the Ky-O-Va Traffic Club at the Henry Clay Hotel, Ash- 
land, Ky., January 10. The club’s traffic study class will meet 
at the C. and O. passenger station, Ashland, January 17, to 
hear C. G. Adams lead a discussion on the Railway Express 
Agency. 





A representative of the Federal Bureau of Investigation 
will speak at a dinner meeting of the Women’s Traffic and 
Transportation Club of Baltimore at the Hotel Longfellow 
January 12. A playlet, “Office Management,” with members 
of the club in the cast, will be presented. At an educational 
meeting, to be held at the Hotel Longfellow, January 20, Mar- 
garet Gordy George, Mary Thomas Rogers and Harriet Miller, 
will read papers. The club held its annual Twelfth Night party 
at the Hotel Longfellow January 6. 





The Traffic Club of Fort Worth installed new officers at a 
luncheon meeting at the Blackstone Hotel January 3. There 
was a program of entertainment. Those inducted into office 


included: President, N. E. McKillip; first vice-president, Y. E. 
Juge; second vice-president, J. B. Harris, and secretary-treas- 
urer, D. H. B. Todd. 





Louis R. Birr, president of the 
newly organized Rock River Valley 
Traffic Club, is manager of the export 
division of the Free and New Home 
Sewing Machine Companies, Rockford, 
Ill. He was born in northern Wiscon- 
sin and educated at Spokane, Wash., 
and Rockford. In 1921 he entered the 
employ of the National Lock Company 
and advanced to the position of traffic 
manager and manager of the export 
department of that company. In 1931 
he became traffic manager for Con- 
solidated Industries, Inc., and in 1933 
was appointed to the position he now 
holds. He is instructor in Rockford 
of the traffic class of the La Salle Extension University and 
has served as chairman of the foreign trade committee of the 
Rockford Chamber of Commerce. 





E. F. Flynn, assistant to the general counsel, Great North- 
ern Railway, spoke on “Shores of Opportunity” at a luncheon 
meeting of the Traffic Club of Minneapolis at the Hotel Nicollet 
January 6. On the evening of January 10 the club will hold 
one of a series of educational meetings in the club rooms at 
the Hotel Nicollet. Subject for discussion will be the trans- 
portation act. 





C. E. Forrest, traffic manager, Butler Brothers, has been 
elected president of the traffic forum of the Pacific Traffic 
Association of San Francisco. J. K. Kinkade, traffic manager, 
G. W. Hume Company, has been elected secretary. The forum 
elects officers every three months. Sound motion pictures of 
the bulding of the Golden Gate bridge were shown at a meet- 
ing of the forum January 4. 





The Association of Railroad and Steamboat Agents of Bos- 
ton will hold its annual meeting and election of officers at the 
Parker House, January 10. Dinner will be served. 





Paul P. Hastings, who will become vice-president in charge 
of traffic for the Atchison, Topeka and Santa Fe March 1, 
spoke on “Modern Trends in Transportation Solicitation,” at 
a meeting of the Junior Traffic Club of Chicago, at which more 
than 350 were present, at the Palmer House January 6. Origi- 
nally, he said, the traffic solicitor was, in fact, the railroads’ 
rate maker. The adoption of regulatory legislation, he con- 
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tinued, made of the solicitor for a time nothing much more 
than a cigar distributor. The present trend, however, he 
added, is for the solicitor to make himself of real service to 
the shipper by keeping abreast of railroad developments in 
the matters of rates, special services and equipment, so that 
he may apply that knowledge to the individual problems of 
his customers. Personality and friendliness were still and 
always would be great assets to the freight solicitor, just as 
they are to the high class salesman in every line, he added. 
He also stressed the value to the solicitor of the habit of inter- 
esting himself in the things that interested his customers. The 
club’s annual “for members only” party will be held at the 
Auditorium Hotel January 13. The club has forwarded to the 
members of the house committee on interstate and foreign 
commerce a resolution, adopted at its December meeting, ex- 
pressing opposition to the train length limitation bill. 





At a meeting of the Pacific Railway Club at the Palace 
Hotel, San Francisco, January 13, there will be a symposium 
on “Women in Railroading.” The speakers will be Miss Flora 
A. Davidson, stewardess-nurse, Southern Pacific; Mrs. Merial 


Schumaker, A. T. and S. F., and Miss Anne I. Reilly, Southern 
Pacific. 





The Traffic Club of New England will observe marine 
night at a dinner meeting at the Copley-Plaza Hotel January 
13. John McAuliffe, Jr., president, Isthmian Steamship Com- 
pany, will make some “Casual Comments on Water Transpor- 
tation,” and there will be a program of musical entertainment. 





The annual dinner of the Bridgeport, Conn., Traffic Asso- 
ciation will be held at the Stratfield Hotel January 17. There 
will be no formal speaker. The club’s entertainment commit- 
tee, under the chairmanship of W. H. Pease, will present a 


program. O. S. Solomonson, president of the club, will pre- 
side. 





The study forum of the Motor City Traffic Club of Detroit 
will hold a meeting at the Detroit-Leland Hotel January 10. 
J. H. Huggans, director of traffic, Kramer Brothers Freight 
Lines, will lead the discussion on motor carrier rates. 


The advanced transportation class of the Transportation 
Club of Des Moines will meet at the Hotel Savery January 10. 
N. H. Schulitz, A. T. and S. F., Chicago, will speak on “Re- 
consignment and Diversion.” All members of the club and 


members of its elementary transportation class have been in- 
vited to attend. 





The Transportation Club of Washington, D. C., will hold 
a business meeting at the Hamilton Hotel January 12. 


BLOCK SIGNAL REPORTS 
The Commission, by Commissioner McManamy, by order, 
has extended from January 15, to March 1, the date on which 
annual reports on block signals, interlocking, automatic stops, 


train control and cab signal and train order statistics are to 
be filed. 


NIAGARA FRONTIER TRAFFIC LEAGUE 


The annual meeting and election of directors of the 
Niagara Frontier Industrial Traffic League will be held Janu- 
ary 10 at the Hotel Touraine, Buffalo, N. Y. Dinner will be 
served. J. W. Dobmeier is chairman of the nominating com- 
mittee which has submitted fourteen candidates from which 


seven directors are to be elected (see Traffic World Decem- 
ber 4, 1937, p. 1272). 


RAIL WAGE STATISTICS 


Class I railroads, excluding switching and terminal com- 
panies, reported for October a total of 1,115,588 employes as of 
the middle of the month and total compensation of $174,881,420 
for that month, according to wage statistics compiled by the 
Bureau of Statistics of the Commission. Employment was 
6,618 greater than for October, 1936. The compensation in 
that month was $165,313,492. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Questions and Answers 


N this column will be answered questions of both legal and practica: 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 


lems. We do not desire to take the place of the traffic man but to help him 
in his work. 


The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Damages—Measure of—Where Part of Released Value 
Shipment is Lost or Damaged 


California.—Question: Regarding your answers to Dam- 
ages, measure of, where part of released value shipment is lost 
or damaged, as referred to on page 278 of February 8, 1936 
and 863 of October 16, 1937; it appears that decisions rendered 
in favor of the ratio settlement of released value to actual 
value is unfair and unreasonable, because this ratio decreases 
as actual value increases, allowing claimant less on a $10.00 
repair charge of a $50.00 dresser than it does on a $25.00 
dresser. 

Don’t you believe that a shipment moving under a released 
value of $20.00 per package should hold carrier liable to that 
amount per package; and if this package contains one $50.00 
dresser or a $25.00 dresser, on either of which a $10.45 repair 
charge is incurred on account damage sustained in transit, 
carrier should be held liable for the full amount in accordance 
with stipulations of its bill of lading. 

Answer: The ratio principle does not allow a less recovery 
on an article actually valued at $50.00, but released to a value 
of $20.00, but does not allow any greater recovery on the article 
actually valued at the greater sum. This for the reason that 
the released value of $20.00 is an average value and limits 
recovery to that amount regardless of actual value, except 
where provision is made for higher or graduated released 
values, as in the case of the ratings on household goods in the 
Consolidated Classification. 


Motor Carriers 


Connecticut.—Question: We have a national distribution 
through fifteen warehouses from two factories. Our com- 
modity is sold on a delivery basis, F. O. B. destination or pre- 
paid to destination. A great many wholesalers operate their 
own trucks and make requests that they be allowed to call at 
the warehouses and pick up their shipments and then they 
deduct the freight charges from their invoices. Some of these 
wholesalers have a chain of stores in several states. 

We wish to know, if by deducting freight charges from 
their invoices is not equivalent to receiving compensation for 
trucking and thereby making them common carriers instead 
of private operators? Accordingly, since these wholesalers 
have no license to operate as common carriers, would they be 
liable to Interstate Commerce Commission regulations ? 

Answer: Under a notice dated December 5, 1936, the Com- 
mission ruled as follows with respect to the transportation of 
property by mercantile or manufacturing establishments: 


Numerous inquiries have been received regarding the status under 
the Motor Carrier Act, 1935, of a mercantile or manufacturing es- 
tablishment which engages in no transportation of property excepting 
property which is sold or purchased by such mercantile or manufac- 
turing establishment and which is transported from or to its estab- 
lished place of business as an incident to the conduct of such business, 
but for compensation received either directly or indirectly as an al- 
lowance in connection with the purchase price or otherwise. 

There has been no formal decision of the Commission relative to 
its jurisdiction over such transportation. Until such a formal decision 
has been made, or until further notice, the Commission will not require 
compliance with the general provisions of the Motor Carrier Act on 
the part of any mercantile or manufacturing establishment engaged in 
transportation as above described; however, they will, until such 
decision has been made, be subject to any regulations for private car- 
riers by motor vehicle which the Commission may hereafter prescribe 
under the authority of Section 204 of the Motor Carrier Act and which 
relate to qualifications and maximum hours of service of employes and 
safety of operation or standards of equipment. 


Tariff Interpretation—Application of Rates on Coke Breeze 
lowa.—Question: I would greatly appreciate your opinion 
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on the following question, or having you cite commission rul- 
ings or decisions in similar questions: 


In a regular movement of “Coke Breeze,” billed as such, 
and with the billing bearing the loading protection, “This coke 
has passed, or will pass through a 15% inch bar screen or a 
2% inch round hole screen’; a number of inspections have 
been made by the inspection bureau, correcting the descrip- 
tion to “Lump Coke, all of which will not pass through a 1% 
inch bar screen or a 2% inch round hole screen,” and basing 
such inspection on the fact that pieces of coke appear on the 
top of the load, which will not pass through the required 
screens. 


Inasmuch, as in the screening process it is unavoidable 
that some such large pieces will get into the screenings and 
such large pieces will work to the top of the load, due to the 
vibrations of the car in transit, it does not appear that an 
inspection based on the top of the load is representative of 
the entire load. 


I would appreciate therefore any advice you may have 
to rulings or opinions in similar cases, or if you can, should 
appreciate reference to any provision which tends to establish 
a maxima or minima of such oversize pieces which may appear 
in a carload billed under the description of “coke breeze.” 


Answer: The nature of a commodity delivered to a car- 
rier for transportation, in so far as the determination of the 
applicable rate, is a question of fact to be determined by the 
Interstate Commerce Commission in the event of dispute. See, 
Docket 27673, Midwest Chandelier Co. vs. Pittsburgh & L. E. 
R. Co. (Mimeographed), decided December 20, 1937. 

We know of no ruling, nor of tariff provisions which de- 
termine the maximum amount of oversize pieces of coke 
which may appear in a carload shipment of coke breeze to 
entitle the shipment to the application of the rate on coke 
breeze. 


Tariff Interpretation—Loading—Duty of Carrier 


New York.—Question: We recently received four cars of 
pulp that was re-shipped to our mill from an eastern port. The 
bills of lading show X Steamer and the name of a shipper at 
New York City. 


We understand that the shipper at New York instructed 
the railroad at the port to ship these cars at a rate of one car 
per day. The railroad complied with the request of the ship- 
per, but did not load the cars of pulp to minimum for the 
commodity as provided in the tariff. In other words, the agent 
of the railroad who apparently was supervising the loading 
of the cars on instructions from the shipper at New York, 
did not load these cars to advantage, making four cars of this 
shipment when only three cars would have been the most eco- 
nomical way because of the minimum. 


The approximate weight of each of the four cars was 
54,500 pounds, as compared with the minimum which is 70,000 
pounds. The first car went through at the actual weight of 
594,500 pounds, and then later a correction was issued, making 
the charges on the basis of 70,000 pounds. We, of course, are 
out of pocket the money expended for the difference in the 
weights, that is 54,500 pounds and 70,000 which we endeavored 
to deduct from the invoice of the pulp from the shipper, but 
the shipper insisted that he had given the agent of the rail- 
road instructions to load these cars, and it was therefore his 
responsibility that they were not loaded to minimum. 


We have filed overcharge claims on the basis of the actual 
weight for each of these cars because the agent of the rail- 
road did not load the cars to advantage, but we are at a loss 
to further protect these claims without additional information. 

Will you kindly advise us your opinion as to the further 
procedure in the premises? 


Answer: Unless the carrier which loaded the shipments 
at the eastern port, by published tariff provision, undertakes 
to load cars for movement over its line in such a manner as 
to enable the shipper to obtain the benefit of the losest charge, 
i. e., to load cars to the minimum weight applicable in connec- 
tion with the rate, there is, in our opinion no liability on the 
part of the carrier for the excess charges which accrued by 
reason of the failure to load the cars to the minimum. A car- 
rier may not undertake services which are not provided for 
by tariff. See, Chicago & Alton R. R. Co. vs. Kirby, 225 
U. S. 155, 32 S. Ct. 648, and Davis vs. Cornwell, 264 U. S. 560, 
44 S. Ct. 410. 


While there are tariff provisions under which the carriers 
undertake, at a stated charge, to load carload shipments at 
various points, there are no provisions in these tariffs, so far 
as we are aware, which obligate the carrier to distribute the 
loading of a given amount of freight so as to load each car 
to the minimum weight, unless this duty is implied in the hold- 
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ing out by the carrier of a charge for loading carload freight 
at a given point. 
Proof of Loss or Damage 


Ohio.—Question: We desire a clarification of a situation 
which we have encountered in handling a certain item via our 
line which sets up as follows: 

A crated commodity moves from point of origin in carload 
lots to a central point in the next state where it is put into 
storage by the shipper’s agent. A salesman, in traveling around 
that particular state makes sales to stores in local towns 
approximately 60 miles distant from the warehouse. Upon 
receipt of the order the agent ships, via truck, whatever num- 
ber the order calls for, still in their original containers un- 
opened. 

Upon arrival at that point the item is uncrated and it is 
discovered that a concealed damage condition exists. Claimant, 
who in this case was the original shipper’s agent, files claim 
with the trucking company for total amount of such concealed 
damage. 

We refused the claim in its entirety, requesting a pro-rate 
claim in line with the number of miles it traveled over our 
system, basing our refusal upon “Section 8” as shown on the 
reverse side of the bill of lading, which reads as follows: 


If this bill of lading is issued on the order of the shipper or 
his agent, in exchange or in substitution for another bill of lading, 
the shippers signature to the prior bill of lading as to the statement 
of value or otherwise, or election of common law, or bill of lading 
liability, or in connection with this prior bill of lading, same shall be 
considered a part of this bill of lading as fully as if the same were 
written or made in or in connection with this bill of lading. 


The original carrier was a railroad. Destination carrier 
a truck. Would a stand such as this enable shipper to go 
back on the rail carrier? 

Answer: From a legal standpoint claims for concealed loss 
or damage are as valid as any other claim; the only difference 
is that in case of concealed loss or damage it is more difficult 
to establish the proof necessary to prosecute the claim. In 
order to recover the value of goods lost or damaged under 
circumstances which bring the case within the category of a 
concealed loss and damage, the plaintiff must prove by a pre- 
ponderance of evidence that the loss or damage occurred while 
the goods were in the carrier’s possession. 


If the shipper sustains the burden of proof resting upon 
him of showing delivery to the carrier in good condition and 
of proof that damage did not occur while the shipment was 
in the hands of the drayman, recovery may be had unless the 
carrier can show that the damage resulted from a cause for 
the consequences of which it was not liable. 

The statement in the bill of lading that goods were re- 
ceived in apparent good condition is prima facie evidence only 
as to that fact, and not that the goods were actually in good 
condition at the time they were delivered to the carrier for 
transportation. That is, such a statement relates only to 
external conditions, and does not make out a prima facie case 
against the carrier with reference to damage that is not appar- 
ent. The recital of good condition, or apparently good condi- 
tion, does, however, make out a prima facie case against the 
carrier that the goods were in apparently good condition so 
far as ordinary inspection without opening the package would 
disclose, the burden of proof being on the carrier to show that 
the goods were not in such apparently good condition when 
received by it for transportation. 


Where goods delivered to a carrier for transportation have 
had a prior transportation, this fact alone will not relieve the 
carrier from liability for the full amount of the damage. 

Necessarily, however, this fact does increase the difficulty 
of showing that the freight at the time it was delivered to the 
carrier for transportation was in good condition, the burden 
of proof of which fact is upon the shipper. This for the rea- 
son that the shipper does not, owing to the fact that the goods 
have not been unpacked subsequent to their transportation to 
the point of reshipment via the motor carrier, have positive 
knowledge of their condition at the time they were delivered 
to the motor carrier, and can only show this by evidence as 
to the condition of the packages, etc., and their care after 
having been delivered by the carrier which transported them 
to the point from which they were subsequently reshipped. 

Notice of Claim—Condition of Precedent to Recovery of 
Damages 

Virginia.—Question: Claimant fails to file claim or notice 
thereof covering loss and damage, within the prescribed nine 
months period. 

Claim was filed within approximately ten months after 
date of delivery. Carrier paid, but now calls attention to the 
fact that it was illegally done. 

Please let us have your opinion. 





LOOKING BACK ON A HUNDRED YEARS 


|‘ reviewing the Century of Service rendered by the Norfolk and Western Railway we look back over . . . years filled with 
hardship and endeavor . . . years of prosperity and accomplishment . . . a HUNDRED years of consistent improvement in 
facilities and equipment . . . years that have produced an unexcelled railway service — Precision Transportation @ 

From small beginnings when little wood-burning engines puffed and chugged laboriously over the original nine-mile stretch of 
track between City Point, Virginia, and Petersburg, hauling tiny cars at the speed of 18 to 20 miles an hour —the Norfolk and Western 
Railway has developed its facilities and equipment until today heavy trainloads of freight are hauled at sustained speeds of from 65 
to 70 miles an hour over a well-graded, well-ballasted roadbed extending between the Midwest and the Virginias and Carolinas and 
between the North and the South e 

Fast, modern, air-conditioned Norfolk and Western passenger trains daily carry thousands of travelers safely, comfortably, 
and economically through one of the most beautiful scenic regions in the world @ 

Climaxing one hundred years of transportation service, the Norfolk and Western Railway continues the onward march of progress, 
and pledges its future to a service of efficiency, economy, and dependability @ 


NORFOLK AND -WESTERN RAILWAY 
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Answer: It is generally held that the filing of a claim as 
required by the bill of lading, is a condition precedent to 
recovery. See Watts vs. Southern Ry. Co., 138 S. E. 290, 
certiorari denied, 48 S. Ct. 764; Wholesale Coal Co. vs. C. & O. 
R. Co., 144 S. E. 715; Farmers’ Grain & Supply Co. vs. A. T. 
& S. F. Ry. Co., 242 Pac. 151; American Railway Express Co. 
vs. The Fashion Shop, 10 Fed. (2d) 909. 

It has been held in several cases that the provisions of the 
bill of lading requiring notice of claim cannot be waived. See 
Rogers & Co. vs. Eastern Carolina Ry., 118 S. E. 885; Stern 
vs. American Railway Express Co. 198 N. Y. S. 531; Browning, 
King & Co. vs. Davis, 199 N. Y. S. 775; Jenckes Spinning Co. 
vs. N. Y. N. H. & H. R. R. Co., 129 Atl. 815; G. F. & A. Ry Co. 
vs. Blish Milling Co. 241 U. S. 190, S. Ct. 541. 

See, also, C. & O. R. R. Co. vs. Martin, 283 U. S. 209, 51 
S. Ct. 453, in which case the court said: 


It is held by this court that the shipper may not invoke the doc- 
trine of estoppel against the right to collect the legal rate, because 
to do so would be to avoid the requirement of the law as to equal 
rates. Pittsburgh, etc., Ry. Co. vs. Fink, 250 U. S. 577, 582; L. & N. 
R. R. Co. vs. Central Iron Co., 265 U. S. 59, 65 and cases cited. These 
decisions lend support to our conclusion in respect of the matter here. 
Whether under any circumstances the shipper may rely upon that 
doctrine in avoidance of the time limitation clause of the bill of lading, 
we need not now determine. But the Blish Company case makes clear 
that the fact that delivery was made contrary to instructions, due 
to the misunderstanding or negligence of the carrier, cannot success- 
fully be set up as estoppel against the claim of a failure to comply 
with the requirements of the bill of lading here involved. To allow 
it would be to alter the terms of a contract, made in pursuance of 
the Interstate Commerce Act and having, in effect, the quality of a 
statute of limitation, and thus to open the door for evasions of the 
spirit and purpose of the act to prevent preferences and discrimina- 
tion in respect of rates and service. Compare A. J. Phillips Co. vs. 
Grand Trunk Western R. R. Co., 236 U. S. 662, 667. 


There are, however, cases which hold a carrier may, by 
its conduct, waive the provisions of the bill of lading as to 
notice of claim. See, Wells, Fargo & Co. vs. Townsend & 
Freeman Co., 204 S. W. 417; E. H. Emery & Co. vs. Wabash, 
166 N. W. 600; Kahn vs. American Ry. Express Co., 106 S. E. 
126; American Express Co. vs. Thompson, 43 S. W. (2d) 750; 
Shark vs. G. N., 164 N. W. 39. 


Routing and Misrouting—Error in Destination—Duty 
of Carrier 


Canada.—Question: We will appreciate, very much, your 
giving us the benefit of your knowledge on the following case: 

A car is billed to destination “A” in error and the routing 
to the proper destinatoin “B” is shown on the bill of lading as 
well as the freight rate. 


Destination “B” is shown in the body of the bill of lading, 
describing the marks on the goods. 


The railroad company admits that the rate shown on the 
bill of lading could not applicable to destination “A’’ shown as 
the ultimate destination of the car, via the route shown and 
the railroad agent bills out car just the same without bringing 
the matter to the shipper. 


The car was carried through destination “B” in order to 
reach destination“A” and when car arrived at destination “A”’ 
consignees instructed the railroad that destination “B” was 
the correct delivering point, therefore car was back hauled to 
destination “B,” the railroad assessing the back haul charges 
incurred. 

Claim has been filed against the railroad on the grounds 
that this matter should have been brought to the shipper’s 
attention by the agent, before billing the car out, in view of 
the fact that the rate and the route could not be applicable 
to the destination shown on the bill of lading and they, never- 
theless, decline responsibility, stating that it was up to us to 
show the correct destination in the first place. 

Will you kindly let us know of any rulings that might be 
invoked in this case. 

Answer: The decision of the Interstate Commerce Com- 
mission in Hutton & Bourbonnais Company vs. Southern Ry. 
Co., 50 I. C. C. 434, covers facts which appear to be similar to 
those in the instant case. A shipment was intended for South 
Fort Plain, N. Y. but through error, the shipper showed the 
destination as Fort Plain, N. Y. The bill of lading also showed 
a rate and West Shore R. R. delivery. Fort Plain is on the 
N. Y. C. only, and delivery was made by that line. The ship- 
ment was reconsigned to South Fort Plain on the West 
Shore R. R. 

The Commission held that as the routing instructions 
could not be complied with, and in view of the conflict between 
the rate, route, and destination, the shipment was misrouted. 

In the instant case it does not appear whether B, the 
intended destination, is located on a carrier other than that 
on which A, the point shown in error in the bill of lading as 
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the destination of the shipment. If so, the principle of the de- 
cision referred to above is applicable. 

If A and B are located on the same railroad there was, in 
our opoinion, no misrouting, notwithstanding that the rate 
shown in the bill of lading does not apply to the point shown 
as the destination. See, in this connection, the decision of the 
Interstate Commerce Commission in Riverside Western Oil 
Co. vs. Midland Valley Railroad Co., 42 I. C. C. 589. 
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NOTE—Items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too tate to show the change in 
this docket will be noted elsewhere. 


January 10—Aberdeen, S. D.—Alonzo Ward Hotel—Examiner Schu- 
trumpf: 
Finance 11817—Application of Mound City & Eastern for authority 
to lease line of railroad of Minneapolis & St. Louis between Aber- 
deen and Leola, S. D. 


January 10—Chicago, Ill.—Hotel Morrison—Commissioner Aitchison: 
Ex Parte 123—Fifteen per cent case, 1937. 
Ex Parte 125—Increased pullman fares and charges, 1937. 


January 10—Chicago, Ill.—Sherman Hotel—Examiner Hendon: 
MC F-468—Rock Island Motor Transit Co., purchase, Burlington 
Transportation Co. 


January 10—Huntington, W. Va.—U. S. Court Room—Joint Board 62: 
MC F-466—German Brothers Motor Transportation, Inc., purchase, 
Ashland Transfer Co. 


January 10—Kansas City, Mo.—Hotel Baltimore—Joint Board 36: 
MC 959, Sub. 1—Application of Sharp Transport, Eldorado, Kan., 
for permit to extend operations. 
MC 88187—Application of Jacob Emery Wyatt, Kansas City, Mo., for 
permit. 


January 10—Los Angeles—State Com.—Commissioner Porter: 
Ex Parte 123—Fifteen per cent case, 1937. 


January 10—Medford, Ore.—Federal Bldg.—Joint Board 11: 
MC 83752—Application of George Yorkel, Jr., Ashland, Ore., for cer- 
tificate or permit. 
MC 65199, Sub. 1—Application of Reymers Auto Truck Line, Klamath 
Falls, Ore., for certificate to extend operations. 
MC 46205—Application of Russell G. Squier, Eugene, Ore., for cer- 
tificate. 
January 10—New Orleans, La.—Hotel Jung—Commissioners Splawn 
and Caskie: 
Ex Parte 123—Fifteen per cent case, 1937. 


January 10—New York, N. Y.—Hotel New Yorker—Examiner Johnston 
MC 15029—Application of George W. Brown, New York, N. Y., for 
license. 
MC 18462—Application of Charles Webster Brown, New York, N. Y.. 
for license. 


January 10—-Omaha, Neb.— Hotel Fontanelle—Examiner Corcoran: 
MC 58948—Application of Union Transfer Co., Omaha, Neb., for cer- 
tificate. 
MC 49573—Application of Union Transfer Co., Omaha, Neb., for 
permit. 


January 10—Salt Lake City, Utah—Hotel Utah—Commissioner Lee: 
Ex Parte 123—Fifteen per cent case, 1937. 


January 11—Chicago, Ill.—Sherman Hotel—Examiner Hendon: 
MC F-460—Plaza Express Co., Inc., purchase, Wisconsin Motor Ex- 
press Co. 


January 11—Columbus, O.—State Com.—Examiner Card: 
MC F-473—Suburban Motor Freight, Inc., purchase, Charles M. Burn- 
side. 


January 11—Hot Springs, S. D.—Evans Hotel—Examiner Schutrumpf: 
Finance 11819—Application of C. & N. W. Ry. Co. for permission to 
abandon line between Buffalo Gap and Hot Springs, S. D. 
27859—Hot Springs Chamber of Commerce et al. vs. C. & N. W. Ry. 
January 11—Kansas City, Mo.—Hotel Baltimore—Joint Board 36: 
MC 30796—Application of Merle Paul, Ottawa, Kan., for certificate 
or permit. 
January 11—Kansas City, Mo.—Hotel Baltimore—Examiner Simmons: 
MC 86593—Application of Merle Paul, Ottawa, Kan., for permit. 
January 11—Medford, Ore.—Federal Bldg.—Joint Board 11: 
MC 14467, Sub. 1—Application of Medford-Crescent City Truck Lines, 
Grants Pass, Ore., for certificate to extend operations. 
January 11—New York—Hotel New Yorker—Examiner Johnston: 
MC 86432—Application of Scanlon & Schriber, New York, N. Y., for 
certificate. 
MC 86715—Application of Ferrara Trucking Co., New York, N. Y., 
for certificate. 
MC 68962—Application of Val Murtha, Maspeth, N. Y., for permit. 
January 11—New York—Hotel New Yorker—Examiner King: 
Ex Parte 104, Part VI—Practices of carriers affecting operating reve- 


nues or expenses, warehousing and storage of property by carriers 
at port of New York, N. Y. 
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January 11—Philadelphia, Pa.—Chamber of Com.—Examiner Sullivan:, 
1. & S. M-260—Minimum charges of Central Farms. 


January 12—Baltimore, Md.—State Com.—Examiner Dunn: 

MC 88240—Application of James E. Slusher, Baltimore, Md., for per- 
mit. 

MC 88244—Application of Francis E. Wilson, Baltimore, Md., for 
permit. 

MC 88247—Application of J. Harry Monaghan, Baltimore, Md., for 
permit. 

MC 88250—Application of Jesse Myers, Sr., Baltimore, Md., for per- 
mit. 

MC 88253—Application of Paul Seeley, Baltimore, Md., for permit. 

MC 88255—Application of Frank Alexander, Baltimore, Md., for per- 
mit. 

MC 88256—Application of William Bennyhoff, Baltimore, Md., for 
permit. 

MC 88260—Application of Russell Carter, Baltimore, Md., for permit. 

MC 88264—Application of John Conelius, Baltimore, Md., for permit. 

MC 88267—Application of Irving Dailey, Baltimore, Md., for permit. 

MC 88268—Application of O. A. Diamond, Baltimore, Md., for permit. 

MC 88269—Application of N. T. Edwards, Baltimore, -Md., for permit. 

MC 88271—Application of L. Lample, Baltimore, Md., for permit. 

MC 88275—Application of Vernon E. Hornberger, Baltimore, Md., for 
permit. 


January 12—Boston, Mass.—Hotel Manger—Examiner Naefe: 
Mc 90986—Application of Green Tours, Swampscott, Mass., for license. 


January 12—Dallas, Tex.—Baker Hotel—Examiners Mackley and Hall: 
17000, Part 7-A and I. & S. 4208 and consolidated cases—Grain and 
grain products to and within southern territory, etc. 


January 12—Kansas City, Mo.—Hotel Baltimore—Joint Board 36: 
MC 86230—Application of John E. Neufeld, Yates Center, Kan., for 
permit. 


January 12—Medford, Ore.—Federal Bldg.—Joint Board 172: 
MC 13571 and Sub. 1—Application of Lakeview Transfer, Lakeview, 
Ore., for certificate or permit, and to extend operations. 
MC 93203—Application of J. C. Cline, Ashland, Ore., for permit. 
MC 88160—Application of Illinois Valley Truck Service, Cave Junc- 
tion, Ore., for certificate. 


January 12—New York—Hotel New Yorker—Examiner Johnston: 
MC 86578—Application of L. & N. Moving and Storage Co., Brooklyn, 
N. Y., for certificate. 
MC 91877—Application of Niba Shipping, Inc., New York, N. Y., for 
license. 


January 12—Toledo, O.—New Secor Hotel—Examiner Card: 
MC F-461—Joe Duffey, purchase, Sarah E. Shawley. 


January 12—Washington, D. C.—Argument: 
27741—Waverly Growers’ Cooperative et al. vs. A. C. & Y. et al. 
26285—Thomas Keery Co., Inc., et al. vs. N. Y. O. & W. Ry. et al. 


January 13—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
MC 62690—Application of Carey F. Weathers Transfer & Storage 
Co., Augusta, Ga., for certificate. 
MC 65665—Application of Weathers Bros. Transfer Co., Inc., and 
A A A Van Systems, Washington, D. C., for certificate. 
MC 65665, Sub. 1—Application of Weathers Bros. Transfer Co., Inc., 
Atlanta, Ga., for certificate to extend operations. 


January 13—Buffalo, N. Y.—Hotel Buffaio—Examiner Johnston: 
MC 12028—Application of Carey and Skinner, Inc., Buffalo, N. Y., 
for license. 
MC 86088—Application of John Evanco and George Evanco, Buffalo, 
N. Y., for certificate. 
MC 86844—Application of John Szabo, Buffalo, N. Y., for permit. 


January 13—Kansas City, Mo.—Hotel Baltimore—Joint Board 36: 
MC 9541, Sub. 1—Application of William G. Osborne, Admire, Kan., 
for permit. 


January 13—Kansas City, Mo.—Hotel Baltimore—Joint Board 195: 

MC 28389—Application of Burk’s Trucks, Kansas City, Mo., for cer- 
tificate. 

January 13—Kansas City, Mo.—Hotel Baltimore—Examiner Simmons: 
1. & S. M-190—P.H.P. Kansas City to Colorado points. 

January 13—Louisville, Ky.—Brown Hotel—Joint Board 37: 
MC F-477—W. R. Huey, purchase, George Leister. 

January 13—Louisville, Ky.—The Brown Hotel—Joint Board 208: 
MC F-477—W. R. Huey, purchase, George Leister. 


January 13—St. Louis, Mo.—Coronado Hotel—Examiner Hendon: 
MC F-474—Wilson Truck Co., Inc., purchase, Sam G. Delametter. 
January 13—Washington, D. C.—Examiner Bell: 
MC 2161—Application of National Delivery Association, Inc., Wash- 
ington, D. C., for certificate. 
MC 2162—Application of National Delivery Association, Inc., Wash- 
ington, D. C., for permit. 
MC 3002—Application of William B. Boyer, Washington, D. C., for 
certificate or permit. 
MC 6394—Application of Dan Rogers, Washington, D. C., for certif- 
icate or permit. 
MC 11322—Application of National Delivery Association, Inc., Wash- 
ington, D. C., for license. 
MC 30874—Application of Maurice E. Gettier, Hampstead, Md., for 
certificate or permit. 
MC 30875—Application of Maurice Kressin, Washington, D. C., for 
certificate or permit. 
MC 60899—Application of William Johnson, Washington, D. C., for 
certificate or permit. 


MC 61489—Application of Allen Weiss, Washington, D. C., for cer- 
tificate or permit. 


(OO 


January 13—Washington, D. C.—Argument: 
27716—Columbus Coated Fabrics Corp. vs. C. C. C. & St. L. et al. 
a by St. Joseph Belt Ry. Co. for certain land deeded 
to it. 
January 14—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
— eee of Edgar L. Spencer, Buffalo, N. Y., for cer- 
tificate. 


MC 86723—Application of David E. Brock, Tonawanda, N. Y., for 
certificate. 
January 14—Kansas City, Mo.—Hotel Baltimore—Joint Board 154: 


MC 86486—Application of Woodlawn Transfer Co., Kansas City, Mo., 
for certificate. 


January 14—Sedan, Kan.—Huffman Hotel—Examiner Schutrumpf: 
Finance 10616—Application of Atchison, Topeka & Santa Fe to aban- 
don line of railroad between Havana and Cedar Vale, Kan. 


January 14—St. Louis, Mo.—Coronado Hotel—Examiner Hendon: 


MC F-469—Potashnick Truck Service, Inc., purchase, Silver Fleet, 
of Missouri, Inc. 


MC F-470—Potashnick Truck Service, Inc., 
Truck Service, Inc. 
January 14—Washington, D. C.—Argument: 
27690—Rochester & Pittsburgh Coal Co. vs. B. & O. R. R. 
27690, Sub. 1—Ringgold Coal Co. et al. vs. B. & O. et al. 
27717—Western Pennsylvania Coal Traffic Bureau vs. B. & O. et al. 
January 15—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 86116—Application of Eyers & Staines, Tonawanda, N. Y., for 
certificate. 
January 15—Kansas City, Mo.—Hotel Baltimore—Examiner Simmons: 
MC 250 and Sub. 1—Application of Lusebrink’s Truck Line, Ringo. 
Kan., for certificate or permit and to extend operations. 


January 15—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 47010 and Sub 1—Application of Charles Linden Luckey, Port- 
land, Ore., for certificate or permit and to extend operations. 
MC 88547—Application of C. L. Luckey, Portland, Ore., for certificate. 
January 15—St. Louis, Mo.—Coronado Hotel—Examiner Hendon: 
* — a Terminals Co., purchase, G. P. Inman Trucking 
o., Ine. 
January 15—Washington, D. C.—Argument: 
27714—Buffalo Crushed Stone Co. vs. A. & A. R. R. et al. 


January 17—Anadarko, Okla.—Federal Bldg.—Examiner Schutrumpf: 
Finance 11787—Application of trustees of Chicago, Rock Island & 


Pacific for permission to abandon line of railroad between Bridge- 
port and Anadarko, Okla. 


January 17—Binghamton, N. Y.—U. S. Court Rooms--Examiner Myers: 
MC 68883—Frank S. Valleta dba Valleta Motor Trucking Co. 
MC 50175—Earl Codington. 


MC 50449—George Masler (further hearing). 


January 17—Ottumwa, Ia.—Federal Bldg.—Examiner Hendon: 
MC F-475—Dave Redman, purchase, J. A. Dennis. 


January 17—Buffalc, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 50777—Application of Clarence C. Sloand, Buffalo, N. Y., for cer- 
tificate. 
MC 86427—Application of Richard C. Miller, Buffalo, N. Y., for cer- 
tificate. 


MC 86466—Application of William L. Nicholson, Kenmore, N. Y., 
for certificate. 


January 17—New York, N. Y.—Hotel New Yorker—Examiner Smith: 
* MC F-467—A. E. Greenleaf, control, Safeway Trails, Inc., et al. 
January 17—Philadelphia, Pa.—Chamber of Com.—Examiner Sullivan: 
1. & S. M-264—Rates over Engle Oostdyk Motor Transportation Corp. 
January 17—Portland, Ore.—U. S. Court House—Commissioner Lee: 
Ex Parte 123—Fifteen per cent case, 1937. 
January 17—Portland, Ore.—U. S. Court House—Joint Board 6: 
MC 9312, Sub. 1—Application of Hugh Glasgow, Nyssa, Ore., for 
certificate to extend operations. 
January 17—Reno, Nev.—Chamber of Commerce—Joint Board 128: 
MC 30006, Sub. 1—Application of Nevada-California Fast Freight, 
San Francisco, Calif., for certificate to extend operations. 


January 17—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 5942—Application of Grizzle Brothers, Springfield, Mo., for cer- 
tificate or permit. 
MC 30378 and Sub. 1—Application of Associated Transports, Inc., St. 
Louis, Mo., for certificate or permit and to extend operations. 
January 17—Washington, D. C.—Argument: 
MC 222—Liberty Forwarding & Distributing Corporation common car- 
rier application. 
MC 11146—George McNeil Teaming Co. common carrier application. 
MC 11147—George McNeil Teaming Co. contract carrier application. 
Air Mail Docket 13—In the matter of fair and reasonable rates for 
air mail routes 9 and 15 operated by Braniff Airways, Inc. 
January 17—Washington, D. C.—Division 7: 
Ex Parte 123—Fifteen per cent case, 1937. 


January 18—Binghamton, N. Y.—U. S. Court Rooms—Examiner Myers: 
MC 13257—Application of Southern Tier Motor Lines, Elmira, N. Y., 
for certificate or permit. 
MC 30021—Application of Leavenworth Express and Refrigerator 
Service, Elmira, N. Y., for certificate or permit. 
MC 44071—Application of Leavenworth Express and Refrigerator 
Service, Elmira. N. Y., for certificate or permit. 
MC 87204—Application of Southern Tier Motor Lines, Elmira, N. Y., 
for certificate. 
January 18—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 43306—Application of Waltz Transportation, Inc., Buffalo, N. Y., 
for certificate. 
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Watch Your Rates 


THE TRAFFIC WORLD brings you notice of 
action taken on rate matters before the Com- 
mission. To be completely informed, you should 
also be on the mailing list for THE TRAFFIC 
BULLETIN, which will bring you notice of 
action proposed and action taken in any rate 
matters by any of the standing rate committees. 


The dockets of the following, their hearing bul- 
letins and, in most cases, their disposition 
notices are regular weekly contents of the 
BULLETIN: 


Central Freight Association 

Eastern Commodity Rate Revision Committee 
Express Classification Committee 

Freight Container Bureau 

Illinois Freight Association 

Intercoastal Steamship Freight Association 
National Diversion and Reconsignment Committee 
New England Freight Association 

Southern Freight Association 

Southern Ports Foreign Freight Committee 
Southwestern Freight Bureau 
Texas-Louisiana Freight Bureau 
Transcontinental Freight Bureau 

Trunk Line Association 

Western Trunk Line Committee 


Missing Tariffs Are Costly 


Another important function of THE TRAFFIC 
BULLETIN is the furnishing of a weekly check 
of your tariff file. An abstract of all new tariffs, 
classifications and supplements filed with the 
Interstate Commerce Commission (railroads 
and motor carriers) and the U. 8S. Maritime 
Commission (steamship lines) is mailed to 
BULLETIN subscribers every Saturday morn- 
‘ing. This tariff file check is made complete 
by publication of investigation and suspen- 
sion orders, suspension orders vacated; fourth 
section applications and orders; short notice 
permissions; abstracts of all tariffs returned; 
released rate orders; express tariffs; embargo 
notices, as reported to the car service division 
of the Association of American Railroads. 


The complete docket of the Consolidated 


Classification Committee is mailed to 
BULLETIN subscribers as issued. 





Requests for further details should be addressed 


to 
THE TRAFFIC BULLETIN 


418 S. Market St. Chicago 


The Traffic World 
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MC 50241—Application of National Transportation Co., Buffalo, N. 
Y., for certificate. 

MC 50587—Application of Earl A. Venherm, Buffalo, N. Y., for cer- 
tificate. 


January 18—Jacksonville, Fla.—Hotel Mayflower—Joint Board 64: 
MC F-481—D. E. Hunt, purchase, Central Truck Lines, Inc. 


January 18—Lincoln, Neb.—Hotel Cornhusker—Examiner Hendon: 
MC F-454—Rocky Mountain Lines, Inc., lease, John D. Phillips. 
January 18—Philadelphia, Pa.—Chamber of Com.—Examiner Sullivan: 
1. & S. M-261—Flavoring syrup via Union Transfer Affiliated Co. 
January 18—Portland, Ore.—U. S. Court House—Joint Board 81: 
MC 43479, Sub. 2—Application of R. E. Stiff, Jr., Baker, Ore., for 
permit to extend operations. 
MC 70275, Sub. 1—Application of Arlie White Truck Line, Baker, 
Ore., for permit to extend operations. 
January 18—Portland, Ore.—U. S. Court House—Joint Board 81: 
MC 4676, Sub. 1—Application of Walter Fendley Makin, Enterprise, 
Ore., for certificate to extend operations. 
MC 43262, Sub. 1—Application of C. H. Wright, Yakima, Wash., for 
certificate to extend operations. 


January 18—Reno, Nev.—Chamber of Commerce—Jt. Bds. 78 and 128: 
MC 59939 and Sub. 1—Application of Henry H. Scheele, Reno, Nev., 
for certificate. 
MC 88332—Application of Clem John Hostetler, Elko, Nev., for per- 
mit. 
January 18—Sioux City, Ia.—Warrior Hotel—Jt. Bd. 92 and State Com.: 
MC 40223, Sub. No. 2—Application of Interstate Transit Lines, Omaha, 
Neb., for certificate to extend operations. 
January 18—St. Paul, Minn.—State Com.—Joint Board 145: 


MC 68763—Application of Northwestern Forwarding Co., St. Paul, 
Minn., for license. 


January 18—St. Paul, Minn.—Minnesota Railroad and Warehouse Com- 
mission—Joint Board 145: 

* 68763—Application of Northwestern Forwarding Co., St. Paul, Minn., 
for license. 


January 18—St. Paul, Minn.—State Com.—Examiner Peterson: 
MC 7230—Application of Northwestern Forwarding Co., St. Paul, 
Minn., for certificate or permit. 
January 18—Washington, D. C.—Argument: 
MC 81843—Contract carrier application of Lee Sprankle. 
MC 58965—Yellowstone Park Lines, Inc., common carrier application. 
MC 61598, Sub. 1—Smoky Mountain Stages, Inc., extension of opera- 
tions. 
MC 29545, Sub. 1—Smoky Mtn. Tours Co., Inc., common carrier ap- 
plication. 
MC 81843—Application of Lee Sprankle extension of operation. 
January 18—Washington, D. C.—Examiner Way: 
Fourth section application 16681—Lime from trunk line territory— 
Filed by W. S. Curlett. 
Fourth section application 16880—Cement from Hudson and Hudson 
Upper, N. Y.—Filed by Frank Van Ummersen. 
Fourth section application 16952—Limestone in official territory—Filed 
by W. S. Curlett and Frank Van Ummersen. 
Fourth section application 14716—Slag from Pennsylvania. 
— —_— application 16494—Cement rates, Delaware & Hudson 
ailroad. 


Fourth section application 16523—Iron and steel rates, Delaware & 
Hudson Railroad. 


January 19—Baltimore, Md.—Public Service Comm.—Examiner 
Maidens: 


MC 9709—Application of Jesse Dillon, Dundalk, Md., for certificate 
or permit. 


January 19—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 50818—Application of Howard Gramlich, Buffalo, N. Y., for cer- 
tificate. 
MC 86480—Application of Mrs. Eleanor Gramlich, Depew, N. Y., for 
certificate. 
MC 86726—Application of Lawlines, Inc., Buffalo, N. Y., for permit. 


January 19—Ft. Dodge, Ia.—Federal Bldg.—Jt. Bd. 92 and State Com.: 
MC 40223, Sub. 2—Application of Interstate Transit Lines, Omaha, 
Neb., for certificate to extend operations. 


January 19—Fort Worth,Tex.—Hotel Texas—Examiner Schutrumpf: 
Finance 11847—Application of trustees of Chicago, Rock Island & 
Pacific to lease properties of Chicago, Rock Island & Gulf, and of 
Chicago, Rock Island & Gulf to grant said lease. 


January 19—Oklahoma City, Okla.—Skirvin Hotel—Joint Board 210: 
* MC F-471—Robert E. Lee et al., control, Southwest Motor Lines, Inc. 


January 19—Portland, Ore.—U. S. Court House—Joint Board 81: 
MC 60306, Sub. 1—Application of Pacific Inland Transport Co., Port- 
land, Ore., for certificate to extend operations. 
MC 86970—Application of Columbia Basin Transportation Co., College 
Place, Wash., for certificate. 
January 19—Portland, Me.—Federal Bldg.—Joint Board 133: 
* MC F-485—Maine Central Transportation Co., purchase, Milo E. Lewis 
and Thomas B. Dunn, Thomas B. Dunn, receiver. 


January 19—Raleigh, N. C.—State Com.—Examiner Card: 
MC F-482—G. K. Loftin and R. L. Honbarrier, purchase, H. B. 
Brewer. 


January 19—Sacramento, Calif.—U. S. Court Rooms—Examiner Croft: 
MC 44462—Application of Hartley Leroy Weingartner, Anderson, 
Calif., for certificate or permit. 


January 19—Sacramento, Calif.—U. S. Court Rooms—Joint Board 11: 


MC 44462, Sub. 1—Application of Hartley Leroy Weingartner, Sacra- 
mento, Calif., for certificate to extend operations. 
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A few wood-burning “teakettle” locomotives began hauling passengers and freight in 
tiny cars through the cobble-stone streets and dirt roads of New York, over the 
completed New York-to-Peekskill section of the Hudson River Railroad; while cap- 
tains courageous of New York’s business were struggling to finance the extension to 
Albany to connect with other railroads to the West. 


Nearly one hundred powerful electric and Diesel locomotives are used to operate this 
vitally important freight terminal of the vast NEW YORK CENTRAL SYSTEM. 
The tracks have been removed from the streets to private right-of-way . . . the 
hazards and delays of operation in the streets are ended . . . the West Side Improve- 
ment takes its place as a major event in New York City’s progress. 


Long freight trains roll in, on this only all-rail freight 
line into Manhattan, bringing into the heart of the West 
Side hundreds of thousands of cars yearly . . . automo- 
biles - zinc - butter - yarn - cabbage - xylophones - daven- 
ports + wool - eggs + vinegar - furniture - underwear - 
grapes - tinplate - hops - steel - ink - refrigerators - jacks - 
quinces + knives + paper - livestock - oranges - machinery 
a. ac. See oe 
Greater New York. 

Much of this freight is trucked away from freight sta- 
tions or teamyards, but many of these cars are moved 
directly onto the private NEW YORK CENTRAL side- 
tracks inside the plant of the consignee . . . and these con- 
signees save trucking expense and damage. 

The list of important industries, distributors, processors, 
warehousemen, branch houses, etc., located on this com- 
pletely new West Side Line of the NEW YORK CENTRAL 


is constantly growing . . . A few of the many good 


. - for consignees throughout 










(CENTRAL) 
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NEW YORK CENTRAL 


reasons . . . the savings in trucking expense usually exceed 
the rent and taxes on the site . . . the consolidation of 
plants . . . the advance from outgrown or obsolete, and 
consequently expensive, quarters into modern buildings, 
engineered to fit their today’s and their tomorrow’s plant 
requirements . . . quicker receipt of freight . . . These latter 
savings often exceed even the savings in trucking cost. 


NEW YORK CENTRAL owns several million square 
feet of land adjacent to its new tracks, available for com- 
mercial building, with private sidetracks, for sale or lease 

. and our immediate neighbors also own many available 
sites. 


Telephone (MUrray Hill 9-8000) or write to L. C. 
JAMES, General Land and Tax Agent, or E. D. SNOW, 
Industrial Agent, 466 Lexington Avenue, New York City; 
they will appreciate the opportunity to help you secure an 
advantageous location. 
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If time is worth money to you— 
you should be a subscriber for 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Because the DAILY reduces to a minimum 
the valuable time between the taking of any 
action by the Commission, the Maritime 
Commission, shippers or carriers, and the 
delivery of full information into your hands. 
That is why so many railroad, motor carrier, 


and industrial traffic men are regular DAILY 
subscribers. 


They know they can depend on the DAILY 
to bring them first news of the decisions and 
proposed reports in which they have a 
special interest. They know it will keep 
them in touch with the hearings in important 
cases—just as if they had their own represent- 
ative at the Commission, or Maritime Com- 
mission, or at meetings elsewhere, to keep 
them posted. 


They know too, that when they want a copy 
of a decision or report, or detailed informa- 
tion about any rate matter or proceeding, 
they can write or wire our Special Service 
Department—and get it quickly. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
a complete group of personal, intelligent 
traffic services. Ask any subscriber, and he 
will tell you that it takes the place of an 
expert traffic assistant at a fraction of the 
expense. 


The cost is reasonable because it is spread 
over a large number of organizations whose 
service requests are ‘grouped”’ to minimize 
expense. 


Ask us to place your name on the DAILY 
mailing list for two weeks, without oblige- 
tion, and to send you complete information 
about the special services which are in- 
cluded with every subscription. 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 


418 South Market Street 
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Personal Notes 








G. J. Smith has been appointed general agent for the 
Chicago, Burlington and Quincy at Philadelphia. W. E. Nichol- 
son has been appointed general agent at Sioux City, Ia., to 
succeed P. J. Donohue who retired after 46 years of service 
with that railroad. 

The St. Louis-San Francisco has announced the following 
appointments: A. W. Arnett, division passenger agent, St. Louis; 
George Palma, district passenger agent, New York City; C. A. 
Hall, passenger representative, New York City, and P. F. At- 
kinson, division passenger agent, Tulsa, Okla. 

S. F. Baker has been appointed general freight agent 
for the St. Louis Southwestern at Tyler, Texas. 

The Erie Railroad has appointed the following commercial 
agents: John F. Neill, Rochester, N. Y.; Harold E. Fee, Phila- 
delphia, Pa.; George Petterson, Baltimore, Md. 

Allen Dean, who has served as acting manager of the 
transportation bureau of the Detroit Board of Commerce for 
several months, has been appointed manager of the bureau. 

S. G. Nethercot has been appointed assistant freight traffic 
manager in charge of rates and tariffs for the Chicago and 
North Western at Chicago. 

C. P. Bowsher has been appointed assistant freight traffic 
manager for the Missouri-Kansas-Texas at St. Louis, Mo. 

R. N. Golden has been appointed assistant freight traffic 
manager in charge of solicitation for the Minneapolis, St. Paul 
and Sault Ste. Marie at Minneapolis, Minn. 

The Chicago, Rock Island and Pacific has announced the 
following appointments: W. B. Futral, assistant general freight 
agent, Oklahoma City, Okla.; P. Portel, commercial agent, 
Oklahoma City; R. R. Shaeffer, division freight agent, Des 
Moines, Ia.; Joseph C. Fuhs, traveling freight agent, Chicago; 
E. W. Merriman, assistant general agent, Denver, Col.; W. C. 
Sutton, traveling freight agent, Denver; A. E. Blair, general 
agent, Cincinnati, O. 

C. T. Love has been appointed commercial agent for the 
Nashville, Chattanooga and St. Louis at Dallas, Texas. 

J. J. Quinn has been appointed chairman of the National 
Perishable Freight Committee at Chicago. 

William S. Barton has been appointed general traffic 
manager for the Ash Grove Lime and Portland Cement Com- 
pany at Kansas City, Mo. 

John A. Coakley, general traffic manager of the manu- 
facturing companies and mining companies of the United States 
Steel Corporation in the Pittsburgh and Chicago districts, re- 
signed January 1. He had been with the Steel Corporation 
and its subsidiaries since 1899 and had been appointed to the 
position from which he resigned in 1932. William S. Guy, traffic 
manager of the eastern district for the manufacturing subsidi- 
aries and mining companies of the corporation, has been ap- 
pointed acting traffic manager of the United States Steel 
Corporation of Delaware with headquarters at Pittsburgh. 


J. L. Scott, general passenger agent for the Western 
Pacific at San Francisco, retired January 1 after 42 years of 
railroad service, 27 of which were with the Western Pacific. 
Joseph G. Wheeler, who was general agent, passenger depart- 
ment, was promoted to the position vacated by Mr. Scott. 
James J. Hickey was appointed general agent, passenger de- 
partment, with headquarters at San Francisco, to succeed Mr. 
Wheeler. 


More than 500 members and guests are expected to attend 
the annual dinner of the New York Freight Forwarders’ and 
Brokers’ Association to be held January 11 at the Hotel Roose- 
velt. The National Foreign Trade Council and Export Man- 
agers’ Club will be represented by their respective presidents. 








January 19—Sacramento, Calif.—U. S. Court Rooms—Joint Board 75: 
MC 19056—Application of Lawrence Moving & Storage Co., and Law- 
rence Warehouse & Distributing Co., Sacramento, Calif., for license. 
January 19—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 20115—Application of Riteway Forwarding Co., St. Louis, Mo., 
for certificate. 
MC 21461—Application of John F. Jordan, St. Louis, Mo., for cer- 
tificate or permit. 
January 19—Washington, D. C.—Examiner Way: 
Fourth section applications 16832 and 16925—Official-southern border 
territory rates. 
January 19—Washington, D. C.—Argument: 
MC 48654—Application of John P. Fleming common carrier applica- 
tion. 
MC 46053—Brockway Fast Motor Freight, Inc., contract carrier ap- 
plication. 
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PORT 


OF 


ALBANY 


Under the decision of the Interstate 
Commerce Commission in Docket 
26860, Export, Import, Coastwise and 
Intercoastal Class Rates to and from 
the Port of Albany, N. Y., are lower 
than to and from any other North 
Atlantic Port to New York State Points 
in Trunk Line Territory, and lower or 
on a parity with Baltimore, to the State 
of Michigan, and certain points in Ohio, 
Illinois and Wisconsin, in C. F. A. 
Territory, and lower to Northern, 
Western Trunk Line Territory. 


Terminal charges are absorbed as 
provided in D&H I. C. C. 13870 and 
NYCI. C. C. 16688 and 16914. 


For further information, 


Address: 


Albany Port District Commission 


ADMINISTRATION BUILDING 
PORT OF ALBANY 
ALBANY, N. Y. 
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January 20—Binghamton, N. Y.—U. S. Court Rooms—Joint Board 67: 
MC 29929—Application of Canny Trucking Co., Inc., Binghamton, 
N. Y., for certificate or permit. 
MC 88158—Application of Collier's Express, Cortland, N. Y., for 
certificate. 


January 20—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston and 
Joint Board 67: 
MC 72230, Subs. 1, 2 and 3—Application of Growers Cold Storage 
Co., Inc., Waterport, N. Y., for permit to extend operations. 
MC 72230, Sub. 4—Application of Growers Cold Storage Co., Inc., 
Waterport, N. Y., for permit to extend operations. 


January 20—Dallas, Tex.—Baker Hotel—Examiner Hendon: 
MC F-476—K. K. Meisenbach, purchase, Central Transfer & Storage 
Co. 


January 20—Fort Dodge, Ia.—Federal Bldg.—Examiner Simmons: 
MC 52110—Brady Transfer and Storage Co. 


January 20—Kansas City, Mo.—Hotel Baltimore—Joint Board 36: 
MC 959, Sub. 2—Application of R. Sharps Transport, Eldorado, Kan., 
for permit to extend: operations. 


January 20—Kansas City, Mo.—Hotel Baltimore—Joint Board 180: 
* MC 293—Blowers Transfer Co., contract carrier application. 


January 20—Montpelier, Vt.—U. S. Court Room—Examiner Smith: 
* MC F-478—Vermont Transit Co., Inc., purchase, Ward’s Bus Lines, 
Inc., James S. Abatiell, receiver. 
MC F-479—Vermont Transit Co., Inc., purchase, Burlington Rapid 
Transit Co., Inc. 
* MC F-472—Milton J. Zabarsky and Harry D. Zabarsky, control, Ful- 
ton Fast Freight, Inc. 


January 20—Philadelphia, Pa.—Custom House—Examiner Maidens and 
Joint Board 27: 
MC 4735—Application of Nesbitt Pyfer, Cochranville, Pa., for cer- 
tificate or permit. 
MC 15222—Application of Ralph DeStefano, West Manayunk, Pa., for 
certificate or permit. 


MC 39541—Application of Michael Dimezza, Philadelphia, Pa., for 
certificate or permit. 


% 


January 20—Portland, Ore.—U. S. Court House—Joint Board 81: 
MC 13770—Application of Shaver Forwarding Co., Portland, Ore., for 
certificate or permit. 
MC 85078—Application of W. R. Babcock Truck Line, Portland, Ore., 
for permit. 


MC 88307—Application of Consolidated Convoy Co., Portland, Ore., 
for permit. 


January 20—Salt Lake City, Utah—State Com.—Examiner Olentine: 
MC 2934—Application of Aero Mayflower Transit Co., Inc., Indian- 
apolis, Ind., for certificate or permit. 
MC 75138—Application of Ogden Transfer and Storage Co., Ogden, 
Utah, for certificate or permit. 


January 20—Sacramento, Calif.—U. S. Court Rooms—Examiner Croft: 
MC 86123—Harry G. Brunk. 


January 20—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 35484—Application of Viking Freight Co., St. Louis, Mo., for 
certificate or permit. 
January 20—Washington, D. C.—Argument: 
MC 43654—Dixie Ohio Express Co., common carrier application. 
MC 43654—Dixie Ohio Express Co., extension of operations. 


January 20—Washington, D. C.—Examiner Leasure: 
Air Mail Docket 17—Air mail rates for route No. 2. 


Air Mail Docket 36—In re rates for Transcontinental & Western Air, 
Ine. 


January 21—Binghamton, N. Y.—U. S. Court Rooms—Examiner Myers: 
MC 86028—Application of Harold Stephens, Apalachin, N. Y., for 
certificate. 
MC 1730, and Sub 1—Application of Lightning Express, North Hornell, 
N. Y., for certificate or permit, and to extend operations. 
MC 86491—Application of Moe Harris, Endicott, N. Y., for certificate. 


January 21—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 43170—Application of William Barhite, Medina, N. Y., for cer- 
tificate or permit. 


January 21—Buffalo, N. Y.—Hotel Buffalo—Joint Board 67: 
MC 43169—Application of William Barhite, Medina, N. Y., for cer- 
tificate or permit. 
MC 86408—Application of Phillip Smith, Buffalo, N. Y., for certificate. 
MC 86804—Application of Warren A. States, Odessa, N. Y., for cer- 
tificate. 


January 21—Fresno, Calif.—Federal Bldg.—Joint Board 75: 
MC 88020—Application of Martin Semper, Fresno, Calif., for cer- 
tificate. 


MC 88023—Application of Homer Harry Hill, Fresno, Calif., for cer- 
tificate. 


January 21—Greenville, Tex.—Federal Bldg.—Examiner Schutrumpf: 

Finance 11794—Application of Gulf, Colorado & Santa Fe for per- 

mission to abandon line of railroad between Ladonia and Honey 
Grove, Tex. 


January 21—Houston, Tex.—Ben Milam Hotel—Joint Board 32: 
* MC F-483—L. A. Norris and J. J. Norris, purchase, H. B. Lambert. 
January 21—Kansas City, Mo.—Hotel Baltimore—Examiner Price: 
MC 5939—Application of Talbot Truck Line, Manhattan, Kan., for 
certificate or permit. 
January 21—Kansas City, Mo.—Hotel Baltimore—Joint Board 36: 
* MC 70082—Ruben E. Melgren. 
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RAPID 
ECONOMICAL 
EFFICIENT 


HANDLING IS ACCORDED 
YOUR SHIPMENTS AT 


PORT HOUSTON 


The development of more and more tonnage 
attests to the fact that the merchants 
recognize this in the handling accorded all 


types of commerce. 


Let us serve you on your next shipment and 
prove the advantages of routing via 
Houston. 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 





MOOREMACK GULF LINES 


— ae 


Bet 
BOSTON, PHILADELPHIA, BALTIMORE NEW ORLEANS, HOUSTON, 
CORPUS CHRISTI, BROWNSVI LLE 


Bet 
PHILADELPHIA, NEW. ORLEANS and MIAMI 
Between 
PHILADELPHIA and TAMPA 
etween 
NEW ORLEANS, HOUSTON, CORPUS CHRISTI and BROWNSVILLE 


MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Broadway aA, 314 Postal Bidg. 
BALTIMORE, Seaboard Bidg. NEW ORLEANS, Whitney Bldg. 
BOSTON, 75 ‘State St. PHILADELPHIA, Bourse Bldg. 
BROWNSVILLE, Municipal Docks a 
HICAGO, 704 Marquette Bidg. ROCHESTER, 1408 Temple Bidg. 

CORPUS CHRISTI, Municipal Docks NA INIO, 916 South Texas 
DALLAS, Cotton Exchange Bids. Bank Bidg. 
DETROIT, 556 Book Bids. T. LOUIS, 742 Paul oo Eise. 

HOU STON, Cotton a Bidg. SriREV EPOR T, 400 McNeill St. 
MEMPHIS, Cotton Exchange Bidg. TAMPA. 309 Morgan St. 
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for WATER: TRUCK 
RAIL’ EXPRESS 


Midwest manufacturers, merchants and truck- 
ing companies depend upon Horder’s com- 
plete line of Foreign and Domestic Traffic 
Forms. Latest revisions are made to comply 
with U.S. and foreign government regula- 
tions. Headquarters for Bills of Lading, Ship- 
ment, Tonnage, Freight Bill Records, Car and 
Claim Records, and I. C. C. Forms. 


SHIPPING DEPARTMENT SUPPLIES 


Horder’s carries a complete stock of supplies 
for marking, labeling, wrapping and shipping 
merchandise. Convenient tools for opening 
and counting incoming shipments. Wrapping 
materials of every variety. Submit your ship- 


ping problems to our er Staff. 


HORDER’S ADVISORY STAFF 
is at your Service for Free 
Consultation on Shipping Problems 


¥ 
Newest Canadian Invoices Effective 
February 1st and usable now are in stock 


HORDER’S, Inc. 


Forms and Office Equipment 


Main Offices — Jefferson & Quincy Sts., Chicago 
All Telephones— FRAnklin 6760 
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STARRETT LEHIGH 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationaily-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 

Write or telephone or descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-5520 
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January 21—New York, N. Y.—New Yorker Hotel—Examiner Maidens: 
MC 81390—Application of Disert Transportation, Brooklyn, N. Y., for 
certificate or permit. 
January 21—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 86958—Application of Ray Sherland and O. L. Sherland, Yakima, 
Wash., for certificate. 
MC 91667, Sub. 1—Application of Alfred Mayer, Yakima, Wash., for 
certificate to extend operations. 
January 21—Portland, Ore.—U. S. Court House—Joint Board 81: 
MC 91667—Application of Alfred Mayer, Yakima, Wash., for certificate. 
January 22—Binghamton, N. Y.—U. S. Court Rooms—Examiner Myers: 
MC 86517—Application of Gerald D. Jackson, Deposit, N. Y., for 
certificate. 
MC 86721—Application of Elwood Braunbeck, Binghamton, N. Y., for 
certificate. 
January 22—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 50324—Application of Floyd Lehman, Buffalo, N. Y., for certif- 
icate. 
January 22—Fresno, Calif.—Federal Bldg.—Joint Board 75: 


MC 88028—Application of Charles Jolly Springer, Kerman, Calif., 
for certificate. 


January 22—Greenville, Tex.—Federal Bldg.—Examiner Schutrumpf: 
Finance 11844—Application of Louisiana & Arkansas to acquire con- 
trol of Louisiana, Arkansas & Texas by acquisition of capital stock; 
and joint application of said companies to merge their properties 
into the Louisiana & Arkansas. 
Finance 11863—Application of Louisiana & Arkansas to issue $850,000 
first mortgage 5 per cent bonds, series ‘‘C.”’ 
January 22—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 532, Sub. 1—Nutter Transfer and Fuel Co. 
MC 60843, Sub. 1—Arthur Dillon. 


January 22—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 50672—Application of Koeln and Barnett. Normandy, Mo., for 
certificate. 
January 24—Amarillo, Tex.—U. S. Court Room—Joint Board 210: 
* MC F-462—Joe W. Bowman, contract to operate, McMakin Motor 
Coaches, Inc. 
January 24—Bakersfield, Calif.—Padre Hotel—Jt. Bds. 166 and 78, and 
Examiner Croft: 
MC 79577—Application of Oilfields Trucking Co., Bakersfield, Calif., 
for certificate or permit. 
MC 79578—Application of Oilfields Trucking Co., Bakersfield, Calif., 
for certificate or permit. 
MC 79577, Sub. 1—Application of Oilfields Trucking Co. for cer- 
tificate to extend operations. 
January 24—Binghamton, N. Y.—U. S. Court Rooms—Examiner Myers: 
MC 17041—Application of Clifford’s Motor Truck Service, Elmira, 
N. Y., for certificate. 
MC 17042—Application of Clifford’s Motor Truck Service, Elmira, 
N. Y., for permit. 
January 24—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston: 
MC 86505—Application of East Rochester Delivery, East Rochester, 
N. Y., for certificate. 
MC 86544—Application of Glenn R. Phillips, Forestville, N. Y., for 





certificate. 

MC 86749—Application of L. J. O’Laughlin, Salamanca, N. Y., for 
permit. 

January 24—Harrisburg, Pa.—Pa. Public Utility Comm.—Examiner 
Maidens: 


MC 13005—Application of William J. Sheaffer, Thompsontown, Pa., 
for certificate or permit. 

MC 21050—Application of W. H. Johns, Dauphin, Pa., for certificate 
or permit. 


MC 37908—Application of Thomas J. Williams, Thompsontown, Pa.. 
for certificate or permit. 


January 24—Joplin, Mo.—Federal Bldg.—Examiner Price and Joint 
Board 88: 

MC 58987—Application of Sunflower Lines, Inc., Joplin Mo., for 

certificate, or permit. 

MC 58979 and Sub. 1—Application of Sunflower Lines, Inc., Joplin, 

Mo., for certificate or permit, and to extend operations. 
January 24—Kansas City, Mo.—Hotel Baltimore—Examiner Simmons: 

MC 69911, Sub. 1—Application of Gordon Milling Co., Springfield, 

Mo., for permit to extend operations. 

MC 86494—Application of Farmers Store, Browning, Mo., for cer- 

tificate. 

MC 86497—Application of John Elwell, La Tour, Mo., for certificate. 
January 24—New York, N. Y.—Hotel New Yorker—Examiner Naftalin: 
* MC 88323 

permit. 


January 24—Oklahoma City, Okla.—Skirvin Hotel—Examiner Peyser: 
MC 28200, Sub. 1—Application of M. V. Stilwell, Oklahoma City, 
Okla., for certificate to extend operations. 
January 24—Oklahoma City, Okla.—Skirvin Hotel—Examiner Peyser: 
MC 62228, Sub. 1—Application of R. J. Vann Motor Freight Line, 
Ft. Smith, Ark., for permit to extend operations. 
January 24—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 2512, Sub. 1—Application of Maxwell Wade Wilson, Long Beach, 
Wash., for certificate to extend operations. 
MC 11768, Sub. 1—Application of A. L. Campbell Auto Towing Co., 
Portland, Ore., for certificate to extend operations. 
January 24—Salt Lake City, Utah—State Com.—Examiner Olentine: 





MC 86945—Applictaion of Edward S. Barrett, Bountiful, Utah, for 


permit. 
MC 88319—Application of Merritt Norton, Provo, Utah, for permit. 


Application of Hub City Convoy, Somerville, N. J., for 
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January 24—Shreveport, La.—Chamber of Com.—Examiner Schutrumpf: 
Finance 11790—Application of Texas & Pacific for permission to aban- 
don operation under trackage rights over tracks of Texas & New 
Orleans and Kansas City Southern, 2.20 miles, all in Shreveport, La. 

January 24—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 

MC 79130, Sub. 1—Application of R. & P. Express, Inc., Festus, 
Mo., for certificate to extend operations. 

MC 86434—Application of Skinner and Russell, St. Louis, Mo., for 
certificate. 

January 24—Wilkes-Barre, Pa.—Federal Bldg.—Examiner Prichard: 

* Finance 11791—Application of Wilkes-Barre and Eastern Railroad Co. 
for permission to abandon that portion of its line of railroad ex- 
tending from Stroudsburg to Suscon, 54.004 miles in Luzerne, Lack- 
awanna and Monroe counties, Pa. 

January 25—Bakersfield, Calif.—Padre Hotel—Joint Board 75: 

MC 81478 and sub. 1—Application of Mike Grady, Visalia, Calif., for 
certificate or permit. 

January 25—Binghamton, N. Y.—U. S. Court Rooms—Examiner Myers: 

MC 86905—Application of Curry J. Davis, Woodhull, N. Y., for cer- 
tificate. 

MC 50330—Application of Marco Masciarelli, Binghamton, N. Y., for 
certificate. 








Armatures burnt out in Southwest 
city. Replacements from East ar- 
rive next morning by AIR EX- 
PRESS. Low cost. Big _ re- 
turns! Use Air Express in 
your business. Nation-wide ; 
also to Canada, Latin- 
America, Honolulu and 
Far East. Phone any 
RAILWAY EXPRESS 
office—AIR EXPRESS Di- 


vision. 
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GOOD SERVICE 


AND 
FAST 


GALVESTON WHARF COMPANY 


Est. 1854 
F. W. Parker, V. P. & G. M. 
(Kansas City Office, 434 Board of Trade Bldg.) 


Geo. Sealy, Pres. 
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Saat 
¢ 
seth tte, 


between 


NEw YORK. 
BOSTON, 
NEw ORLEANS, 
SAN FRANCISCO ano ST. JOAN, N. B. 


and 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 


also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


Funes tales TRAFFIC DEPARTMENT 


ew VerR... cee Plier 8, North River New Orleans..... = St. Beg St. 
akon eeeae (11 W. Washington St. St. John, N. B....H. E. K . < = 
San Franelseo....1001 Fourth Street London, Eng. Caribbean 8.8. y. 
Gi secccceticcecsows Long Wharf Ltd., Adelaide House, King Witttem St. 


Also regular weekly passenger service (and “Guest Crulses’’) 
to the West Indies and Caribbean. 


cc =o 
Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE BETWEEN 
Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 
SAILINGS: 
From Philadelphia . . . . . Wednesdays and Saturdays 
From Norfolk to Houston. . . . ... . . « Thursdays 
From Houston to Philadelphia . Mondays and Thursdays 
From Houston to Norfolk ........ . +» Mondays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


-~ 














GERMAN 





MOST DIRECT CONNECTION between 
SEAPORTS and POINTS IN CENTRAL 
and SOUTHEASTERN EUROPE..... 


For all information as to freight rates apply to 


NATIONAL RAILWAYS Etcitit /sroRmatien ease 


Telephones: Digby 4-1883 and 1895 
A Map of Germany or Europe Free Upon Request 


SHIP VIA RAIL... FAST, DEPENDABLE AT ECONOMICAL FREIGHT RATES 
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January 25—Buffalo, N. Y.—Hotel Buffalo—Examiner Johnston and 
Jt. Bd. 71: 
MC 12024—Application of Western New York Motor Lines, Inc., Ba- 
tavia, N. Y., for license. 
MC 61463—Application of Blue Bus Lines, Batavia, N. Y., for cer- 
tificate. 


January 25—Elmira, N. Y.—United States Court—Examiner Pritchard: 
* Finance 11839—Joint application of Lehigh Valley Ry. Co. and Le- 
high Valley R. R. Co., lessee, for certificate of public convenience 
and necessity (1) permitting abandonment by the former and 
abandonment of operation by the latter of the line of railroad 
extending from a point near Horseheads to a point near Van Etten, 
approximately 18.997 miles, in Chemung and Schuyler counties, 
N. Y., and (2) requiring operation by the Lehigh Valley railroad 


Co., under trackage rights, over the line of the Erie R. R. Co. be- 
tween Waverly and Elmira, approximately 18.55 miles, in Tioga 
and Chemung counties, New York. 
January 25—Joplin, Mo.—Federal Bldg.—Joint Board 180: 
MC 29486, Sub. 1—Application of J. C. Teter Transfer Co., Pittsburg, 


Kan., for permit. 
January 25—Oklahoma City, Okla.—Skirvin Hotel—Joint Board 251: 
MC 88380—Application of O. L. Harvey Truck Service, Seminole, 
Okla., for certificate. 
January 25—Oklahoma City—Skirvin Hotel—Examiner Peyser: 
MC 19564, Sub. 1—L. C. Jones, dba Jones Trucking Co. 


January 25—Oklahoma City, Okla.—Skirvin Hotel—Examiner Peyser: 
MC 43164—Hugh Breeding, dba Hugh Breeding Transport Co. 
January 25—Portland, Ore.—U. S. Court House—Joint Board 45: 
MC 59667 and Sub. 1—Application of K. O. Wika, Cathlamet, Wash., 
for certificate or permit and to extend operations. 
MC 60600—Application of Harry Hendrickson, Cathlamet, Wash., for 
certificate or permit. 


January 25—Salt Lake City, Utah—State Com.—Joint Board 241: 
MC 41302 and Sub. 1—William Bolovious Patterson, dba Patterson 
Truck Line. 
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a 
This Directory has been designed to provide 


shippers and carriers with a central source of 
information on practicing attorneys at law 
and I. C. C. practitioners equipped to handle 
cases before state commissions and the 
Interstate Commerce Commission. It is 
published in the second issue of each month. 





















































WASHINGTON, D. C. 
HARRY C. AMES 


Successor to Keene & Ames 
Attorney at Law 
Formerly Attorney and Examiner, I. C. C. 
Transportation Bldg., Washington, D. C. 




















































WASHINGTON, D. C. 
H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building, Washington, D. C. 
Oklahoma City Office, Terminal Bldg. 

Tulsa, Okla., 1503 E. 27th St. 












WASHINGTON, D.|C. 


GEORGE H. PARKER 

Attorney at Law, Consulting Accountant, 
Transportation Analyst 

729 Fifteenth St, N.W. Washington, D. C. 


are not improper.” 


July, 1932. 


The Traffic World 


PROFESSIONAL SERVICES DIRECTORY 


Attorneys at Law — I.C.C. Practitioners — Commercial Traffic Managers — Traffic Bureaus 


Attorneys at Law and Interstate Commerce Commission Practitioners 


WASHINGTON, D. C. 
HENRY J. SAUNDERS 


Consulting Engineer, Statistical 
and Acceuntin: 


ei ©. apes. banecrnes sei Vigetingion. . Studies of Operating 
. oo eee w r ° ransportation Bldg. 

H. D. ‘Driscoll. ‘bceeseuccue Washin ome D. C. 644 T 

RD Mis MODDED, ... 000 <0scneencces Miami, Fla. 


MIAMI, FLORIDA 
THOMAS E. GRADY 


I. C. C. Practitioner and Statistician 
: Rail, Water and Motor Trans. 
. Publie Utilities. 





CHICAGO, ILL. 
T. P. SCANLAN 


I. C. C. Practitioner 
Rate and Tariff Practice 
Member: Traffic Club of Chi 


1608 Milwaukee Ave. 


JACKSON, MISS. 
WILLIAM M. SNYDER 


Commerce Counsel and Attorney 
Member—Am. Bar Assn., Assn. Practitioners. 
General Counsei—Southern Motor Ca: 


Deposit Guaranty Bldg., Jackson, Miss. 


“The simple professional card may with propriety 
contain only a statement of the practitioner's name 
(and those of his associates), occupation, address, 
telephone number, and special branch or branches of 
practice. Such cards may be inserted in reputable 
lists and may give authorized references, or name 
clients with their permission. 

“It is the opinion of the Committee that professional 
cards in the directory of attorneys in the Traffic World 
which comply strictly with the foregoing provisiohs 


Reprinted from the Bulletin of I. C. C. Practitioners, 
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January 25—Salt Lake City, Utah—State Com.—Joint Board 30: 
MC 75646—Application of Rasmussen Truck Lines, Magna, Utah, for 
certificate or permit. 
January 25—St. Louis, Mo.—Coronado Hotel—Examiner Werner: 
MC 86424—Application of Schaffer Moving & Hauling, St. Louis, Mo., 
for certificate. 
MC 86428—Application of Wm. J. Martin, St. Louis, Mo., 
icate. 
January 25—Tuscaloosa, Ala.—U. S. Court—Examiner Schutrumpf: 
Finance 11782—Joint application of Warrior Southern to abandon, 
and receivers of Mobile & Ohio to abandon operation of entire 
railroad of former extending from Tidewater to Kellerman, Ala. 


January 25—Washington, D. C.—Examiner Cheseldine: 
Fourth section applications 16190, 16457, 16520, 16552 and 16979—Cot- 
tonseed, its products, and related articles—cottonseed products and 
related articles from the south to western trunk line territory. 


January 25—Washington, D. C., Examiner Olliver: 
MC 86822—Application of Wilson Motor Lines, Baltimore, Md., for 
certificate. 
January 26—Bakersfield, Calif.—Padre Hotel—Joint Board 75: 
MC 88315—Application of E. Gonzales Trucking, Arvin, Calif., for 
certificate. 


for certif- 


January 26—Boston, Mass.—Hotel Manger—Examiner Naefe: 








* MC 48022—Application of Boston & Buffalo Express, Inc., for cer- 
tificate or permit. 
TRAFFIC MANAGER AVAILABLE - 
f 


EXPERT TRAFFIC MAN will reduce expenses and increase your 
profits. Thoroughly trained and experienced traffic manager desires 
position with industry or responsible trucking company. Three years’ fh 
rail experience, five years with industry, and four years with trucking 
company. Age 32. I. C. C. practitioner and energetic, capable worker. 
Executive ability and experienced traveler. Best reasons for leaving 
present position. Box H-1, Traffic World, 418 S. Market St., Chicago. 









ST. LOUIS, MO. 
EDWARD A. HAID 


Attorney at Law 













1 
ete and Traffic Railread and moter carrier practice before the cemmissien 
Washington, D. C. 900 Boatmen’s Bank Bldg., St. Louis, Mo. 
















JERSEY CITY, N. J. 
AUGUST W. HECKMAN 


Counsellor-at-Law 
Motor Carrier Act Practice 


Miami, Florida 591 Summit Ave. Jersey City, N. J. 











NEW YORK, N. Y. 
CHARLES E. COTTERILL 


Attorney at Law 
Motor Carrier Regulation 


70 East 45th St. New York City 


Need Any of These 


Services ? 


Representation before state and federal 
commissions, and the Supreme Court; 
surveys and analyses of transportation and 
distribution methods; rate and classification 
adjustments; tariff compilation; valuation 
of transportation agencies; import and 
export matters; freight auditing; statistical 
and accounting studies. 









. Assn. Practitioners 


Chicago, II. 
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Years of experience in these and related 
problems are at your service through the 
professional men whose cards are listed in 


this Guide. 
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AMERICAN-HAWAIIAN STEAMSHIP COMPANY 
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It is not enough, in hockey, to 
come close to the net. To score the point, a team must get the 
puck safely past the goalee and into the net. 


Nor is it enough, in business, to get the order and ship re- 
liable products. To score a complete victory, the cars that carry 


your product must ADD to your reputation and ENHANCE 
your prestige. 


When quality products are shipped in clean, modern cars-— 
NORTH AMERICAN Cars—you have a combination that’s good 
for a victory in any man’s league! Now at the start of a New 
Year is a good time to investigate. 


NORTH AMERICAN CAR CORPORATION 


327 South La Salle Street, Chicago, IIlinols 
Republic Bank Buliding World Buliding 
DALLAS TULSA 





—— age — 





Clean, Modern, 
Well-Kept Tank 
and Refrigerator 


IS SOUND BUSINESS ECONOMY 





